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FROM 
ST. LOUIS=MEMPHIS = 
KANSAS CITY 


to COLORADO — UTAH 
CALIFORNIA 


TRAIN NO. 75 — DAILY EXAMPLE 


Lv. St. Louis (via Mo. Pac.)..... 1:00 pm Tue 

Lv. Memphis ..... “ - 

Lv. Kansas City... “ 

Ar. Pueblo 10:00 pm Wed 
Lv. Pueblo (via D. & R. G. W.)..11:00 pm Wed 
Ar. Denver = = -- 4:00 am Thu 


Lv. Pueblo (via D. & R. G. W.)..12:01 am Thu 
Ar. Salt Lake City.. “ -- 4:00 am Fri 


Ar. Oakland 
Ar. San Francisco. . 


#—6th Morning Delivery on Arkansas and Missouri 
(including St. Lovis) and Memphis traffic. 


#—7th Morning Delivery on Chicago, Michigan, Ohio, 
and Indiana traffic. 


#—8th Morning Delivery on Buffalo, Pittsburgh, Western 
New York and Western Pennsylvania traffic. 


#—9th Morning Delivery on Eastern Seaboard traffic. 
Route Your Shipments 

via 
MO. PAC.-D. & R. G. W.-W. P. 


For further information about this and all other freight 
service, see your local Missouri Pacific representative 


: : or write— 
. : = ints H. M. JOHNSON 
a = = — Freight Traffic Manager 


ON 


yFREIGHT SERVICE 











THAT'S not all. Every time you 
sendoutaloadedtractor-trailerunit 
you save more money — because 
any truck can easily pul] three 
times more weight on a Trailer 
than it is designed to carry alone. 


TWO-WAY INITIAL SAVINGS 


You save, and save a lot, on in- 
itialinvestment, for a tractor-trailer 
unit costs less than a straight truck 
of equal capacity. And since one 
tractor-truck handles two or more 
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@ MOTOR TRUCKS that stand idle for loading and unloading 
are “white elephants.” Every minute wasted by idle power costs 
you money... With a two-piece tractor-trailer unit you eliminate this out- 


right! The power unit is DETACHABLE. Each tractor pauses only long enough to drop 
the empty Trailer and pick up a loaded one! No trucks idle at the loading dock! 


Trailers, you make another “‘first- 
cost” saving, for one tractor and 
several Trailers cost a good deal 
less than the same number of 
straight trucks of equal capacity. 


USER EXPERIENCE 


You save in operating expenses. 
By actual figures, Fruehauf users 
save from 30 to 60% of their 
former costs. Upkeep and repairs 
on the one power unit are much 
less than they would be for two 
or three. And the Trailers are good 
for ten years or more of service. 
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Published weekly by Tue Trarric Service Corp., 418 S. 
second class matter January 1, 1913, at the postoffice at Chicago, Ill., under the Act of Mar« 


MANEUVERABILITY 

Crowded docks, narrow streets, 
sharp turns—cramped conditions 
in general—need not deprive you 
of these Trailer savings. ‘‘Hinged 
in the middle,” a Trailer unit turns 
in the same radius as the tractor 
which pulls it! 

We've sold Fruehauf Trailers to 
about every vocation in the haul- 
age field, and they’re all cutting 
costs for their owners. It will pay 
you to investigate this. 


Oldest and Largest Manufacturers of Truck-Trailers 
FRUEHAUF TRAILER CO., DETROIT 


Sales and Service in Principal Cities 
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PORT 
HOUSTON 


IN ADDITION TO 


its natural advantages of 50 miles of 
deep water frontage offering ideal sites 
to industries seeking easy access to the 


sea, and rapid rail and truck transporta- 
tion inland at low rates, is a 


GREAT LOCAL 
CONSUMING MARKET 


and 


DISTRIBUTION CENTER 


J. Russell Wait 


Director of the Port 





FASTEST 
INTERCOASTAL 
FREIGHT 
SERVICE 


EVERY SATURDAY FROM NEW YORK 


(Westbound) 
a FAST TRANSHIPMENT ¢ THROUGH 
RATES TO OTHER PACIFIC COAST 
EVERY SATURDAY FROM SAN FRANCISCO PORTS. 
(Eastbound) PASSENGER AND MAIL STEAMERS. 
EVERY MONDAY FROM LOS ANGELES REFRIGERATION FOR ALL CLASSES 
(Eastboun OF PERISHABLES. 


PANAMA PAciric LINE 


ONE BROADWAY, NEW YORK, N. Y. 665 MARKET STREET, SAN FRANCISCO, CALIF. 
BALTIMORE TRUST BLDG., BALTIMORE, MD. 715 W.7TH STREET, LOS ANGELES, CALIF. 
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N railroading, as on the gridiron, perfect co- 
ordinated teamwork wins battles . . . against time 
and other hazards of the game. When you consign a 
shipment via Chesapeake and Ohio Lines, no mere 
eleven but a team of thousands snaps into action. Each 
man knows his place in the line-up, the exact moves 
expected of him, the right time and the right way to 
make them. And when you add up the score on the 
Chesapeake and Ohio score board, you'll find 
exceptionally high totals for dependability, intel- 
ligence, care, and strict adherence to schedules. 


It’s not always a straight line pass. But when ship- 


CHESAPEAKE «(4 LINES 


THE ROAD THAT SERVICE 


The Traffic World 


COMPLETED 
PASSES 


- 





pers or receivers are located off Chesapeake and Ohio 
rails, there isn’t a break in the line of perfect play. 
This railroad has close working arrangements with 
others, and the pass is always completed as it started 
—straight to the goal with no fumbling. 


Our nearest traffic representative—you'll find one in 
all principal cities—is only as far away as your 
telephone . . . ready to give you quick, intelligent help 
with your shipping problems. Or address 


G. W. WOOD, General Through Freight Agent 
Chesapeake and Ohio Lines, Cincinnati, Ohio 
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Our Platform 


A revised system of transportation regulation based 
on modern competitive conditions, instead of patchwork 
amendment of the old law to make it apply to new trans- 
port agencies; less, instead of more, government control. 

Private ownership and operation of all transport. 
Take the government out of the ocean and inland water- 
way transportation business. 

Keep politics out of rate-making. 

A scientific determination by competent and unbiased 
investigation as to whether commercial motor vehicles are 
paying their fair share of the cost of highways used by 
them in their business, and a uniform application of the 
principles thus arrived at. 

Proper payment by inland waterway transport for the 
use of the waterways as a place of doing business. 

Equalization of regulation and treatment of the vari- 
ous agencies of transport and jurisdiction over all of them 
by the same body or coordinated bodies. 

Realization by railroads that they must do something 
by way of group operating economies to help themselves 
vs in their depressed condition, and cooperation by shippers 
in such economies. 

An Interstate Commerce Commission composed of 
men, not only of good character and general ability, but 
with some special training in and knowledge of the mat- 
ters with which they have to deal. 

Non-discriminatory and reasonable rates for shippers, 
but a rate level high enough to give the transport agencies 
the adequate revenue prescribed by sound public policy. 

” A traffic department, in charge of a capable traffic 
man, for every business concern doing any considerable 
amount of shipping, and a realization by industrial traffic 
men that they must equip themselves to give the sort of 
service that will justify employing them. 





if REVENUE FREIGHT LOADING 


P OR the third consecutive week, as told elsewhere, 

the current car loading figures, after an unprece- 
dented rise that caused all sorts of worry as to whether 
the railroads would be able to cope with the situation, 
are “off.” This, we are told, is a seasonal recession and, 
of course, it is. But, seasonal or not, to us it indicates 
that whatever caused the rush of previous weeks is not 
being continued, else the seasonal downfall would be 
checked or overcome. 

The popular notion was that the increase was due 
to war and preparations for war in Europe, and we 
think it was sound. Perhaps the fact that the war has 
developed into such a comparatively peaceful episode 
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is the reason for the slowing up of business here. Much 
as we should like to see a continuation of increased load- 
ings of revenue freight, war anywhere is too high a 
price to pay for it and we have no wish to see a peace- 
ful campaign changed to a bloody one. 


GOVERNMENT OWNERSHIP 


E ARE printing elsewhere a radio debate on the 

question of government ownership of the rail- 
roads, sponsored by the National University Exten- 
sion Debate Society. There are two points that occur 
to us. One is that reasonable persons—if there are 
any—who believe in government ownership must feel 
a little “sold out” by reason of the fact that their side 
was represented by a couple of rank Socialists. The 
other is that every statement of these Socialists as to 
the failures of private management and the oppor- 
tunities for improvement under government operation 
or ownership might be fully admitted, and still no case 
for government ownership would have been made—be- 
cause everybody who knows anything about it knows 
the government just does not do things that way. 

There seems to be no use in arguing the matter, 
if that point is to be ignored. Government ownership 
advocates, in order to be effective, will have to show 
that the government not only could but does run 
things as they wish the railroads run—and they can’t 
do it. 


TOLERATION OF OTHERS’ VIEWS 

E HAVE a letter from an old friend taking us to 

task for our “lack of toleration” in dealing with 
the views of the Mississippi Valley Association with re- 
spect to water transport regulation. There are many 
good men in the association, he says, and their views 
are entitled to as much respect as our own, even though 
we do not agree with them. 

Ordinarily, that is sound doctrine with which we 
agree. There are some things, however, for which 
there ought to be no tolerance. One of them is murder; 
another is the picking of pockets; another is the rob- 
bing of banks. Neither the law, nor the editor, nor 
the preacher, nor the smoking car orator pulls the 
punch when dealing with these things. We feel the 
same way about waterway advocates. who, using, free 
of charge and without regulation, the waterways deep- 
ened and maintained for their benefit at the expense of 
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millions of dollars to the public—including other trans- 
port agencies—object to equalization of conditions and 
insist that they are entitled to this preferential treat- 
ment in competition with agencies of transportation 
that are severely regulated and that build and main- 
tain their own roadways. 

Such advocates are either knowingly dishonest, or 
mentally incapable of differentiating between right and 
wrong, or merely misled because they have not thought 
the thing through. 


THE TRAFFIC LEAGUE 


UDGED by its meticulous attention to details affect- 
ing the dealings between carrier and shipper, its 
service to its members, and the businesslike character 
of its meetings and the doings of its committees, the 
National Industrial Traffic League is the most efficient 
business organization of which we have any knowledge. 
But often it falls far short of the standard it sets for 
itself in its dealings with the larger aspects of trans- 
portation. This may be due, in some measure, to lack 
of ability to comprehend the larger questions or to 
understand their importance, but is probably due much 
more to the unwillingness of members, even though 
there be a substantial majority on one side or the 
other, to take action that may be displeasing to any 
considerable number. This is understandable, but, even 
so, an organization that, for any reason, sidesteps trans- 
portation problems of national importance and vital 
public concern cannot hope to be considered as the 
Traffic League wishes itself to be considered—the rep- 
resentative of the shipping public in dealing with trans- 
portation problems and interests; it must remain, at 
best, an organization of clerks competent to deal with 
the details of their business but valueless in larger mat- 
ters of public policy. 

The League will meet in Chicago next week. We 
expect the usual earnest crowd of men giving strict 
attention to the business that brings them to the con- 
vention—and we hope for something more. There is 
always opportunity for broad consideration of and wise 
action on national transportation problems, but there, 
perhaps, was never a better opportunity than now. 
Many problems press for solution. For instance, there 
is pending in Congress a transportation bill to be taken 
up for action in January. What does the League think 
ought to be done? There is the specific question of 
waterway regulation, included in the bill, of which the 
League has always fought shy, to say nothing of the 
question of compelling waterway operators to pay for 
their use of the improved rivers and canals. There is 
the pressing question of car supply and what shippers 
may or should do to meet it. There is the St. Lawrence 
Canal proposal arising once more from the shadows. 
There are questions like the regulation of freight for- 
warders, the coordination of truck and rail service, 
fourth section amendment, a rule for rate-making, and 
many others. On some of them the League has acted; 
on others it has not. It should meet them all, we think. 
If it does not choose to do so, that is its business, but, 
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as we say, it cannot hope to be considered a group of 
statesmen if it prefers to be an organization of clerks, 

It is, perhaps, unfortunate that this organization, 
whose members compare with the heads of the traffic 
departments of railroads, has come to be considered the 
group that must grapple with the chief executives of 
the railroads in matters of policy-making, but there is 
no other to do the job. Either it must do it better than 
it has done it in the past or there must be some organi- 
zation of business executives set up to deal with trans- 
portation matters not connected with the technical as- 
pects of shipping, but having to do with the national 
well-being. 

Why, for instance, should the industrial traffic 
man, unless and until he proves himself more of a 
statesman than he has shown himself to date, be left 
to handle the question of government ownership of the 
railroads? He has been right on it, to be sure, but that 
is because his convenience in doing business with rail- 
roads demands that he be allowed to deal with private 
individuals rather than with the government, and his 
national conscience may accord with his interest in this 
respect. But that has not been true in some other mat- 
ters. 

There is great opportunity for the League to rise 
above itself and be worthy of the medals it has pinned 
on its breast. 


THE ASSOCIATED TRAFFIC CLUBS 


HE salutatory (elsewhere) of the new president of 

the Associated Traffic Clubs of America, Mr. C. R. 
Musgrave, seems to indicate that, if he has his way, 
the association will again begin to amount to some- 
thing as a force in transportation thought and action. 

“We should,” he says, “endorse and bend every 
effort for fair and reasonable regulation, in the pub- 
lic interest, of all forms of transportation. We should 
insist on the removal of any unnatural barriers that 
might be impeding the program and impairing the 
usefulness of any mode of transport. We should en- 
courage a better understanding and cooperation to the 
fullest extent permitted by law between the various 
transportation agencies under the guidance of one fed- 
eral regulating body. As to controversial subjects, we 
are adults and should approach the problems of life 
and business accordingly. It is my thought that this 
association should concern itself with any matter of 
interest to its membership and, if we cannot, through 
calm deliberation, compose our differences of opinion 
and dispose of any subject before us so as to produce 
the greatest good for the greatest number, without 
animosity, then, in my opinion, there is no reason for 
the existence of this body.” 

The association was founded for the purpose of 
considering and taking concerted action on transporta- 
tion questions of general interest. Naturally, there 
were controversies, and one of these resulted in the 
withdrawal of the New York club. As the price of its 
return, there was a gentlemen’s agreement to avoid 
controversial subjects, and that agreement has been 

(Continued on page 1106) 
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Current Topics in 
Washington 





There is at least one railroad man 
in the country who has already had 
enough of a traffic increase. At least, 
that is so if a tale they are telling 
among railroad men is accurate. 

A vice president, it appears, as the 
lawyers would say, took a division superintendent to task be- 
cause operating expenses had increased greatly in one month 
compared with another. 

Contritely, the superintendent who was on the carpet ad- 
mitted that there had been a great increase in expenses. But, 
he said, in exculpation and an implied promise to do better in 
the future, the increase was due entirely to a terrific bulge in 
traffic which he hoped would soon be over. 


Traffic Bulge Too 
Much for One Divi- 
sion Superintendent 





Armies in Europe appear to be 
stymied by the Maginot line and the 
west wall no more effectively than mails 
from the United States to that part of 
the world. The Post Office Department 
has got out its schedule of Christmas 
mail dispatch from United States ports. It shows by what dates 
an American with friends in far corners of the earth must get 
his Christmas reminders to the various ports if he hopes to get 
them into their hands on time. 

Every corner of the earth, except Europe, is shown thereon. 
Due to the present irregular sailings for trans-Atlantic destina- 
tions, the steamships, dates of sailing, and the mails to be con- 
veyed cannot be furnished, says an announcement by the Post 
Office Department. That is the way Jim Farley excuses his lack 
of service. The fact is that, even if he knows the dates (which 
he probably suspects if he does not know) he will not disclose 
them. He has no desire to feed duck soup to commanders of 
submarines. But he will gladly say that mail for Surinam must 
be in New York not later than December 8. But he has not 
closed all doors for those who may wish to send mail to Europe. 
He urges all those desiring to mail things intended for trans- 
Atlantic destinations to mail them “as early as possible in the 
present month.” 

It may be worth noting that Farley, possibly as an offset 
against the loss in revenue resulting from the latest war, is 
booming the air mail. He has just renewed a note that an 
increase of one air-mail letter a day at each of the 46,000 post 
offices of the country will increase the revenue more than 
$1,000,000 a year—small change, indeed, in these days of bil- 
lions—but not to be overlooked. 

The department spreads the news that one postmaster 
boosted his sales of air-mail stamps by placing a saucer con- 
taining air-mail stamps on the counter at the stamp window. He 
sold 100 stamps in that way in July and August, 75 in Septem- 
ber and 400 in October. 

“If your letter is important, it rates an air-mail stamp,” the 
enterprising postmaster put on a card near the saucer. 

_ This same postmaster (he must have read somewhere that 
it pays to advertise) specialized in stamp book selling, as wefi 
a plugging for air-mail business. Therefore, in one year air- 


mail sales increased 58 per cent and stamp book sales 48 per 
cent, 


No Christmas 
Mail Schedules to 
Europe This Year 


While the fight is still 
young, it now seems probable 
that the question raised by the 
Pennsylvania’s plan for compet- 
ing with the forwarders will 
divide the motor carriers as 
sharply as it promises to divide the railroads. Unless things 
Undergo an unexpected change, the pro-forwarder forces are 
likely to be led by the Erie and the New York Central, while 

¢ Baltimore and Ohio and the Pennsylvania will be salient 
makers for the anti-forwarders. The first two have their money 
Invested in forwarding companies, the stock of which, under 
order of the Commission, is held in trust by Messrs. Meyer and 
CManamy, formerly commissioners. 
._ So far as can now be seen, the Pennsylvania and its asso- 
Clates will get their forwarder-competitive tariffs ready for 
€ in the shortest possible time. Issuance of the temporary 


Forwarder Question Likely 
to Divide Trucks 
a Well as Rails 


Ce 
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fourth section relief was a necessary antecedent step to the 
publication of the tariffs. The question as to whether there 
should be permanent relief can be fought out most readily, it is 
believed, in a suspension proceeding. However, in view of the 
fact that the Commission is opposed to forwarders, it is not 
impossible to imagine its permitting tariffs to become effective 
and remitting the question for consideration in a formal docket 
proceeding resulting from the filing of a complaint after the 
tariffs have become operative. 

In the years the Commission allowed the forwarders to 
build up their business, they made connections with motor 
carriers—hence, the conclusion that the motor carriers would 
be split would be natural, even if the Acme case in New York 
and the Chicago Heights Trucking case in Chicago were not on 
their way toward the Supreme Court. The truck adherents have 
one battle to their credit in the Chicago case. The court agreed 
with John R. Turney and his associates in that case, accepting 
the findings of fact and conclusions of law suggested by them. 

If the forwarders win in the courts and Congress does not, 
in the meantime, give the Commission power to regulate them, 
it may be inferred, without strain on the thinking apparatus 
that some way must be found by railroads that do not like the 
a to contest with them for the enormous freight they 

andle. 

The present Pennsylvania idea, however, may not be the 
only method. “Quantity rates,” a term made common by the 
motor carriers, may definitely appear in railroad tariffs. At 
present, there are traffic men of standing who believe the rail- 
roads must narrow the spread between carload and less-than- 
carload rates. The traditional spread of two classes, it is be- 
lieved, gives the forwarders a wide field in which to operate, 
even without the favors railroads are accused of having given 
them in the way of seemingly wasteful, if not illegal, car 
supply, free or nominal charge use of freight house space, and 
other things mentioned in the car investigation report. 

Those familiar with the zeal of the Commission when it 
begins the elimination of an asserted abuse, believe it has gone 
farther in some aspects of its crusade than the courts would 
uphold, if the matter gets into the courts. But, notwithstanding 
the great zeal, it is believed that the Commission, even if it 
does not eliminate the forwarder or bring it under formal regu- 
lation, will do so much to the forwarder that it will lose a 
considerable part of its present size by reason of the competi- 
tion the Pennsylvania and its associates have figured out. 





Pump priming to restore the flow 
of prosperity seems to have been defi- 
nitely eliminated from the plans of the 
leaders in Congress for the coming 
session. National defense, apparently, is 
as definitely to be in its place. Just 
what the economy bloc may have in mind, if there is such a 
— > the session just before a campaign, has not been dis- 
closed. 

Spending has not been given up as a national policy, but, 
seemingly, WPA, PWA, and other alphabetical things, are 
deemed a bit threadbare as excuses for spreading money an 


election year where it will do the most good, as the politicians 
see it. 


National defense suggests nose-holding at a time like this 
among those who recall the idealism abroad in the last war 
period. The country was strong for it, and the navy was built 


up to such an extent that many estimated it to be the strongest 
in the world. 


Though the country did not “fall for’ the ideal behind the 
League of Nations, it did fall for the idea in the treaty of 
Versailles that everybody must become good and reduce arma- 
ments. So came the naval conference held in Washington under 
the sponsorship of President Harding. And he, amiable soul, 
Was so sincere that he sank the fine capital ships, the con- 
struction of which had, in the estimation of some, changed the 
old idea as to which country ruled the seas to America instead 
of Britannia. 

If the idea that about three billions should be spent for 
national defense is incorporated into appropriate statutes, the 
United States may be restored to the place it held before 
Harding did his ship-sinking act. Then, there are some who are 
so low-minded as to wonder what rabbit Europe will pull out 
of the hat to cause a repetition of the ship-sinking idealism. 

Out of the last war came a fair merchant marine for the 
United States, at a cost of hundreds of millions. That part of 
it that has been employed in the north Atlantic trade has, 
under the new neutrality law and the President’s order, been 
withdrawn from its employment, much to the pain of those 
who, years ago, were told about the freedom of the seas for 
which Americans fought, embodied in the idea that, as neutrals, 
Americans had a right to carry neutral goods to and from any 
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ports not actually blockaded by the ships of war of a belliger- 
ent. 

In the other conflagration that idea was pretty much thrown 
into the discard by the ones not enthusiastic about the applica- 
tion of the neutrality act, because President Wilson, while 
protesting against blockade lines drawn far out on the high 
seas, was not energetic enough to prevent that idea being 
carried out. Now, as the dissatified ones see the matter, the 
United States, by the prescription of ‘combat areas” into which 
American ships may not sail, gives sanction to the ideas under- 
lying the Milan decree of Napoleon and the orders in council 
issued from London. 

Embargo and non-intercourse laws, in the early part of the 
nineteenth century, were deemed counter strokes against them. 
But they were not worth much, if any, more than the paper on 
which they were printed. 

Some Americans have an idea that, if this country had 
spent on a navy half the billions it lent European countries in 
the last war, it would not now be deemed necessary for Ameri- 
can ships to remain in their ports while European stake off 
great parts of the ocean highway, warning neutrals to keep 
out because they want to use those highways for carrying on 
their perennial wars. A chauvinistic American might say: “We 
have the men, we have the money, but—.” A. E. H. 


THE PASSING OF ASHBURN 


HIS week we record the passing of General Ash- 

burn as operator of the racket known as the gov- 
ernment barge lines. It might be thought that we 
would be jubilant, but we have no such feeling. Our 
frequent criticisms of him were not personal, but were 
directed at the system of which he happened to be the 
head. Certainly, we shall not rejoice until and unless 
his lame duck Congressman successor does better. 
Probably the rose by another name will smell as bad. 

Whether this is a change for the better, so far as 
the government getting out of the barge line business 
—as it should do—is concerned, remains to be seen. We 
are interested in the statement of Assistant Secretary 
of Commerce Johnson that the purpose will be so to 
operate the property as to make it attractive to private 
capital for purchase and operation. To do that the new 
management will have to do what General Ashburn 
persistently refused to do—make a computation of all 
the costs of doing business a private corporation has to 
meet but which the Inland Waterways Corporation does 
not. 


General Ashburn set up profits from the operation 
of the barge lines that would have been wiped out if he 
had taken such costs into consideration. Yet he as- 
serted his operations were successful from a financial 
point of view. The government has put many millions 
of dollars of capital into this enterprise but the corpora- 
tion has paid nothing for it. Instead, it increased its 
income by investing funds in government securities. 
This sort of thing should be stopped by the new man- 
agement. If it isn’t, General Ashburn might as well 
have been permitted to continue writing his reports and 
speeches, which are not noted for lack of commenda- 
tion of his management of the properties. The govern- 
ment barge lines should have been sold long ago. 

Congress created the Inland Waterways Corpora- 
tion in 1924 on the promise that it would demonstrate 
in five years whether or not private capital could en- 
gage profitably in inland waterway operations. The 


“demonstration” has been going on for more than fif- 
teen years and there is no end in sight. Of course, this 
is not a demonstration. It is government in the business 
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of transporting shipments on the inland waterways and 
competing with privately-owned and operated lines, 
both on water and on land. The services of the govern- 
ment corporation have been expanded from time to 
time. In each Congress efforts are made to have other 
extensions of it made. There is no justification for its 
continuance on the ground that it is a “demonstration,” 
and continuance as a competitor of privately owned and 
operated lines is nothing short of an imposition on the 
public, which has to pay the bill. 

We wish the new head of the corporation a short 
term of office—that he will not be ousted as General 
Ashburn was but that his job will become non-existent 
because of discontinuance of operation by the govern- 
ment—but we are not at all optimistic. 


THE ASSOCIATED TRAFFIC CLUBS 
(Continued from page 1104) 


maintained, though the constitution has not been 
changed. But, in avoiding subjects that might be con- 
troversial among the kind of men that compose the 
traffic clubs, the association has gone further and 
avoided taking action on any subjects, even such as 
are not controversial among traffic club members, but 
on which the public needs enlightenment and guid- 
ance. 

It is this condition that the new president seems 
to seek to remove; indeed, he seems to go further than 
that and to desire a return to the original purpose of 
the organization. This, we believe, would be difficult, 
though we think it ought to be done, if possible; but, 
at least, the association ought to take an active part 
in promoting sound transportation policies as far as it 
can go without disrupting its membership. 

For example, the association might run against a 
serious snag if it attempted to endorse waterway regu- 
lation or a policy of compelling waterway operators to 
pay for their use of the rivers. That would be con- 
troversial among its members. But it would have en- 
countered no trouble if it had taken action, for in- 
stance, in the matter of the appointment of Thomas 
R. Amlie to the Commission. That would not have 
been a controversial question among its members and 
action on it would have been a valuable public service. 
But the association does neither. 

The strictly educational work of the association is 
good and, in general, it performs a service to traffic 
clubs by getting them together to discuss their club 
problems, and to the traffic profession as a whole in 
the national mingling of men on both sides of the 
transportation fence. But, so far as being a force in 
the formulation of national transportation policies is 
concerned, it has long since ceased to function in ac 
cordance with its constitution. That constitution ought 
either to stand and be lived up to, or it ought be 
changed to express the real purpose of the orgamiza- 
tion—and there ought to be a vital purpose. Then one 
could make up his mind whether it was worth while 
or not. 


We wish Mr. Musgrave every success in making 


a force for good of the association he now heads. 





Noverr 


rates b 
arrange 
and rai 

Th 
showin; 
for a c 
the Lal 

*“O 
have te 
we hav 
pended 


RC 


Th 
the lar 
motor ¢ 
divisior 
carrier 
specifie 

Th 
Sub. N 
extensi 
port al: 
No, 4, ; 
to exte 

Sp 
genera] 
Hutchi 
tWeen — 
tWeen | 
genera] 
ton, Ka 
impor ti 
tions 0 

Th 
made it 
limitati 
auxiliay 


] 
less-th: 


Is 


and 
nes, 


' to 
her 
its 
yn ‘y ’ 
and 
the 


1ort 
eral 
tent 
ern- 


een 
con- 

the 

and 
h as 
but 
ruid- 


ems 
than 
se of 
icult, 
but, 
part 
as it 


nst a 
regu- 
rs to 
con- 
e en- 
yy in- 
iomas 
have 
s and 
rvice. 


‘ion is 
traffic 
r club 
ole in 
of the 
rce in 
cies is 
in ac- 
ought 
rht be 
raniza- 
en one 
while 


naking 
is. 


November 18, 1939 


The Traffic World 


PAGE 1107 





Decisions of Interstate Commerce Commission 





FREE PICK-UP AT HOWEY, FLA. 


HE Commission, by division 2, in I. and S. 4590, pick-up 

and delivery service at Howey, Fla., has found that schedules 
proposing free pick-up and delivery service at Howey, Fla., on 
shipments moving in connection with the Lake Transfer Co. are 
not subject to the Commission’s jurisdiction. An order was 
entered striking the tariffs from the files of the Commission 
and ordering the proceeding discontinued. 

Lake Transfer Co. filed schedules proposed to become effec- 
tive February 20, 1939, to establish at Howey free pick-up and 
delivery service on shipments weighing 10,000 pounds or more, 
subject to a provision that where the aggregate freight charges 
on the entire shipment averaged less than 10 cents a 100 pounds 
an additional charge sufficient to bring the total charge to an 
average of 10 cents a 100 pounds would be assessed for the 
pick-up and delivery service. The schedules were suspended on 
the protest of Atlantic Coast Line Railroad, operating a stub- 
end branch to Howey for the carriage of citrus fruit shipments. 

According to the record of the proceeding, Lake Transfer 
Co, is a boat line but acts like a short-line railroad and handles 
its traffic by water. Howey is located about 140 miles south- 
west of Jacksonville and 35 miles northwest of Orlando, Fla., 
on the west bank of Lake Harris, opposite Astatula, Fla. 

The Commission based its decision in this proceeding on 
findings by division 3 in Proportional Grain between Federal 
Barge Line Ports, 225 I. C. C. 62, in which it found that the 
Commission had no jurisdiction over proposed proportional 
rates between barge-line ports because there was no common 
arrangement for a continuous carriage between the barge line 
and rail carriers. 

The report of the Commission said there was no evidence 
showing or indicating that there was a common arrangement 
for a continuous carriage of traffic to or from Howey between 
the Lake Transfer Co. and any railroad. 

“On the contrary,” the report said, “such testimony as we 
have tends to show that there is no such arrangement, and that 
we have no jurisdiction over the services proposed in the sus- 
pended tariff.” 


ROCK ISLAND TRUCK OPERATIONS 


The effort of the Chicago, Rock Island & Pacific to regain 
the large amount of less-than-carload traffic it has lost to 
motor carriers since 1930 has been followed by the Commission, 
division 5, granting the road authority to operate as a common 
carrier of general commodities, express and baggage between 
specified points in Iowa, Missouri, Kansas and Nebraska. 

The decision of the Commission was made in MC 48602, 
Sub, No. 2, Chicago, Rock Island & Pacific Railway Company, 
extensions in Iowa, Missouri, Kansas and Nebraska. The re- 
port also embraces Nos. MC 48602, Sub. No. 3, MC 48602, Sub. 
No, 4, and MC 48602, Sub. No. 5, all of which are applications 
to extend operations. 

Specifically, the road was given authority to transport 
general commodities over the highway between Herington and 
Hutchinson, Kan., general commodities, express and mail be- 
ween Eldon, Ia., and Trenton, Mo., general commodities be- 
tween St. Joseph, Mo., and Herington, via Topeka, Kan., and 
general commodities, mail baggage and express between Hor- 
‘on, Kan., and Fairbury, Neb. These routes connect with other 
lmportant links in the present and proposed trucking opera- 
lions of the railroad. 

The Commission, in granting the railroad this authority, 
made its order subject to the customary conditions, such as the 
lmitation of the trucking services to those which would be 
auxiliary or supplemental of rail operations. 

“Since 1930 applicant has lost a substantial amount of 
less-than-carload traffic to competing motor carriers in the 
Considered territory,” said the report. “For example, ton- 
hage moving from or to points on its Horton-Fairbury branch 
line decreased from 10,000,000 pounds in 1930 to 4,000,000 
pounds in 1937. This decline is attributed principally to the 
Superior service of motor carriers and the growing inadequacy 
o rail service in the face of changing methods of merchandis- 
ing. After long study, applicant has concluded that it must 
theese in motor carrier operations to retain its present less- 

an-carload traffic and furnish satisfactory and comprehensive 
Service to the public.” 


The railroad, according to the report, pointed out many 
benefits that would result from the motor truck operations. 
Among these are the expediting of both less-than-carload and 
carload shipments, speeding up of trains, and a saving in op- 
erating expenses. As an example of how service would be ex- 
pedited, the report said that overnight motor service would be 
provided from St. Joseph, Mo., to points as far west as Hering- 
ton, Kan., in comparison with existing two-day service by rail. 
Saving in time of from 12 to 36 hours would be effected simi- 
larly between other points, the report said. 

Many shippers located at points on the considered routes 
testified that the present rail service generally was unsatis- 
factory, said the report, and they contended that the proposed 
motor vehicle service would be beneficial to them. By the 
same token, representatives of Ottumwa and St. Joseph de- 
clared that they were compelled to narrow their natural trade 
territory because of inadequate rail service and favor the es- 
tablishment of the service, the report added. 

“It is stated,” said the report, “that existing motor carriers 
serve only the larger points on the proposed routes, and that 
no single motor carrier serves all the points on any of such 
routes. Numerous motor carriers were notified of these pro- 
ceedings, but none appeared in opposition to the applications.” 


IOWA-SOUTH DAKOTA COMMODITIES 


A finding of unlawfulness with respect to a proposal of 
Rockne Bros., of Vermillion, S. D., a motor common carrier, to 
establish new and reduced commodity rates on groceries, gen- 
eral store supplies, and other commodities between Sioux City, 
Ia., and points in South Dakota, has been made by the Com- 
mission, division 3, in I. and S. M-716, Rockne Bros.—com- 
modities between Sioux City, Ia., and South Dakota. The 
suspended schedules have been ordered canceled on or before 
November 20 and the proceeding discontinued. 

The schedules making the changes were suspended on pro- 
test of the Flamming Motor Express, Inc. The proposed rates 
on groceries and general store supplies, referred to as gro- 
ceries, were intended to apply on approximately 80 articles as 
described in Item 5 of respondent’s tariff MF-I. C. C. No. 1. 
The principal change proposed by respondent, said the report, 
was the establishment of new commodity rates, minimum 600 
pounds, on groceries and “heavy” commodities between Sioux 
City and South Dakota points. Those rates, the report said, 
ranged from 15 cents at Elk Point to 18 cents at Yankton, and 
represented reductions of as much as 33 cents under the 
present rates. It added that the proposed rates were intended 
to attract small shipments of groceries, feed, and sugar which 
were now delivered by jobbers in their own trucks or trans- 
ported by contract carriers. The minimum of 600 pounds, 
continued the report, equaled the average weight of the indi- 
vidual shipments of groceries, and the proposed rates would 
produce minimum revenue of approximately $1 a shipment. 
The report also pointed out that a new commodity rate of 13 
cents, minimum 3,000 pounds, on “heavy” commodities between 
Sioux City and South Dakota points was proposed to meet a 
rate of 10 cents maintained by live stock haulers on return 
trips from Sioux City. The proposed rate was higher than the 
competitive rate because respondent provided daily service, 
whereas the service of live stock haulers was infrequent. Re- 
spondents contended that the proposed reductions were neces- 
sary to meet the competition of the live stock haulers and to 
share in the traffic of jobbers. 

Protestants, motor common carriers and rail lines, accord- 
ing to the report, asserted that the present rates between Sioux 
City and South Dakota were in a chaotic state as a result of the 
practice of wholesale jobbers delivering merchandise in their 
own trucks or by effecting delivery through contract carriers. 
Protestants also contended that it was virtually impossible to 
meet the competition since the jobbers retained all their ton- 
nage, so as to provide capacity loads for the trucks which they 
operated or were used in their service. They attributed the 
unsatisfactory rate situation to keen competition among live 
stock haulers, who, as a class, are in “poor financial condi- 
tion.” Protestants and rail lines feared, if the rates became 
effective, they would be forced to reduce their rates. 

“If respondents were permitted to meet the competitive 
rates, other carriers might seek to do likewise and a bad sit- 
uation would become worse,” said the Commission. “Clearly 
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this would be inconsistent without duty under the motor car- 
rier act, 1935, which is to foster sound economic conditions in 
the motor carrier industry and to prevent destructive com- 
petitive practices among motor carriers.” 


CHICAGO SAND AND GRAVEL 


The Commission, division 3, in a report written by Com- 
missioner Mahaffie, in No. 28064, E. A. Keller & Sons et al. 
vs. Alton Railroad Co. et al., has found unduly prejudicial the 
rates on sand and gravel, from origin points in Illinois, Indiana 
and Wisconsin to certain connecting line deliveries in the Chi- 
cago switching district. It found the rates not unreasonable. 

No order was issued in the case for the reason that the 
Commission did not have before it the facts about trackage 
rights or other justifications that might be asserted as reason 
for differences in treatment in the delivery of such traffic in 
Chicago. But the Commission said the defendants would be 
expected to remove any undue prejudice against the ccm- 
plainants which might exist on this traffic, with due regard 
to its findings and orders in Chicago Gravel Co. vs. Atchison, 
Topeka & Santa Fe, 118 I. C. C. 633, and related cases before 
the Indiana and Illinois commissions as to which the federal 
and state commissions worked under a cooperative procedure. 

If that was not accomplished within 60 days, said the re- 
port, a petition might be filed for further hearing to develop the 
record with respect to this situation. 

Six concerns dealing in building materials and maintain- 
ing yards served exclusively by the rails of terminal carriers 
in outlying parts of the Chicago district filed this complaint al- 
leging that the rates of their yards “which exceed the rates 
charged to destinations on other defendants in the Chicago 
district,” were unreasonable and unduly prejudicial. A similar 
proceeding was instituted before the Illinois commission, said 
Commissioner Mahaffie. 

The attack, according to the report, was based on the 
unequal application of a 20-cent arbitrary provided by the 
Commission in the case before mentioned for application on 
deliveries requiring the services of more than a single line, ex- 
cept where the second line was a belt line. The complainants, 
according to the report, contended that the primary reason 
for the arbitrary was to prevent wasteful cross hauling and 
that as there were no sand and gravel pits on the belt lines that 
consideration did not apply to deliveries on those lines. 

The report said the rates on complainants’ yards had been 
reduced as a part of a general reduction in the Chicago district 
to meet truck and water competition. It said that five of the 
complainants were assessed connecting-line rates in every in- 
stance while other dealers on the belt lines, with one exception, 
were accorded single-line rates from origins on at least one 
line-haul carrier. There was some suggestion, said the report, 
that deliveries to the other dealers were treated as the equiva- 
lent of single-line deliveries through the medium of trackage 
rights or other arrangements. 

Such arrangements, said Commissioner Mahaffie, must be 
bona fide; otherwise on interstate traffic there would be viola- 
tions of the orders in the Chicago Gravel Co. case, Supra. How- 
ever, said he, the record did not show what trackage rights, if 
any, were in effect. In the absence of a detailed showing of 
such trackage rights or other justification, said he, the less 
favorable treatment of the complaining dealers appeared to 
result in undue prejudice to them and undue preference of 
other dealers although the record was not sufficiently devel- 
oped to warrant a definite finding under the third section. He 
said that no question under section 13 of the interstate com- 
merce act had been raised. 


DANGEROUS ARTICLES REGULATIONS 


In a supplemental report written by Commissioner All- 
dredge in No. 3666, regulations for transportation of explosives 
and other dangerous articles, the Commission has authorized 
the Union Tank Car Co. to construct for experimental service 
100 tank-car tanks, fabricated by fusion welding, for the trans- 
portation of petroleum products. The application, filed with 
the Association of American Railroads and transmitted to the 
Commission, asked that the cars be constructed to conform 
with I. C. C. specification 105A300, except that the tanks be 
fabricated by fusion welding instead of forge welding. 





NEW TALLOW RATES TOO LOW 


A proposal of Brashear Freight Lines, Inc., and six other 
motor carriers, in I. and S. M-790, tallow from Tulsa to Mis- 
souri, Illinois, Indiana and Kentucky, to establish commodity 
rates in lieu of class rates on inedible tallow in barrels from 
Tulsa, Okla., to St. Louis, Mo., Chicago, Ill., Indianapolis and 
Jeffersonville, Ind., and Louisville, Ky., has been found not 
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justified by the Commission. It has ordered the suspended 
schedules to be canceled on or before December 15. 

“The evidence of record shows that the average cost to 
respondents of carrying all traffic is approximately 20 cents 
per truck-mile,” the report of the Commission said. “Inas- 
much as the revenues per truck-mile from the proposed rates 
will be far below this average cost we are convinced that such 
rates will be unreasonably low.” 

The report of the Commission showed that the proposed 
new rates would yield revenues ranging from 8.8 to 11.8 cents 
a truck-mile for distances from 744 to 448 miles. Under the 
schedules proposed by the applicants, the rate from Tulsa to 
St. Louis would be 33 cents, 41 cents to Chicago and Indianap- 
olis, and 40 cents to Louisville and Jeffersonville. Present 
rates from Tulsa are: 64 cents to St. Louis, 78 cents to Chicago, 
80 cents to Indianapolis, 93 cents to Louisville, and 82 cents 
to Jeffersonville. 

Protestants, the Commission said, did not contend that 
the proposed rates would cover fully their allocated costs, 
Rather, it said, they attempted to justify the proposed new 
rates on the ground that they might yield some margin of profit 
over the out-of-pocket expense incurred in handling the addi- 
tional traffic. The latter, respondents contended, would not 
move via their lines except for the proposed new rates. At the 
hearing the respondents testified that their trucks came back 
empty from Tulsa 35 per cent of the time. It was for the 
purpose of filling the empty space in their trucks that the re- 
spondents proposed the new rates, the report said. i 

The Commission raised the point that it was possible that 
tallow might be tendered in such quantities as to make it im- 
practicable to handle the traffic without the use of additional 
units. In the absence of evidence, the report said, it was im- 
possible to know whether respondents could take advantage of 
their empty equipment to haul tallow without the addition 
of more units. 


COMMISSION REPORTS 


Petroleum Road Oil 


No. 28130, L. M. White and C. W. Miller, co-partners, dba 
White and Miller vs. Pacific Electric et al. By division 2. Dis- 
missed. Rate, 39.5 cents, petroleum road oil, in tank-car loads, 
Watson, Calif., to Jaynes, Ariz., shipped in June, 1935, ap- 
plicable. 

Wool Tops 


No. 28091, Jantzen Knitting Mills vs. Boston & Albany 
et al. By the Commission. Dismissed. Rate, $4.80, wool tops, 
applied on shipments between November 6, 1936, and Febrv- 
ary 18, 1937, from Barre Plains, Mass., to East Portland, Ore. 
not shown to have been unreasonable or otherwise unlawful. 
Rate of $2.84, minimum 16,000 pounds, subject to Rule 34, 
was claimed. 

Green Salted Hides 


No. 28098, Casper Packing Co. vs. Chicago & North West- 
ern et al. By division 2. Dismissed. Rates, 90 cents, minimum 
60,000 pounds, on shipments made June 18 and October 28, 
1937, and 95 cents, minimum 60,000 pounds, on shipments made 
May 23 and 26, 1938, charged on green salted hides, from Cas- 
per, Wyo., to Chicago, Ill., not shown to have been or to be 
unreasonable or unduly discriminatory. A rate of 65 cents, 
minimum 50,000 pounds, or a rate 76.5 cents, 25 per cent of 
first class, minimum 40,000 pounds, was claimed. 


Horses 


No. 27805, Archie Sheldon vs. Chicago, Burlington & 
Quincy et al. By division 2. Dismissed. Charges sought to be 
collected on a carload of horses shipped June 26, 1934, from 
Billings, Mont., to Potsdam, N. Y., thence to Vernon, N. Y,, 
inapplicable. Applicable rates and charges on the shipment 
found to be $191 from Billings to Chicago; 71 cents, applied on 
a minimum weight of 23,000 pounds, from Chicago to Potsdam; 
57 cents, applied on a minimum of 23,000 pounds, from Potsdam 
to Vernon; feeding charges of $46.23; and bedding charges of 
$1; and that undercharges were outstanding. According to the 
report, the shipment consisted of 21 light weight range horses 
loaded in a car 36 feet 1 inch long, and charges of $583.04 were 
collected originally at the rates and charges determined. The 
feeding and bedding charges were not assailed. Defendant, the 
report said, refunded to complainant $235.84, including interest, 
based on rates of 77.5 cents, minimum 23,000 pounds, Billings 
to Chicago; 65 cents, minimum 23,000 pounds, Chicago to Ver 
non; a reconsigning charge of $2.70; feeding charges of $39.13; 
and a bedding charge of $1. Defendants, it added, had pre 
sented an undercharge bill based on rates of 77.5 cents, Billings 
to Chicago; 71 cents, Chicago to Potsdam; and 57 cents, Pots 
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dam to Vernon, each factor applied on 30,100 pounds; and the 
pedding and feeding charges originally collected. 


Rough Granite 


No. 28093, Bruce’s Marble and Granite Works vs. Seaboard 
Air Line et al. By division 2. Rates, $8.55 and $8.80 by the 
net ton, rough granite, Ethridge and Berkeley, Ga., to Fort 
Scott, Kan., applied on shipments since August 20, 1935, not 
unreasonable but unduly prejudicial. The Commission found 
that the rates applicable to complainants’ shipments were $8.55 
prior to December 20, 1937; $8.80 from December 20, 1937, 
to March 27, 1938; $9.55 from March 28, 1938, to August 6, 
1938; $9.80 from August 7, 1938, to June 6, 1939; $9.40 on and 
after June 7, 1939. These rates, it said, were not unreasonable. 
The Commission found that for the future the rates on the 
traffic considered from Ethridge and Berkeley to Fort Scott 
would be unduly prejudicial to complainants and unduly pref- 
erential of their competitors at Kansas City to the extent that 
they might exceed by more than two cents a hundred pounds 
the rates that hereafter might be maintained concurrently on 
like traffic from Ethridge and Berkeley to Kansas City. It 
further found that complainants were not shown to have been 
damaged by any undue prejudice to which they might have 
been subjected. The defendants have been ordered, by Febru- 
ary 10, 1940, to cease and desist from practicing the undue 
prejudice found to exist by maintaining rates in excess of two 
cents on the traffic in question; and thereafter to maintain 
appropriate tariff provisions which will avoid the undue 
prejudice and preference. 


Compressed Cotton 


No. 28187, R. L. Warren vs. Gulf, Colorado & Santa Fe 
et al. By the Commission. Report by Commissioner Splawn. 
Any-quantity rate, 57 cents, compressed cotton, in bales, ap- 
plied on a shipment made June 13, 1938, from Lake Charles, 
La, to Brenham, Tex., unreasonable to the extent it exceeded 
35 cents, minimum 50,000 pounds. Reparation of $115.30, with 
interest, awarded. 

Tourist Class Fare 


No. 28243, Paul R. Strout vs. Union Pacific. By the Com- 
mission. Report written by Commissioner Patterson. Dis- 
missed. ‘Tourist class fare of $62.15 charged on September 5, 
1935, from Seattle, Wash., to Kansas City, Mo., and return, 
found applicable. According to the report, complainant was 
not advised that certain trains, on which it was necessary for 
complainant to travel to maintain his schedule, were not 
equipped with tourist sleeping cars and as a consequence he 
was compelled to occupy coaches four of the eight nights re- 
quired for the trip. The coach fare was $51.80. Refund of 
one-half of the difference between coach fare and tourist fare, 
or $5.17, was sought. 


COMMISSION MOTOR REPORTS 


In MC 63110, Elias M. Jones, contract carrier application, 
the Commission, by division 5, on finding applicant’s opera- 
tions to be those of a common carrier has authorized con- 
tinuance as such a carrier in the transportation of pecans from 
San Antonio, Tex., to Los Angeles, Calif., and automobile parts 
and accessories, including tires, tubes and batteries, janitor 
supplies, consisting of cleaning, scouring, washing or polishing 
compounds and devices for applying, or dispensing such com- 
pounds, wines, liquors, plumbers’ goods, and water heaters, 
frm Los Angeles to San Antonio, including no intermediate 
or off-route points in either direction, over regular routes, un- 
der the grandfather clause. 

In MC 89764, Joseph Burwen, contract carrier application, 

the Commission, by division 5, has denied applicant authority 
to operate as a contract carrier of petroleum products, in bulk, 
over irregular routes from Providence and East Providence, 
R. 1, to points within a radius of thirty miles of Boston, Mass., 
and from Davenport, Mass., to points in New Hampshire. 
_ In MC F-982, R. C. Bowen, control, Highway Transporta- 
tion Co., the Commission, by division 4, has authorized acquisi- 
ton by R. C. Bowen, of Fort Worth, Tex., of control of High- 
way Transportation Co., of Corpus Christie, Tex., through pur- 
chase of its capital stock. 

In MC 92686, D. D. Alderdyce, common carrier application, 
the Commission, by division 5, has authorized operations as a 
‘common carrier of live stock from Hampton, Ia., and points 
Within a radius of twenty miles thereof, to Chicago, Ill., and 
of Specified commodities from Chicago to Hampton and points 
within a radius of twenty miles thereof, over irregular routes. 

In MC 77963, Sub. No. 1, Robert M. Parmerter, Vermont- 
“assachusetts extension, the Commission, by division 5, has 
authorized operations as a contract carrier of beer and ale in 
arels, cartons, or cases from Rochester, N. Y., to all points 
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in Vermont and certain points in Massachusetts, and of empty 
containers in return movements, over irregular routes. 

In MC 73449, Sub. No. 2, Central Truckaway System, Inc., 
common carrier application, the Commission, by division 5, has 
authorized operations as a common carrier in truckaway serv- 
ice of automobiles, trucks, trailers, bodies, cabs and chassis 
from Louisville, Ky., to points in North Carolina, Virginia and 
West Virginia, and in secondary movements between points 
in these states, over irregular routes. 

In MC 60220, Union Transfer Co., common carrier appli- 
cation, the Commission, by division 5, has authorized con- 
tinuance of operation as a common carrier of general and 
specified commodities between points in Illinois, Indiana, Ken- 
tucky, Missouri and Ohio, over regular and irregular routes. 

In MC 43479, Sub. No. 4, R. E. Stiff, Jr., extension of 
operations—Idaho and Oregon, the Commission, by division 5, 
has authorized operation as a common carrier of liquid pe- 
troleum products in bulk, in tank trucks from Pocatello, Ida., 
to points in Baker and Malheur counties, Ore., over irregular 
routes. ; 

In MC 75547, Charles E. Stewart, common carrier applica- 
tion, also embracing MC 76253, A. N. Best, and M. T. Watson, 
dba Williamsport Trucking Service, common carrier applica- 
tion, and MC 89114, A. N. Best and M. T. Watson, dba Wil- 
liamsport Trucking Service, extension of operations, the Com- 
mission, by division 5, has denied applicant in MC 75547 au- 
thority to operate as a common carrier of general commodities 
in Pennsylvania, New York, New Jersey, Maryland, and the 
District of Columbia, between Williamsport, Pa., and New 
York, N. Y., Philadelphia, Pa., Baltimore, Md., and Washington, 
D. C., over irregular routes. On further hearing in MC 76253, 
the Commission has affirmed its prior findings denying author- 
ity to operate as a common carrier of general commodities 
between points in Pennsylvania, Ohio, New York, New Jersey, 
Maryland, Connecticut, Delaware, Virginia, West Virginia, 
Kentucky, Massachusetts, Illinois, Indiana, Michigan, and the 
District of Columbia. In MC 89114, the Commission author- 
ized continuance of operation.as a common carrier of steel 
and steel products between Williamsport, Pa., and Baltimore, 
Md., over a specified route, and between Williamsport and 
points in New York and New Jersey over irregular routes. 
Commissioner Lee dissented in part. 

In MC 40626, Sub. No. 1, Leslie A. Moore, extension of 
operations, Oregon, the Commission, by division 5, has author- 
ized operation as a common carrier of machinery, contractors’ 
equipment, and construction materials between points in Wash- 
ington and Oregon, except Seattle, Wash., on the one hand, 
and points in Washington, on the other, over irregular routes. 

In MC 78786, Sub. No. 12, Pacific Motor Trucking Co., 
common carrier application, also embracing MC 78787, Sub. 
No. 7, Pacific Motor Trucking Co., contract carrier applica- 
tion, the Commission, by division 5, on reconsideration has 
amplified findings in its prior report in this proceeding as to 
commodities authorized to be transported. The order of joint 
board 128, which became effective, provided for a certificate 
to transport unidentified commodities between Winnemucca 
and Elko, Nev., over a regular route. The deficiency in the 
joint board’s findings as to the commodities was brought to 
the attention of the Commission, which vacated the original 
order. On reconsideration, it has granted authority to the 
applicant to operate as a common carrier of general commodi- 
ties, with exceptions, between Winnemucca and Elko, Nev., 
over U. S. highway 40, and to and from all on-rail inter- 
mediate points and to and from all on-rail off-route points 
within ten miles on either side of the authorized route. 

In MC F-865, Mason & Dixon Lines, Inc., purchase, Motor 
Transfer Co. (J. W. Worley and Dent K. Burk, receivers), the 
Commission, by division 4, has authorized purchase by the 
Mason & Dixon Lines, Inc., of Kingsport, Tenn., of the operat- 
ing rights and property of Motor Transfer Co., of Bristol, Tenn. 

In MC F-884, C. & D. Motor Delivery Co., purchase, 
Springfield-Xenia Transportation Co., the Commission, by di- 
vision 4, has approved purchase by the C. & D. Motor Delivery 
Co., of Cincinnati, O., of certain operating rights of the Spring- 
field-Xenia Transportation Co., of Dayton, O. 


COMMISSION ORDERS 


No. 28328, C. C. Winkler Co. vs. Alton et al. R. H. Dietz & Co., 
Detroit Watermelon Co. and Bramble Turner permitted to intervene. 

MC 29957, Sub. No. 12, Tri-State Transit Co. of Louisiana, Inc. Ap- 
plication dismissed on request of applicant. 

MC 50023, Kansas City, Kaw Valley & Western Railroad Co., dba 
Kaw Valley Stages. Period provided by section 205(c) of the motor 
carrier act, 1935, for action on matter by joint board No. 36 further 
extended to August 1, 1940. 

MC 59091, George Rinear. Charles J. Hopla and Curtis W. Clayton 
permitted to intervene. 

MC 84404, P. A. Kelly, Jr., and B. D. Kelly, common carrier ap- 
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plication. Order of September 21, which, by its terms, denies a portion 
of the application herein, effective November 6, modified to the extent 
that such denial order is to become effective December 15. 

No. 28340, Public Utilities Commission of the State of Idaho et al. 
vs. Camas Prairie et ai. Pacific Coast Elevator Co. and Portland Traf- 
fic Association permitted to intervene. 

Finance No. 12615, application of North Kansas City Bridge and 
Railroad Co. for certificate for the construction of a railroad track 
or tracks between points in Clay county, Mo. Chicago, Burlington & 
Quincy permitted to intervene. 

MC 89801, Harold Hamilton Leather et al., contract carrier applica- 
tion; and MC 89802, Same, common carrier application. Protestant rail 
carriers’ second petition to vacate orders entered June 1, referring 
matter to joint board No. 291 for appropriate proceedings, denied. 

MC C-129, gums and resins between New York City and Cleveland, 
O. Order entered April 12 set aside and proceeding discontinued. 

Fourth section application No. 17978, tin cans—Chicago, IIl., to 
Charleston, W. Va. Agent B. T. Jones’ petition for modification of 
fourth section order No. 13546, entered in the application, denied. 

MC 76209, Sub. No. 1, Jim Walker, dba Walker Brothers, New 
Mexico-Texas extension. Exceptions of protestant, Atchison, Topeka 
& Santa Fe Railway Co., to recommended order, overruled without 
consideration. Recommended order made effective as order of Com- 
mission as of November 4. 

No. 19610, switching rates in Chicago switching district. Proceed- 
ing assigned for further hearing on the matter of the petition of re- 
spondent, Belt Railway Company of Chicago, for modification of the 
orders entered herein on July 3, 1933, and March 8, 1938, so as to ex- 
cept therefrom the single-line intrastate rate on tin plate, tin can 
ends and tin cans and permit petitioner to establish and maintain on 
these commodities over its line between the plants of Continental Can 
Company at Cragin and Clearing stations within the Chicago switching 
district a rate of 2% cents a 100 pounds, 60,000 pounds minimum, on 
December 1, ten o’clock a. m. (standard time), at the Morrison Hotel, 
Chicago, Ill., before Examiner Taylor. 

MC 31044, Apex Express, Inc., common carrier application. Appli- 
cant’s petition for reconsideration, denied. 

No. 26796, American Salt Corporation et al. vs. A. & R. et al.; No. 
26763, Morton Salt Co. vs. Same; No. 26974, Diamond Crystal Salt Co. 
vs. A. & W. et al.; No. 26975, Colonial Salt Co. vs. Same; No. 26976, 
Union Salt Co. vs. Same; and No. 27043, Ohio Salt Co. vs. Same. Peti- 
tion filed by J. A. Farmar in behalf of defendant carriers in western 
trunk line territory for modification of the Commission’s finding as 
reported in 220 I. C. C. 369, and order thereon, so as to permit the 
establishment of a rate on salt, in bulk or packages, minimum 45,000 
pounds, of 17 cents a 100 pounds, from Hutchinson, Kanopolis, Lyons 
and other Kansas producing points to Kansas City, Mo., to meet motor 
truck competition, assigned for hearing December 2, ten o’clock a. m. 
(standard time), at the Morrison Hotel, Chicago, Ill., before Examiner 
Taylor. 

No. 28273, Board of Commissioners of the Port of New Orleans vs. 
Agwilines, Inc., et al. Houston Port and Traffic Bureau, Galveston 
Chamber of Commerce and Galveston Cotton Exchange and Board of 
Trade permitted to intervene. 

MC 457, R. L. Winton, contract carrier application. Order of July 
12, which by its terms denied a portion of the application herein ef- 
fective August 18, and which by order of August 5, was modified to 
become effective October 2C, and by order of October 9 further modi- 
fied to become effective November 10, further modified to become ef- 
fective November 16. 

MC 2495, Moshassuck Transportation Co., common carrier applica- 
tion. Request of applicant for oral argument, denied. 

MC 15911, Ozark Truck Lines, Inc., common carrier application. 
Request of applicant for oral argument, denied. 

MC 30231, J. S. Futch, common carrier application. Effective date 
of order of August 1, which by its terms was to become effective Sep- 
tember 15 and which by order of August 12 was modified to become 
effective October 10, and by order of October 9 further modified to 
become effective November 10, further modified to become effective 
November 16. 


MC 31465, Wesley A. Steffke, common carrier application; MC 
31465, Same, extension of operation, Minnesota; and MC 31465, Same, 
extension of operations, Michigan. Effective date of order of July 21, 
which by its terms denied a portion of the applications, effective Sep- 
tember 1, and which by order of August 24 was modified to become 
effective October 15, and by order of October 13 further modified to 
become effective November 15, further modified to become effective 
December 15. 

MC 33923, Jersey Bus Lines, Inc. (as succeessor in interest to Wash- 
ington Bridge Express Lines, Inc.), common carrier application; and 
MC 76038, Jersey Bus Lines, Inc., common carrier application. Request 
of protestants Westwood Transportation Lines and Westwood Trans- 
portation Co. for oral argument, denied. 

MC 35229, Sub. No. 1, W. W. Krautter, Inc., extension application. 
Request of National Petroleum Carriers, Inc., protestant, for oral 
argument, denied. 

MC 36692, Jacob B. Margolies, contract carrier application. Re- 
quest of applicant for oral argument, denied. 

MC 41459, American Motor Dispatch, Inc., common carrier applica- 
tion. Request of applicant for oral argument, denied. 

MC 59206, Holland Motor Express, Inc., common carrier applica- 
tion. Request of applicant for oral argument, denied. 

MC 59206, Holland Motor Express, Inc., Indiana extension. Re- 
quest of applicant for oral argument, denied. 

MC 60016, A. C. Rice Storage Corporation, common carrier applica- 
tion; and MC 60017, A. C. Rice Storage Corporation, contract carrier 
application. Request of applicant for oral argument, denied. 

MC 60111, Sub. No. 1, Lester L. Kaplan, contract carrier applica- 


tion, extension of operations. Request of applicant for cral argument, 
denied. 
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MC 67167, Edward D. Fee, common carrier application. Request of 
applicant for oral argument, denied. 

MC 86719, Nathan C. Herrick. Application dismissed on request of 
applicant. 

MC 93404, Carl’s Transportation Co., Ltd., common carrier applica- 
tion; and MC 93404, Sub. No. 1, Same, contract carrier application, ex- 
tension of operations. Request of trunk line, New England and (a. 
nadian rail carriers, protestants, for oral argument, denied. 

MC 94389, Paul T. Ricks, common carrier application. Request of 
protestant Norfolk Southern Bus Corporation for oral argument, denied. 

MC 43654, Dixie Ohio Express Co., common carrier application. Or. 
der of August 9, which by its terms denies a portion of the application 
herein, effective September 30, and which, by order of September 19 
was modified to become effective November 15, further modified to 
become effective December 15. 

No. 27979, Thatcher Manufacturing Co. vs. P. R. R. Petition of 
complainant for reeconsideration, denied. 

No. 28015, Southern Acid & Sulphur Co., Inc., vs. B. S. L. & W. 
= coe Petition of complainant for reargument and reconsideration, 

enied. 

Ex Parte 104, Part II, practices of carriers affecting operating reve- 
nues or expenses, terminal services, Red River Lumber Co. termina] 
allowances. Order entered July 26, as subsequently modified to become 
effective on December 18, further modified to become effective on Feb- 
ruary 1, 1940, instead of December 18. 

Finance No. 10008, St. Louis-San Francisco reorganization. 
A. Spencer and Lillian A. Spencer permitted to intervene. 

MC 1539, Sub. No. 2, Inter-Mountain Transportation Corporation, 
extension of operations. Matter reopened for further hearing at time 
and place to be hereafter fixed. 

MC 2415, Cole Teaming Co., common carrier application; and MC 
2416, Same, contract carrier application. Effective date of order of June 
1, heretofore postponed to August 18 and further postponed to Noven- 
ber 18, further postponed to February 18, 1940. 

MC 17357, McCoy Truck Lines, Inc., common carrier application, 
Petition of U. J. Haas and Cyril H. Wissel for review and argument 
before the entire Commission, and petition of Chicago-Dubuque Trans- 
portation Co., Inc., for intervention and reconsideration, denied. 

MC 19564, Sub. No. 2, L. C. Jones, dba L. C. Jones Trucking Co., 
extension of operations, Missouri and Illinois. Protestant rail carriers’ 
petition for reconsideration denied. 

MC 23293, Leaman Transportation Co., Inc., contract carrier ap- 
plication. Order dated October 9, denying applicant’s petition for re 
consideration and further hearing vacated and set aside. Matter re- 
opened for further hearing at time and place to be hereafter fixed. 

MC 44332, Coast Transit, Inc., common carrier application. Peti- 
tion of applicant for vacation of recommended order and for extension 
of time for filing exceptions, denied. 

MC 59468, Sub. No. 1, H. E. English, extension, Texas points. 
Petition of rail carriers and Southwestern Transportation Co. for re- 
consideration, denied. 

MC 77021, Sub. No. 1, George E. Martz, dba Yellow Cab Trucking 
Co., extension of operations, Michigan; MC 77021, Sub. No. 2, Same, 
extension of operations, Peoria. Petition of Chicago-Milwaukee Motor 
Carriers, Inc., for leave to intervene, denied. 

MC 88364, Howard P. Doyle, common carrier application. Petition 
of applicant for reconsideration and rehearing, denied. 

MC 89712, Chester C. McIntosh, common carrier application. 
tion of applicant for further hearing, denied. 

MC-F 1039, B. & E. Transportation Co., Inc., purchase, New Haven 
Trucking Co., Inc. Petition requesting approval, under section 210a(b), 
of temporary operation by B. & E. Transportation Co., Inc., of prop- 
erties of New Haven Trucking Co., Inc., denied. 


MC 457, R. L. Winton, common carrier application. Petitions filed 
by applicant for further hearing, denied. 


MC 70583, Sterling Express, Inc., common carrier application; MC 
19602, Economy Transportation Co., common carrier application; and 
MC 12074, H. & L. Transportation Corporation, broker application. 
Petition of applicant, Sterling Express, Inc., for further hearing, 
denied. 


Elliot 


Peti- 


PETITIONS FOR REHEARING, ETC. 


No. 25390, Abilene & Southern Railway Co. et al. vs. A. C. & Y. 
et al. Chicago, Burlington & Quincy, by letter, concurs in, and adopts 
as its own, the motion of complainants dated October 14, 1939, which 
seeks modification of the report and order of July 25, 1939. 


MC-F 666, Queen City Coach Co., merger, Greensboro-Fayetteville 
Bus Line, Inc. Queen City Coach Co. and Greensboro-Fayetteville Bus 
Line, Inc., ask Commission to extend the effective date of the supple- 
mental report, decided October 19, for a period of thirty days, or until 
December 18. 


MC-F 865, Mason & Dixon Lines, Inc., purchase, Motor Transfer 
Co. Mason & Dixon Lines, Inc., operator of Motor Transfer Co., asks 
extension of expiration date of temporary authority granted the Mason 
& Dixon Lines, Inc., operator of Motor Transfer Co., under section 
210(b), motor carrier act, 1935. 

No. 28151, Medford Corporation vs. Southern Pacific Co. Complain- 
ant asks rehearing. 


No. 28179, Farris & Co. et al. vs. A. C. L. et al. Southwestern cal 
riers defendant ask that Commission vacate and set aside its notice of 
October 20 in so far as No. 28179 is assigned for hearing before Exam- 
iner Worthington at Washington, .D. C.; on December 12, or else, if 
the Commission is insistent that the hearing be held as so assigned, 
that it be ordered that the hearing in No. 28179 be held on a separate 
and distinct record from the record in Nos. 28289, 28289, Sub. No. 1, 
and No. 28312, that an independent proposed report be issued in No. 
28179, and that in all respects the further handling thereof be inde 
pendent of the further proceedings in the other complaints. 
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Proposed Reports 


in lL. C. C. Cases 





ACME CASE PRINCIPLE APPLIED 


7... principle established by the Commission in the Acme 
Fast Freight case (see Traffic World, Aug. 12, p. 341), in de- 
termining the status of forwarding companies under the motor 
carrier act, has been recommended for application by Exam- 
iner S. A. Aplin in a proposed denial of a certificate or permit 
to applicants in MC 39086, Universal Carloading & Distributing 
Co. et al., common carrier application. 

Citing the Acme case, Examiner Aplin said, it was there 
found that operations which in all essential particulars are 
similar to those here considered were not those of a common 
carrier or contract carrier as defined in the act; the conclu- 
sions reached in that proceeding are controlling here.” Ac- 
cordingly, Examiner Aplin made a proposed finding that the 
applicants failed to establish that their operations were those 
of a common or contract carrier. 

Applicants in the proceeding are Universal Carloading & 
Distributing Co., of Delaware, Overland Packing Freight Serv- 
ice, Inc., Canadian Consolidated Car Co., Ltd., Universal Car- 
loading & Distributing Co., of Texas, Universal Carloading 
& Distributing Co., of Mississippi, Universal Carloading & 
Distributing Co., Ltd., of Hawaii, and Trans-Continental Freight 
Co. all of New York. They sought a certificate under the 
grandfather clause to operate as a common carrier of general 
commodities between all points in the United States. As an 
alternative, they requested a permit as a contract carrier, in 
event their operations were found to be those of a contract 
rather than a common carrier. 

Examiner Aplin in his report used essentially the same 
language as did division 5 in denying applications of two other 
forwarding companies for certificates last week (see Traffic 
World, November 11, p. 1037), and he himself used in pro- 
posing denial of applications to additional forwarding com- 
panies (see Traffic World, Nov. 11, p. 1041). 

This was to the effect that the applications raised the 
question of whether the applicants in their operations were 
common or contract carriers within the meaning of the motor 
carrier act. He pointed out, as did previous reports, that “the 
undertaking of a motor carrier is to transport,” and that “ap- 
plicant’s undertaking is not to transport but to see to it that 
goods are transported, using for this purpose the services of 
carriers by rail, water, and motor vehicle.” 


RIGHTS OF MOTOR CARRIERS 


Denial of authority to Southwestern Transportation Co. 
to purchase certain operating rights of W. A. Johnson, doing 
business as Johnson Motor Lines, has been proposed in a report 
by Examiner Frank A. Clifford in MC F-847. In this pro- 
ceeding, the transportation company, a wholly-owned subsidiary 
of the St. Louis Southwestern Railway specifically sought au- 
thority to purchase operating rights between Dallas and Fort 
Worth, Tex., for the purpose of expanding its service. 

The proceeding raised the question of whether the vendor, 
W. A. Johnson, possessed two severable rights to operate in 
interstate or foreign commerce over the same highway between 
Fort Worth and Dallas. Both the transportation company and 
the Johnson Line took the affirmative, claiming the latter had 
Wo separate and distinct authorities under the motor carrier 
act growing out of two separate and distinct operations. 

According to the report, the vendor had been granted a 
certificate under the grandfather clause on February 6, 1939, 
in MC 59814, covering operations over regular routes in Okla- 
homa and Texas, including a route between Oklahoma City, 
Okla, and Ballinger, Tex., traversing U. S. highway 80 be- 
tween Dallas and Fort Worth. The vendor, pursuant to au- 
thorization in Johnson-purchase-Rose, 5 M. C. C. 70, purchased 
operating rights of Carl Rose, doing business as West Texas 

ansportation Co. As successor to Rose, the vendor Novem- 
ber 28, 1938, was granted a certificate, in MC 59814, Sub. No. 
» COVering operations between San Angelo and Dallas, via 
me Worth, also over U. S. highway 80 between the latter 
nts, 

Under the agreement between Southwestern Transporta- 
lion and Johnson Lines, the former would purchase the op- 
‘rating rights between Dallas and Fort Worth, and the latter 
Would retain operating rights as to intermediate points. 

In proposing the denial of authority to the applicant 


Examiner Clifford based his recommendation on a decision by 
the Commission, division 4, in MC F-710, Atlantic Greyhound 
Corporation, purchase, Pan American Bus Lines. In this pro- 
ceeding the vendor claimed that it had two separate and dis- 
tinct rights to operate between Columbia, S. C., and Savannah, 
Ga. The vendor here proposed to sell his rights as to the 
service to intermediate points without affecting his alleged 
right to operate between Columbia and Savannah. Division 4, 
in that proceeding, ruled against the applicant and held these 
rights were not divisible. 

In the light of the finding made and precedent established 
in that case, Examiner Clifford said “the instant application 
should be denied.” 

The examiner went on, however, to consider another phase 
of the application. He said that before authority could be 
granted to a railroad subsidiary, as here proposed, it must be 
found that the transaction would promote the public interest 
by enabling the railroad to use service of motor vehicles in a 
manner that would not unduly restrain competition. He said 
it also must be found that the “approved operations are those 
which are auxiliary or supplementary to train service.” 

He pointed out that the Cotton Belt served both Dallas 
and Fort Worth. He cited testimony from the record to show 
that the vice-president and general manager of the applicant 
had said that the primary purpose of the instant application 
was to extend trucking service from Dallas to Fort Worth, and 
that this proposed operation would have no relation to any co- 
ordinated service with the Cotton Belt. 


PICK-UP OF LIVE STOCK 


Examiner Worthington, ina proposed report in No. 28216 
pick-up of live stock in Illinois, Iowa, and Wisconsin, a Com- 
mission-initiated proceeding, has recommended that the sched- 
ules of the railroads providing pick-up of cattle at farms be 
found not unlawful. The service was inaugurated by western 
trunk line railroads in an effort to recover live stock freight 
from trucks. The examiner found that some of the schedules 
were ambiguous and proposed that the proceeding be held 
open for sixty days for their correction. 


CANADIAN CLASS RATES RELIEF 


Want of proof that the rates would be reasonably com- 
pensatory is given by Examiner Alfred G. Hagerty, in a pro- 
posed report on fourth section application No. 17154, Canadian 
class rates and applications joined with it for denying any 
sort of fourth section relief. The applications joined with the 
title proceeding are Nos. 17195 and 17198, filed as supplementary 
to the principal one; and No. 17337, in relation to rail-lake-rail 
rates. 

The applications were for authority to depart from the 
long and short haul part of the section and aggregate of inter- 
mediates part of it, in the maintenance of international joint 
class rates, and rates made percentages thereof between offi- 
cial territory and eastern Canada. They were filed by Curlett, 
Jones and Van Ummersen, the agents of trunk line, central and 
New England carriers. 

No opposition was interposed by shipping interests or oth- 
ers. Temporary relief was granted in fourth section order No. 
13008, December 31, 1937, and in supplemental orders of Jan- 
uary 12 and 20, 1938. 

Describing the class rates in Canada he said that basically 
they were, with many exceptions, 110 per cent of those south 
of the boundary line, established as a result of the eastern class 
rate case, plus the percentage increases since then. Exceptions 
mentioned, among others, were that the Canadian fifth and 
sixth class rates were 40 and 30 per cent of first class instead 
of 35 and 27.5 per cent of first class. 

Departures grew out of, among other things, according to 
the report, the fact that in arriving at international joint rates, 
the shortest routes in this country were used while in Canada 
—" were calculated over the shortest authorized tariff 
routes. 

Unrestricted relief, in omnibus form, free from the cus- 
tomary earnings and circuity limitations, the examiner said, 
was sought, along with waiver of the equidistant requirement 
of section 4, including also unpublished international joint 
rates that might be established in the future. 

Assuming by constraint of precedent in Commodity Rates 
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to Mexico, 218 I. C. C. 719, that the international joint rates 
here under consideration gave rise to the represented fourth 
section departures, said the examiner, a necessary corollary 
was that before the relief sought might be granted, either in 
whole or in part and whether made subject to restrictive con- 
ditions or not it must first be proved that the lower rates to 
the more distant points were reasonably compensatory to the 
“carriers subject to our jurisdiction”; meaning according to 
the conclusions in the case cited compensatory for services 
rendered in this country to and from the international boundary. 

“That question, not susceptible of decision by either guess 
or presumption,” said the examiner, “necessarily requires a 
showing of the revenues that accrue out of the international 
joint rates to the carriers in this country for their services on 
foreign traffic to and from the Canadian border. No such show- 
ing is made of record here from which it is possible to test the 
measure of revenue accruing to the United States lines. Lack 
of such information has been deemed sufficient grounds for 
denying applications for similar relief. If guided by that 
precedent denial of the relief here sought is justified for the 
same reason.” 

After discussing another possibility as to construction of 
the fourth section, Examiner Hagerty arrived at the conclusion 
that the denial should be made for want of proof that the 
revenues accruing to the United States lines would be reason- 
ably compensatory. 


OFFICIAL-SOUTHERN CLASS RELIEF 


What he believes to be a simple way for calculating and 
applying fourth section relief on class rates over all reasonable 
routes to and from official and southern classification territory 
border points has been devised by Examiner Leonard Way in 
a proposed report in fourth section application No. 16832, rates 
to and from official-southern border points, and applications 
joined with it for report purposes. His recommendation is for 
permanent relief. Temporary relief was granted in fourth sec- 
tion orders Nos. 12370 and 12788. Rates in accordance with 
that relief became effective November 2, 1936. 


This proposed report also embraces fourth section applica- 
tions Nos. 16103, 16157, 16925 and portions of 13470. Relief is 
proposed in Nos. 16103 and 16925. Denial of relief is proposed 
in the others, including the title application, No. 16832, because, 
as Examiner Way said, the relief sought in them was included 
in that requested and granted in No. 16925. That application, 
although included in what might be called the “also ran’”’ list, 
is one of the two on which the report is chiefly founded. 

Relief was sought by the railroads which were defendants 
in the so-called border cases, North Carolina Corporation Com- 
mission vs. Akron, Canton & Youngstown et al., 213 I. C. C. 
259; Commonwealth of Kentucky vs. Ahnapee & Western, 213 
I. C. C. 297, and East Tennessee Border Traffic Association vs. 
Akron, Canton & Youngstown, 214 I. C. C. 316. 

The territorial scope of the applications for relief is indi- 
cated by the territorial extent of the relief proposed by Exami- 
ner Way. The big question was as to how the distances 
should be calculated so as to comply with circuity of route limi- 
tations proposed by the examiner. The relief recommended by 
him would authorize the carriers to establish and maintain 
rates between points in official territory and points in Kentucky, 
eastern Tennessee, Virginia and North Carolina, without observ- 
ing the long and short haul part of the fourth section; to estab- 
lish and maintain similar rates, that is, class rates and rates 
made percentages of class rates, between points in southern 
Virginia and North Carolina, and similar rates between points 
in the Buffalo-Pittsburgh, eastern trunk line and New England 
territories, over all-rail routes embracing the Norfolk Southern 
railroad, as an intermediate carrier. 


Examiner Way observed, in his general discussion and 
conclusions, that the Commission, in many instances had author- 
ized carriers. to apply over all routes the lowest rate that could 
be constructed over any route, subject to circuity limitations 
of 33 1/3, 50 and 70 per cent, so as to enable the indirect lines 
to haul some of the traffic over their long routes in competition 
with the direct routes. 

Applicants objected, said he, to that form of relief here 
principally for the reason that unless the rate-making routes 
were indicated in the tariffs, which would be an enormous task 
the railroads said, the public and the carriers could not readily 
determine what routes might be used. In other proceedings, 
he added, rate limitations had been prescribed, limiting the 
rates over the indirect routes to rates not less than certain 
percentages of the class rates over such routes. The carriers, 
he said, pointed out the difficulties encountered in trying to 
compute rates on what was known as the B-C formula which 
depended on the portion of the haul within the respective terri- 
tories, and a rate limitation operating against the prescribed 
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factors and differentials over the indirect routes. That, the 
carriers said, would require them to determine the distance 
traversed by the indirect routes in each of the territories, and 
the degree of circuity would depend on the varying rates in 
those territories. A rate limitation operating against the pre- 
scribed scales applied over indirect routes, the carriers argued 
would not be practicable for general use in this proceeding. 

As a way out of the maze he had described Examiner Way 
put forward a scheme, regarded as workable and relatively sim- 
ple, based on the K-2 scale prescribed by the Commission in the 
southern class rate investigation, and a maximum circuity table 
authorized in another case. He made references to appendices, 
not herein reproduced, and described them sufficiently to give 
a general idea of them. To them he attached language to be 
used by the Commission in issuing the necessary fourth section 
order or orders. 

This is the second proposed report issued in this proceed- 
ing. In this one Examiner Way deals wiih the points made by 
the railroads in exceptions to his other report and with a plan 
presented by the railroads differing from the one originally 
presented. In describing the way out proposed by him, Exami- 
ner Way said: 


Apparently no difficulty is experienced in applying the maximum 
circuity table authorized in Rates From, to and Between Points in 
Southern Territory, 191 I. C. C. 207, where the rates are based on the 
K-2 scale, and none would be encountered here if the circuity is based 
on maximum distances reflected by a percentage of the K-2 scale, ir- 
respective of the applicable rates. 

If the carriers are to continue to use all available reasonable direct 
routes they must have appropriate relief and it should be in such form 
as to permit the establishment of rates in the simplest form and at the 
lowest possible cost. 

A further question is the measure of the relief to be granted. The 
Commission should find that the limitation on circuity should be some 
what more restricted than that originally authorized in Rates From, to 
and Between Points in Southern Territory, supra, because the pre 
scribed rates are lower. 

These results may be accomplished by computing the circuity on 
the K-2 scale, using 80 per cent of those rates to indicate the maximum 
circuity. For example, from Chicago to Goldsboro the distance over 
the rate-making route is 958 miles, and the K-2 scale for this distance 
is $2.23. This rate is 80 per cent of $2.78. The K-2 scale rate of $2.78 
applies for 1,425 miles. The circuity in this case is 48 per cent. The 
applicable rate constructed by the B-C formula of $1.82 first class and 
32 cents twelfth class would apply over routes not exceeding 1,425 miles, 
over which the twelfth class would yield 4.35 mills per ton mile. 

Under the plan just described the representative examples in Ap- 
pendices F and G reflect degrees of circuity of indirect routes ranging 
from 41 to 84 per cent, the greater per cent being for the shorter dis- 
tance, Although the circuity resulting from this plan exceeds somewhat 
that which would result from the limitation shown in marginal Note 
23, it is apparent that the differences would not be important when 
consideration is given to the fact that in many instances the rate-making 
routes are not used. In most instances the rate-making routes are less 
than 1,000 miles in length. Under the carriers’ plan, also shown by 
these appendices, the circuity ranges from 34 to 340 per cent with a 
considerable variation for similar distances, for example, for 618, 627, 
and 641 miles, respectively, the degrees of circuity are 99, 69, and 49 
per cent. 


The rates, and the revenues derived from this application of rates 
for selected distances up to 1,100 miles are shown in Appendix H. The 
lowest revenue shown is 4 mills per ton mile over an indirect route of 
1,600 miles, where the distance over the rate-making route is 1,100 miles. 
Based on an average loading of 50,000 pounds this rate would produce 
10 cents per car mile. In connection with these minimum earnings ap- 
plicants state that there is but a small amount of traffic moving between 
points in official and border territories on rates as low as tenth or 
twelfth class, 


With respect to intraterritorial rates between points in southern 
Virginia and North Carolina, the Appendix D in the North Carolina 
case provides a scale of rates against which circuity may be measured. 
While this scale differs in some respects from the K-2 scale, the differ- 
ences are not so great that the application of a 75 per cent rate limita 
tion against scale D would result in any material difference in circuity 
at border points between the territories for which the respective scales 
were prescribed. 


Since the rail-water rates are either the same or related to the 
all-rail rates and the basis for computing the distances for the portion 
of the water haul is provided, no difficulty is presented in applying the 
same limitations over these routes as over the all-rail routes. Traffic 
and revenue statistics and other evidence indicates that the rates on 
the basis and subject to the limitations described would be reasonably 
compensatory. 


SCRAP IRON RATE BASES 


Dealing with what he describes as two distinct rate adjust- 
ments on scrap iron, Examiner R. G. Taylor, in a proposed re- 
port in No. 28167, Traffic Bureau, Lynchburg Chamber of Com- 
merce for Lynchburg Iron & Metal Co. vs. Aberdeen & Rock- 
fish et al. and No. 27999, Hyman-Michaels Co. vs. Atlantic 
Coast Line et al., has recommended that the Commission pre 
scribe 15 per cent of the first class K-2 scale rates for applica 
tion between southern and official territories and adhere t0 
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the basis of 70 per cent of the iron and steel scale on shipments 
between points in official territory. 

Saying it was abundantly clear that the majority of the 
shippers from country stations would be best served by the 
continued maintenance of the present minimum of 40,000 
pounds, Examiner Taylor proposed rejection of a proposal to 
prescribe two minima, one of 50,000 pounds intended for use 
from country stations and 80,000 pounds from bundling or 
compression plants to furnace or other consuming points. An 
jntervener, operating a compression or bundling plant at 
Greensboro, N. C., said that to put some scrap, particularly 
automobile fenders, into acceptable form for the consumers 
it was necessary to compress it and that unless it had a better 
adjustment of charges, which would result from a lower rate 
on a greater minimum, it could not sell in the southern Ohio 
group of furnaces, including the one at Ashland, Ky. 

The Commission, the examiner said, had decided in other 
proceedings, that it was not within its power to adjust rates 
for the primary purpose of enabling shippers to market their 
products. ‘The Commission, he added, might not make the 
commercial needs of the shipper the foundation of a finding 
that any rate was unreasonable. 

Summarizing his report the examiner said the Commission 
should find applicable rates on scrap iron from Asheville, N. 
C., to Ashland, Ky., and Portsmouth, O., unreasonable to the 
extent they exceeded 400 cents a ton prior to, and 420 cents 
subsequent to the general commodity increases in 1937 and 440 
cents after the general increase of March 8, 1938, and award 
reparation to those figures; applicable rates from origins in 
southern territory located in Virginia, North Carolina (other 
than Asheville), South Carolina and Tennessee to Ashland 
and Portsmouth unreasonable for the future to the extent they 
might exceed rates by the net ton, minimum 40,000 pounds, 
made on the basis of 15 per cent of the K-2 first class rates 
figured on the class rate distances, to which the general in- 
crease of March 8, 1938, might be added; and that the ap- 
plicable rates from origins in official territory located in Vir- 
ginia and West Virginia to Ashland and Portsmouth should be 
found unreasonable to the extent they exceeded or might ex- 
ceed rates made on the basis of 70 per cent of the rates pre- 
scribed in Iron and Steel Articles, 155 I. C. C. 517, minimum 
40,000 pounds, and award reparation. 


Examiner Parker recommended that the Commission, on 
reconsideration, affirm its findings in Hyman-Michaels Co. vs. 
Atlantic Coast Line, 232 I. C. C. 340. In that case it found 
rates on scrap iron applied to scrap steel that moved in 
the period from March 24 to April 21, 1936, from Sumter, 
Camden and Wilsons Mill, S. C., to Ashland and Portsmouth 
were inapplicable and that for the future the applicable rates 
would be unreasonable to the extent they might exceed 15 
per cent of the K-2 first class rates, subject to the general in: 
creases. Last June the Commission, division 2, postponed the 
effective date of its order therein until its further order. Later 
the case was reopened for reconsideration. 


In the title case it was alleged the rates charged on scrap 
iron forwarded since December 9, 1936, from points in the 
Carolinas, Tennessee, and the Virginias to Ashland and Ports- 
mouth had been and were unreasonable. New rates and repara- 
tion, including reparation on shipments made while the pro- 
ceeding was pending, were asked. 


In the Hyman-Michaels case the southern carriers sug- 
gested that the action to be taken on the wider scope proceed- 
ing initiated by the title case should not be anticipated by the 
prescription of rates from the three South Carolina origins 
before mentioned in the Hyman-Michaels case, handled under 
the shortened procedure methods. Due largely to that allegation, 
but also because of the similarity of the issues, No. 27999 was 
reopened for consideration on the record as made, said the 
examiner, the result being a recommendation that the find- 
ings be affirmed, the chief of them being the prescription of the 
15 per cent of the K-2 first class rates as the basis for making 
rates from the southern territory origins to the official terri- 
tory origins and the recommendation that that basis be used 
in disposing of the rate issue in the title proceeding. 


_ Examiner Parker, in discussing the phase of the proceed- 
ing involving the rates within official territory, called attention 
to the fact that in many prior cases the Commission had pre- 
scribed 70 per cent of the scale on iron and steel articles in 
isposing of complaints about rates on scrap iron and steel in 
official territory, that basis being prescribed by division 3, De- 
Cember 31, 1929, in Newport News Shipbuilding & Dry Dock 
Co. vs. Baltimore & Ohio, 160 I. C. C. 620. In that case, he 
Pointed out, the rates were not found unreasonable as to the 
Past so there was no reparation. He said that in the earlier 
Cases following that pioneer decision the Commission also re- 
frained from grant of reparation by limiting its findings of un- 
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reasonableness to the future. But he pointed out that in Mid- 
vale Co. vs. Wheeling & Lake Erie, 231 I. C. C. 734, the Com- 
mission found scrap iron rates in the past unreasonable and 
awarded reparation. 

In adopting that change of policy, Examiner Parker said, 
the Commission cited many of its prior decisions and stated 
that having repeatedly indicated the opinion that rates in ex- 
cess of 70 per cent were unreasonable, carriers should not be 
permitted to refuse to adjust their rates until they were forced 
to do so, and then escape payment of reparation when com- 
plaint was filed. He said that the Commission also pointed out 
that many carriers in official territory had filed special docket 
applications admitting that rates in excess of the 70 per cent 
basis were unreasonable and asking for authority to make 
reparation to that basis, and that such applications had been 
granted. 

The examiner recommended that with respect to the offi- 
cial territory phase of the proceeding, the Commission should 
follow the precedent in the Midvale case and award reparation. 


PROPOSED REPORTS 


Lumber 


Fourth section application No. 16791, lumber from Vir- 
ginia. By Examiner E. L. Valentine. On hearing, recommends 
that the authority granted in the prior report, 226 I. C. C. 439, 
to establish and maintain domestic rates on lumber and related 
articles from points in Virginia to destinations in central and 
border territories without observing the long-and-short-haul 
part of section 4 be modified by eliminating the provision that 
the rates from, to, or between higher-rated intermediate points 
shall not exceed the corresponding rates at the more distant 
points by any greater amount than is reflected in the corre- 
sponding domestic column 25 rates from and to the same 
points. 

Liquid Tanning Extract 


No. 28253, Teas Extract Co., Inc., vs. Louisville & Nash- 
ville et al. By Examiner Harold M. Brown. Dismissal pro- 
posed. Rates, liquid tanning extract in tank cars shipped since 
December 27, 1935, from Nashville, Tenn., to Endicott, N. Y., 
proposed to be found not unreasonable. Shipments moved at 
the applicable carload rate of 41 cents and the claimed rate 
was 38.5 cents, said the report, adding that effective March 
30, 1938, the 41-cent rate became 45 cents and the claimed 
rate on such shipments was 42 cents. 


MOTOR PROPOSED REPORTS 


(Recommended orders in proposed motor reports, at expiration of 
20 days from date of service of reports <unless otherwise stated), be- 
come effective unless exceptions have been filed within the 20-day 
period or exceptions have been seasonably filed by other parties, or 
the order has been stayed or postponed by the Commission. State in 
which applicant has home office is shown in ‘“‘black face’’ type.) 


New Brunswick, Canada—MC 100596, Lewis Bernard 
Jacobs, dba Lewis Jacobs, common carrier application. Joint 
board 115. Served November 10. Certificate recommended. 
Pulpwood and fuel wood from the international boundary at 
Ferry Point Bridge and Union Bridge to the city of Calais, Me., 
over irregular routes, on traffic originating at points in Char- 
lotte County, N. B. 

Maine—MC 100369, Willie Gagnon, common carrier appli- 
cation. Joint board 115. Served November 10. Certificate 
recommended. Fertilizer and lime from the international 
boundary to Connor and Caswell plantations, and the towns of 
Limestone, Caribou and Fort Fairfield, Me., over irregular 
routes, on traffic originating at Grand Falls, Andover and Perth, 
N. B., Canada. 

Kansas—MC 100028, Edward J. Leonard, common carrier 
application. Joint board 36. Served November 10. Certifi- 
cate proposed. General commodities in pick-up and delivery 
service for line-haul highway carriers, between points in Kan- 
sas City, Mo.-Kan., Rosedale, Argentine, Fairfax and Overland 
Park, Kan., North Kansas City, Sheffield, Leeds, Waldo and 
Fairmount, Mo., over irregular routes. 

Pennsylvania—MC 100008, Harry H. Baker, contract car- 
rier application. Joint board 67. Served November 10. De- 
nial of permit proposed. Anthracite coal between Pottsville 
and Branchdale, Pa., on the one hand, and Murray Hill and 
Lyons, N. J., on the other, over regular and irregular routes. 

Missouri—MC 100001, John M. Burk, common carrier ap- 
plication. Joint board 36. Served November 10. Denial of 
certificate recommended. Farm and road machinery, grain, 
live stock, household goods and fertilizer between Liberty, 
Mo., and points within ten miles thereof, on the one hand, 
and Kansas City, Kan., on the other, over irregular routes. 
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lowa—MC 95884, D. W. Mittag, common carrier applica- 
tion. Examiner Roy L. Burge. Served November 10. De- 
nial of certificate proposed for want of prosecution. Live stock, 
agricultural commodities, and farm supplies between Algona 
and points within fifteen miles thereof, and Austin, Albert Lea, 
South St. Paul, St. Paul and Minneapolis, Minn., Chicago, Rock- 
ford, Galesburg and East St. Louis, Ill., and Omaha and South 
Omaha, Neb., over irregular routes. 


Iidaho—MC 95299, Sub. No. 1, Henry C. Hill, extension, 
off-route points. Joint board 29. Served November 10. Cer- 
tificate proposed. Coal in the season extending generally from 
June 1 to December 31 for the purpose of serving certain points 
in Iadho as off-route destination points to’presently authorized 
regular route operations. Modified procedure. Hearing on 
request. Exceptions, if any, must be filed within thirty days 
from date of service. 


Pennsylvania—MC 94875, Maple City Taxi Service, Inc., 
common carrier application. Joint board 42. Served Novem- 
ber 10. Certificate proposed. Passengers and their baggage in 
round-trip or one-way charter operations from points in Wayne 
County, Pa., to points in New York and New Jersey, over 
irregular routes. 


New York—MC 93855, Anton Godfred Malling, dba A. G. 
Malling, common carrier application. Examiner Alfred B. 
Hurley. Served November 10. Certificate proposed. House- 
hold goods between points in Fairfield County, Conn., on the 
one hand, and points in Westchester County, N. Y., and New 
York, N. Y., on the other; and between points in Westchester 
County, on the one hand, and points in Massachusetts, Con- 
necticut, New York, New Jersey and Pennsylvania, on the 
other, over irregular routes. 


New Jersey—MC F-784, Boyle Brothers, Inc., control, 
Speedway Transportation Co., Inc., also embracing MC F-791, 
Boyle Brothers, Inc., control, Stubenvoll Trucking Corporation. 
Examiner Fabian C. Cox. Served November 10. Recommends 
purchase by Speedway Transportation Co., Inc., of operating 
rights and property of Michael J. Boyle, dba Speedway Trans- 
portation Co., and the acquisition by Boyle Brothers, Inc., of 
control of Speedway Transportation Co., Inc., and Stubenvoll 
Trucking Corporation by purchase of capital stock. 

Colorado—MC F-895, Perry Truck Lines, Inc., merger, 
Hall Motor Freight Co.; purchase, Jack Perry. Examiner 
Robert R. Hendon. Served November 10. Merger in Perry 
Truck Lines, Inc., of operating rights and property of Hall 
Motor Freight Co. and purchase of operating rights and prop- 
erty of Jack Perry, dba Service Truck Line, recommended. 

lowa—MC 93724, Lowell Kohl, common carrier applica- 
tion. Joint board 54. Served November 10. Certificate recom- 
mended. Live stock from Martelle, Ia., and points within a 
radius of fifteen miles thereof, to Chicago, Ill.; coal from Henry 
County, Ill., to Martelle, Ia., and points within a radius of 
fifteen miles thereof; machinery and machinery parts and 
binder twine from Chicago, Sandwich and Rock Island, IIl., to 
Martelle, Ia., and points within a radius of fifteen miles there- 
of; feed and tankage from Chicago and Forest Park, IIl., to 
Martelle, Ia., and points within a radius of fifteen miles there- 
of; and egg cases from Chicago, Ill., to Mt. Vernon, Ia., over 
irregular routes. 

Pennsylvania—MC 93397, Edward T. Ems, dba Ems Stor- 
age & Moving, common carrier application. Examiner G. E. 
Proudley. Served November 10. Certificate proposed. House- 
hold goods between Philadelphia, Pa., on the one hand, and 
points in New Jersey, Delaware, Maryland, the District of 
Columbia and within New York, N. Y., commercial zone, on 
the other, over irregular routes. 

Idaho—MC 89696, Sub. No. 1, John H. Buckmiller exten- 
sion—off-route points. Joint board 29. Served November 10. 
Certificate proposed. Coal, in the season extending generally 
from June 1 to December 31, so as to serve certain points in 
Idaho as off-route destination points on applicant’s presently 
authorized regular route operations. Modified procedure. 
Hearing on request. Exceptions, if any, must be filed within 
30 days from date of service. 

_  idaho—MC 89421, Sub. No. 1, George Kobayashi, exten- 
slon—off-route points. Joint board 29. Served November 10. 
Certificate proposed. Coal, in the season extending generally 
from June 1 to December 31, so as to serve certain points in 
Idaho as off-route destination points on applicant’s presently 
authorized regular route operation. Modified procedure. Hear- 
ing On request. Exceptions, if any, must be filed within 30 
days from date of service. 

Idaho—MC 88536, Sub. No. 2, Shirley Palmer, dba Shirley 
Palmer Trucks, extension of operations—petroleum products. 
Examiner R. J. Olentine. Served November 10. Permit rec- 
ommended. Refined liquid petroleum products from Billings, 
Mont., to Salt Lake City, Utah, and Ashton, Ida., and from 


The Traffic World 


Vol. LXIV, No. 21 


Lovell, Wyo., to Salt Lake City, Utah, and Ashton and Twin 
Falls, Ida., over specified routes, including intermediate points 
on such routes. Exceptions, if any, must be filed within 25 
days from date of service. 

New York—MC 61602, Sub. No. 3, E. M. Holmes—Trans- 
portation, extension of operations—Elwood City, McKees Rocks, 
Zelienople and Clarion, Pa. Examiner C. E. Brooks. Served 
November 10. Permit recommended. Packinghouse products, 
including fresh meats, dairy products, and canned goods, be- 
tween Elwood City, McKees Rocks and Zelienople, Pa., and 
between Butler, Pa., and Buffalo, N. Y., over regular routes. 
Modified procedure. Hearing on request. Exceptions, if any, 
must be filed within 30 days from date of service. 

Washington—MC 34457, Robert H. Graham, common car- 
rier application. Joint board 169. Served November 10. Dis- 
missel of application proposed at request of applicant. Gasoline, 
kerosene and Deisel oil between Seattle, Richmond Beach, Col- 
ville, Ponderay Valley and Uniontown, Wash., Sandpoint and 
Wallace, Ida., over irregular routes. Exceptions, if any, must 
be filed within 25 days from date of service. 

Idaho—MC 89381, Sub. No. 1, Stomie Hanami, extension— 
off-route points. Joint board 29. Served November 10. Cer- 
tificate proposed. Coal, in the season extending generally from 
August 1 to December 31, so as to serve certain off-route origin 
and destination points in Wyoming on applicant’s presently 
authorized regular route operation. Modified procedure. Hear- 
ing on request. Exceptions, if any, must be filed within 30 days 
from date of service. 

Idaho—MC 89132, Sub. No. 1, Sanford E. Strom, exten- 
sion—off-route points. Joint board 29. Served November 10. 
Certificate recommended. Coal, in the season, extending gen- 
erally from June 1 to December 31, so as to serve certain points 
in Idaho as off-route destination points on applicant’s regular 
route operations. Modified procedure. Hearing on request. 
Exceptions, if any, must be filed within 30 days from date of 
service. 

Washington—MC 12220, John B. Wilson, brokerage appli- 
cation. Joint board 5. Served November 10. Denial for 
want of prosecution proposed. Fresh fruits and vegetables be- 
tween points in Washington, Oregon and California. Excep- 
tions, if any, must be filed within 25 days from date of service. 

Connecticut—MC 5696, Sub. No. 1, George J. Bassetti and 
Arthur Lawson, dba Bassetti & Lawson, contract carrier ap- 
plication. Joint board 22. Served November 10. Permit rec- 
ommended. Fuel oil in bulk from New Haven, Conn., to points 
in Massachusetts on and within 10 miles of U. S. highway 5, 
and West Stockbridge, Monroe Bridge and Bondsville, Mass., 
over irregular routes. 

Texas—MC 2309, Gillette Motor Transport, Inc., common 
carrier application. Examiner H. L. Hanbeck. Served No- 
vember 10. Certificate proposed. Continuance of operation, 
general commodities, with exceptions, between points in Kan- 
sas, Oklahoma, Missouri and Texas, over specified routes. 

Idaho—MC 88930, Sub. No. 1, Herman E. Wurst, exten- 
sion—off-route points. Joint board 29. Served November 10. 
Certificate proposed. Coal, in the season extending generally 
from May 1 to December 31, so as to serve certain points in 
Idaho as off-route destination points on applicant’s presently 
authorized regular route operations. Modified procedure. Hear- 
ing on request. Exceptions, if any, must be filed within 30 days 
from date of service. 

Texas—MC F-926, Herrin Transportation Co., purchase, 
Ben Coleman. Joint board 32. Served November 10. Rec- 
ommends approval of purchase by Herrin Transportation Co., 
of Houston, Tex., operating rights and property of Ben Cole- 
man, also of Houston, dba Coleman Brothers Transfer Co. The 
joint board said that inasmuch as applicant said it had it no inten- 
titon of amortizing or writing off the amount of the proposed pur- 
chase price for intangibles, the question was presented whether 
the transportation would be consistent with the public interest 
if, as result of approval, applicant’s accounts were to reflect 
such intangibles permanently, and hence reflected an artificial 
asset position. The public interest requires, says the board, 
that a carrier refrain from reflecting figures in accounts likely 
to create a false impression, and a transaction under section 
213 should only be approved if steps are to be taken to elim! 
nate from the accounts any fictitious increase in assets repre- 
sented by amounts paid for intangible property. The board's 
findings were conditioned to obtain that result. 

New Jersey—MC 92863, H. A. Wright, dba Wright’s Truck- 
ing, common carrier application. Examiner W. E. Messer. 
Served November 10. Certificate proposed. Marble and build- 
ing stone from Philadelphia, Pa., to Trenton, N. J., and fire 
brick from Trenton to points in New York, Pennsylvania and 
Delaware within 150 miles of Trenton, over irregular routes. 

Texas—MC F-937, Roy E. Gaines, purchase, A. T. Jack- 
son. Joint board 77. Served November 10. Recommends ap- 
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proval of purchase by Roy E. Gaines, of Sinton, Tex., of operat- 
ing rights and property of A. T. Jackson, of Refugio, Tex. 

Tennessee—MC F-818, A. W. Gordon and Gordon’s Trans- 

rts, Inc., control, Gordon Interstate, Inc. Examiner Robert 
R. Hendon. Served November 10. Recommends dismissal of 
application of A. W. Gordon and Gordon’s Transports, Inc., of 
Memphis, Tenn., for approval of control and management of 
Gordon Interstate, Inc., also of Memphis. The examiner said 
he found that, as the transaction proposed was not within the 
lawfully permissive terms of section 213 (a) of the motor car- 
rier act, the application should be dismissed. While the ques- 
tion is not strictly in issue in this proceeding, says the exam- 
iner, the evidence of record strongly indicates that actual con- 
trol or management of Interstate in a common interest with 
Transports may have already been effectuated in violation of 
section 213 (b) (1), and any unlawful control or management 
which may exist should be promptly terminated by the parties. 
iIlinois—MC 100675, E. A. Wendt, common carrier appli- 
cation. Examiner Reece Harrison. Served November 14. De- 
nial for want of prosecution proposed. Passengers, in special 
or chartered parties, in all the states, District of Columbia, 
Canada and Mexico, over irregular routes. 

Oregon—MC 100348, Sub. No. 2, R. L. Smith, common car- 
rier application. Joint board 6. Served November 14. Cer- 
tificate proposed. Petroleum and petroleum products between 
Linnton, Willbridge, Portland, The Dalles and Umatilla, Ore., 
on the one hand, and points in Oregon and Ada, Adams, Boise, 
Canyon, Elmore, Gem, Goodring, Jerome, Owyhee, Twin Falls, 
Valley, Washington and Payette counties, Ida., on the other, 
over irregular routes. Exceptions, if any, must be filed within 
25 days from date of service. 

Maine—MC 95729, Arthur Thomas Duplessie, dba Duples- 
sie Bus Line, common carrier application. Examiner John Cun- 
ningham. Served November 14. Denial for want of prosecu- 
tion proposed. Passengers and their baggage, in charter op- 
erations, from Waterville, Me., to points in New Hampshire, 
Massachusetts, and the Province of Quebec in Canada, and 
return, with no pick-up or discharge of passengers, except at 
Waterville, over irregular routes. 

Illinois—MC 94753, Joseph Clayton Anderson, common 
carrier application. Joint board 135. Served November 14. 
Denial of application proposed. General commodities between 
St. Louis county, Mo., and points in Macoupin, Morgan, Sanga- 
mon, and St. Clair counties, Ill., over irregular routes. 

Wisconsin—MC 80430, Sub. No. 1, Gateway City Transfer 
Co., Inc., extension of operations, Eau Claire-Chippewa Falls- 
Albert Lea. Examiner C. J. Peterson. Served November 14. 
Denial of certificate proposed. General commodities between 
Tomah, Wis., and Minneapolis, Minn., between Eau Claire and 
Chippewa Falls, Wis., and between Austin and Owatonna, Minn., 
via Albert Lea, Minn., over specified routes. 

INinois—MC 74081, Sub. No. 1, Floyd E. Stump, common 
carrier application. Joint board 54. Served November 14. 
Denial of certificate proposed. Agricultural implements between 
Charles City, Ia., and Rushville, Bushnell, Colchester, La 
Harpe, Carthage, Augusta, Dallas City and Elvaston, IIl., over 
irregular routes. 

_ New York—MC 69273, Sub. No. 3, L. A. Mathews, exten- 
Sion of operations. Examiner Allan F. Borroughs. Served 
November 14. Certificate recommended. Leather from Cleve- 
land and Ashtabula, O., to Boston, Athol, Canton, and Win- 
chester, Mass., over specified routes. 


Texas—MC 13863, Roberdeau Van & Storage Co., com- 
mon carrier application. Joint board 77. Served November 14. 
Denial of certificate proposed. General commodities between 
Points in Austin, Tex., and vicinity thereof, over irregular 
Toutes. The joint board said that applicant’s transportation 
of interstate commerce was performed under contracts with 
rail carriers and with certain line haul motor carriers. The 
transportation performed under contracts with rail carriers, 
the board said, was a service which the Commission had here- 
tofore found to be exempt from provisions of the motor carrier 
act, and cited Scott Bros. Contract Carrier Application, 4 M. 
C. C. 551, as controlling. The service which applicant is 
now performing for line haul motor carriers, the joint board 
Says, is a service which these carriers may perform themselves. 
Applicant, it pointed out, had not relation with shippers in- 
volved and as to such interstate transportation its compensa- 
tion was received from the line haul motor carriers. It was 
Its opinion, it said, that the transportation herein involved, 
gach was subject to the provisions of the act, could be per- 
med by applicant as an agent under such authority as the 
ine haul motor carriers might have, either by lease or other 
arrangement consistent with the provisions of the act and the 
Tegulations of the Commission thereunder relating to such 
arrangements. 


Pennsylvania—MC 3214, Sub. No. 1, Russell F. Searer, 
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contract carrier application. Joint board 67. Served Novem- 
ber 14. Permit proposed. Specified commodities, between 
Belleville, Pa., and Long Branch, Farmingdale and Fleming- 
ton, N. J., over specified routes, serving certain intermediate 
and off-route points. Modified procedure. Hearing on request. 
Exceptions, if any, must be filed within 30 days from date of 
service. 

District of Columbia—MC 95693, Henry Ervin, common 
carrier application, embracing also common carrier applications 
Nos. 95694, James Farrell, 95695, A. T. Rowe, 95695, C. I. 
Thompson, 95697, M. R. Whitmore, 95698, E. L. Martin, 89847, 
E. F. Thrailkill, and 89932, William C. Mullen. Examiner R. 
J. Burns. Served November 14. Certificate proposed. Joint 
operation by applicants in Nos. MC 95694 to MC 95698, inclu- 
sive, as a common carrier of passengers, over irregular routes, 
in special or charter operations on round-trip sightseeing or 
pleasure tours from Washington, D. C., to Arlington National 
Cemetery, Mt. Vernon and Alexandria, Va., and Annapolis, 
Md., and return. The examiner has denied applicants’ authority 
in Nos. MC 95693, MC 89847 and MC 89932 to operate as com- 
mon carriers of passengers, over specified routes, in special 
or charter operations on round-trip sightseeing or pleasure 
tours from Washington to Arlington National Cemetery, Mt. 
Vernon, Annapolis and Gettysburg, Pa., and return. Accord- 
ing to the report, applicants are members of the Independent 
Taxi Owners’ Association, Inc. 

Ohio—MC 100566, Nelson E. Hughes, contract carrier appli- 
cation. Examiner Allan F. Borroughs. Served November 15. 
Denial of permit proposed. Specified commodities between point 
in Ohio, on the one hand, and points in New York, Pennsylvania 
and West Virginia, on the other, over irregular routes. 

New Brunswick, Canada—MC 100417, Cecil Orison White- 
head, common carrier application. Joint board 115. Served 
November 15. Denial for want of prosecution proposed. Christ- 
mas trees and pulpwood between points in Charlotte county, New 
Brunswick, on the one hand, and points in Washington county, 
Me., on the other. 

Maine—MC 100379, Arthur Foran, dba Red’s Express, com- 
mon carrier application. Examiner John Cunningham. Served 
November 15. Denial of application proposed. Household goods, 
in so-called household movings, between Biddleford, Me., and 
points within five miles thereof, on the one hand, and Ports- 
mouth, N. H., Boston, New Bedford, Lawrence, Lowell, and 
Worcester, Mass., Pawtucket and Providence, R. I., Hartford and 
New Haven, Conn., and New York, N. Y., on the other, over ir- 
regular routes. 

Ontario, Canada—MC 96024, William H., Alonzo R., Howard 
R., and Lawrence O. Ellis, dba Ellis Bros., common carrier ap- 
plication. Examiner L. R. Conley. Served November 15. Cer- 
tificate proposed. Household goods, between points in Erie 
county, N. Y., on the one hand, and the international boundary 
between the United States and Canada at Buffalo, N. Y., on the 
other, over irregular routes. Modified procedure. Hearing on 
request. Exceptions, if any, must be filed within 30 days from 
date of service. 

Illinois—MC 95414, Leslie B. Young, common carrier ap- 
plication. Examiner Reece Harrison. Served November 15. 
Denial for want of prosecution proposed. Specified commodi- 
ties between points in Coles county, Ill., and points in Illinois, 
Indiana, Kentucky, Ohio, Michigan, Wisconsin and Missouri, 
over irregular routes. 

Missouri—MC 94825, Lawrence William Rooney, common 
carrier application. Joint board 36. Served November 15. Cer- 
tificate recommended. Electrical and mechanical household 
appliances between Kansas City, Mo.-Kan., on the one hand, 
and points in Kansas and Missouri within 40 miles of Kansas 
City, Mo.-Kan., on the other, over irregular routes. 

Wisconsin—MC 93826, Alex Yenny, common carrier appli- 
cation. Joint board 142. Served November 15. Denial of cer- 
tificate recommended. Live stock and general commodities, with 
exceptions, between Eau Galle, Wis., and points within a radius 
of 15 miles thereof, on the one hand, and Minneapolis, St. Paul, 
South St. Paul, and Newport, Minn., on the other, over irregular 
routes. 

Maine—MC 93511, Larry Losier, contract carrier applica- 
tion. Joint board 114. Served November 15. Permit proposed. 
Pulpwood from Gilead, Me., to Gorham and Berlin, N. H., over 
irregular routes. 

Maryland—MC 88001, Albert A. Darago, dba Darago’s 
Transfer, common carrier application. Joint board 120. Served 
November 15. Certificate proposed. Lumber from Baltimore, 
Md., to Washington, D. C., over U. S. highway 1, with no trans- 
portation for compensation on return. Modified procedure. Hear- 
ing on request. Exceptions, if any, must be filed within 30 days 
from date of service. 

Idaho—MC 86377, Sub. No. 2, Richard Harvey Boulter, ex- 
tension—off-route points. Joint board 29. Served November 15. 
Certificate recommended. Coal, in the season extending gener- 
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ally from June 1 to December 31, for the purpose of serving cer- 
tain points in Idaho as off-route destination points to applicant’s 
presently authorized regular route operations. Modified pro- 
cedure. Hearing on request. Exceptions, if any, must be filed 
within 30 days from date of service. 

Texas—MC 86252, William Theophlius Ricks, common car- 
rier application. Joint board 77. Served November 15. Denial 
of certificate proposed. General commodities between points in 
Austin, Tex., and the vicinity thereof, over irregular routes. 

Idaho—MC 86017, Sub. No. 1, Carl W. Moeller, extension— 
off-route points. Joint board 29. Served November 15. Certifi- 
cate recommended. Coal, in the season extending generally from 
June 1 to December 31, so as to serve points in Idaho as off-route 
destination points on applicant’s presently authorized regular 
route operations. Modified procedure. Hearing on request. Ex- 
ceptions, if any, must be filed within 30 days from date of 
service. 

Alabama—MC 59523, Sub. No. 2, Abb’s Transfer & Storage 
Co., Inc., Tennessee extension. Joint board 239. Served Novem- 
ber 15. Certificate proposed. Household goods between Mobile, 
Ala., and points within 100 miles thereof, on the one hand, and 
points in Georgia and Tennessee, on the other, over irregular 
routes. 

Pennsylvania— MC 46581, Pittsburgh-Southern Motor 
Freight, Inc., common carrier application. Examiner C. Garo- 
falo. Served November 15. Denial for want of prosecution pro- 
posed. General commodities, with exceptions, between points 
in Pennsylvania, Delaware, Maryland, Virginia, West Virginia, 
and the District of Columbia, over regular and irregular routes. 

New York—MC 2752, Sub. No. 1, Emor Trucking Corpora- 
tion, extension of operations. Examiner Mack Myers. Served 
November 15. Denial of permit proposed. General commodities 
between Troy and Cohoes, N. Y., and points in Pennsylvania, 
New Jersey, Connecticut, Massachusetts, and Vermont. 

Texas—MC 2226, Red Arrow Freight Lines, Inc., common 
carrier application. Joint board 77. Served November 15. Cer- 
tificate proposed. Continuance of operation, general commodi- 
ties, with exceptions, between points in Texas, over specified 
routes. 

iNlinois—MC 2180, Sub. No. 7, Burlington Transportation 
Co., extension of operation. Joint board 92. Served November 15. 
Certificate recommended. Passengers and baggage of passengers, 
express, mail, and newspapers between points in Iowa over 
specified routes. 

Idaho—MC 470, Sub. No. 2, Harry L. Woodburn, dba Wood- 
burn Transfer, extension—off-route points. Joint board 29. 
Served November 15. Certificate recommended. Coal, in the sea- 
son extending generally from June 1 to December 31, so as to 
serve points in Idaho, as off-route destination points on ap- 
plicant’s presently authorized regular route operation. Modified 
procedure. Hearing on request. Exceptions, if any, must be 
filed within 30 days from date of service. 

Texas—MC F-925, East Texas Motor Freight Lines, pur- 
chase, R. E. Dickinson, Jr. Examiner John S. Higgins. Served 
November 15. Recommends approval of purchase by East Texas 
Motor Freight Lines of operating rights and property of R. E. 
Dickinson, Jr., of Memphis, Tenn., dba Deeco Fast Freight. 

Pennsylvania—MC 71550, Sub. No. 2, Michael Barron and 
Josephine Barron, extension of operations—sugar. Joint board 
42. Served November 15. Denial of application for a certificate 
proposed. Sugar, from New York, N. Y., Jersey City, Newark, 
N. J., and points in New Jersey within 10 miles of Newark, to 
Scranton and Wilkes-Barre, Pa., and points within 15 miles of 
each, over irregular routes. 

Kansas—MC 95852, H. W. Buddenbohm, common carrier 
application. Joint board 36. Served November 16. Certifi- 
cate recommended. Live stock between points within 15 miles 
of Effingham, Kan., on the one hand, and St. Joseph, Mo., on 
the other; feed, from St. Joseph, on the one hand, to points 
within 15 miles of Effingham, on the other; and farm ma- 
chinery, and building materials from St. Joseph to Effingham, 
over irregular routes. 

Idaho—MC 95022, Sub. No. 1, Douglas M. Andrus, exten- 
sion—off-route points. Joint board 29. Served November 16. 
Certificate proposed. Coal, in the season extending generally 
from June 1 to December 31, so as to serve certain off-route 
origin and destination points on applicant’s presently author- 
ized regular route operations. Modified procedure. Hearing on 
request. Exceptions, if any, must be filed within 30 days from 
date of service. 


Kentucky—MC 94535, Sub. No. 1, Reid Auto Unloading 
Co., extension of operations. Examiner Paul A. Colvin. Served 
November 16. Permit recommended. New automobiles by 
the so-called tow-away method, in initial movement from To- 
ledo, O., to Louisville, Ky., and used automobiles, in secondary 
movement, between points in Kentucky, Tennessee, Indiana, 
and Ohio, over irregular routes. 

Delaware—MC 93549, W. M. Mayew, Inc., common carrier 
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application. Joint board 301. Served November 16. Permit 
proposed on finding applicant’s operation to be that of a con- 
tract carrier. Benzidine, rock salt and zinc oxide sludge from 
Deepwater, N. J., to Newport, Del., over a regular route, sery- 
ing no intermediate or off-route point, and with no transporta- 
tion for compensation on return. Modified procedure. Hear- 
ing on request. Exceptions, if any, must be filed within 30 days 
from date of service. 

New Jersey—MC 92314, Schmitz & Lowe, Inc., contract 
carrier application. Joint board 67. Served November 16. De- 
nial for want of prosecution proposed. General commodities 
between New York, N. Y., and points in Hudson, Passaic, Ber- 
gen, Essex, Union, Morris, Somerset and Middlesex counties, 
N. : . and Trenton, N. J., and Philadelphia, Pa., over irregular 
routes. 

_ Minnesota—MC 89131, O. O. Storlie, common carrier ap- 
plication. Joint board 146. Served November 16. Denial of 
certificate proposed. Tractors and farm machinery from Water- 
loo and Mason City, Ia., and washing and ironing machines 
from Newton, Ia., to Waseca, Minn., and points within 15 
miles thereof, and emigrant movables between Waseca and 
points within 15 miles thereof, on the one hand, and all points 
in Iowa, on the other, over irregular routes. 

New York—MC 87468, Sub. No. 1, John Krause, dba John 
Krause Motor Express, common carrier application. Joint 
board 67. Served November 16. Denial of application pro- 
posed. Specified commodities between points in New York, 
New Jersey and Pennsylvania, over irregular routes. 

New York—MC 84430, Fred J. Heintz, contract carrier 
application. Examiner Mack Myers. Served November 16. 
Permit proposed. Library equipment from Ilion, N. Y., to 
points in Connecticut, Delaware, Maryland, Massachusetts, 
New Jersey, New York, Pennsylvania, Rhode Island, Vermont 
and the district of Columbia, over irregular routes. 


New York—MC 77585, Great Northern Warehouses, Inc., 
common carrier application, embracing also MC 17124, Same, 
broker application. Examiner W. R. Frizzell. Served Novem- 
ber 16. Certificate proposed. Continuance of operation, gen- 
eral commodities, with exceptions, from Syracuse, N. Y., to 
points in 29 specified counties in New York, over irregular 
routes. The examiner has recommended denial of authority to 
operate as a broker in arranging transportation of household 
goods, from Syracuse to all points in the United States, includ- 
ing the District of Columbia. 

Maryland—MC 73587, Sub. No. 1, Raymond Elliott, exten- 
sion of operations. Examiner C. I. Kephart. Served November 
16. Dismissal for lack of prosecution proposed. Applicant 
sought a certificate to transport general commodities between 
points in Talbot, Carolina and Dorchester counties, Md., and 
points in Virginia, Delaware, District of Columbia, Pennsyl- 
vania, New Jersey and New York, over irregular routes, and 
over a regular route between Baltimore, Md., and New York, 
N. Y. 


Wisconsin—MC 29990, Sub. No. 1, Badger Lines, Inc, 
extension of operations. Examiner Herbert P. Haley. Served 
November 16. Permit proposed. Malt and carbonated bev- 
erages, in truckloads, from Milwaukee, Wis., to Dubuque, Ia., 
and St. Louis, Mo., and from St. Louis to Milwaukee and 
Cudahy, Wis.; empty containers for malt and carbonated bev- 
erages, in truckloads, and less-than-truckloads, from Dubuque 
and St. Louis to Milwaukee, and from Milwaukee and Cudahy 
to St. Louis; and chocolate, cocoa and candy, in truckloads, 
from Milwaukee to Centralia, Ill., over irregular routes. 


Alabama—MC 16949, Sub. No. 1, Motor Terminal Trans- 
portation Co., Inc., Mobile extension. Joint board 100. Served 
November 16. Denial of certificate proposed. General com- 
— between Clanton and Mobile, Ala., over a regular 
route. 

Missouri—MC 229, Sub. No. 1, Anton Kleeman, exter- 
sion—Spencer, Ia. Joint board 137. Served November 16. 
Permit proposed. Beer from St. Joseph to Spencer, Ia., and 
empty containers in the reverse direction, over U. S. highways 
275 and 71. 

Tennessee—MC F-962, Mason & Dixon Lines, Inc., pur- 
chase, George C. Murdock. Examiner Robert R. Hendon. 
Served November 16. Recommends approval of purchase by 
the Mason & Dixon Lines, Inc., of Kingsport, Tenn., of operat- 
ing rights and property of George C. Murdock, of Dalton, Ga. 

Indiana—MC F-956, Ray Miller, purchase, Oscar Harris. 
Examiner Harold D. McCoy. Served November 16. Recom- 
mends approval of purchase by Ray Miller, of Terre Haute, 
Ind., dba Ray Miller Trucking Co., of operating rights of Oscar 
Harris, of Indianapolis, Ind. 

California—MC F-763, Pacific Motor Trucking Co., con- 
trol, Pacific Truck Express. Examiner Frank A. Clifford. 
Served November 16. Recommends approval of acquisition by 
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Pacific Motor Trucking Co., of San Francisco, Calif., a wholly- 
owned subsidiary of the Southern Pacific Co., of control of 
Pacific Truck Express, of Portland, Ore., by purchase of capital 
stock. Under agreement of December 13, 1938, according to 
the report, applicant would purchase all the issued and out- 
standing stock of Pacific for $212,500, subject to certain ad- 
justments. The authorization recommended is subject to the 
condition that the service of the truck company shall be aux- 
iliary or supplementary to the train service of the Southern 
Pacific Co. 


B. & M. ABANDONMENT 


Abandonment by the Boston & Maine of the portion of its 
Central Massachusetts branch extending from Oakdale to Wheel- 
wright, Mass., approximately 25 miles, and abandonment of 
operation, under trackage rights, over the Boston & Albany, New 
York Central lessee, between Barre Junction and Creamery 
Road, Mass., approximately 6 miles, has been authorized by the 
Commission, division 4, in Finance No. 12313. 

The record showed, said the report, that operating expenses 
on the line had exceeded operating revenues for several years, 
and there was no indication of more favorable results in the 
future. It was also shown, it added, that the line was in a very 
poor state of repair and that an expenditure of approximately 
$40,000 would be required to put it in proper operating condition. 
The net salvage value of the material in the track is estimated 
at $77,500. All points on both the line and the trackage rights 
section, according to the report, will continue to receive adequate 
direct railroad service, except the town of Rutland, which will 
be served through another station about five miles distant over 
a hard-surfaced road. 

“The evidence of record relating to the question of providing 
direct service to that town (Rutland) shows that, in addition 
to the necessary cost of the facilities, the operating expenses in 
the future would exceed the operating revenues from the traffic 
handled,” says the Commission. “It is also shown that the dis- 
continuance of the trackage rights operation in question will re- 
sult in financial benefit to the applicant and will not result in 
inconvenience to the public.” 


FLORIDA TRUCK UNIFICATION 


Acknowledging that consolidation of truck lines between 
Tampa and Jacksonville, Fla., so there would be only one in- 
stead of two lines between those points would be desirable in 
the public interest, the Commission, by division 4, in MC F683, 
Trek, Inc., control, etc., and cases joined with it, however, has 
disapproved the plan on account of its financial terms and 
conditions. The disapproval, however, is without prejudice to 
the presentation of a plan free of financial features that make 
the present one unacceptable. 


To approve the proposed consolidation on the present 
terms, the report said, would be to sanction commencement of 
operations by Trek, “with its accounts reflecting an artificial 
asset position.” 

It is important and the public interest requires, that in 

setting up its capitalization, says the report, that a “carrier 
refrain from setting up figures likely to create a false impres- 
sion.” 
_ This report embraces also MC F864, Trek, Inc., consolida- 
tion, L & L Freight Lines, Inc., et al. The matter was com- 
plex. Its complexity was indicated by the complete title in 
the leading case, namely, “MC F863, Trek, Inc., control, L & L 
Freight Lines, Inc., et al.; L & L Freight Lines, Inc., lease, 
Star Truck Line, Inc.” 

Trek, Inc., Jacksonville, Fla., asked authority to acquire 
control, through purchase of stock of L & L Freight Lines, 
Inc., Tampa, Fla., Akins Transportation Co., Inc., Jacksonv‘lle 
and Star Truck Line, Inc., Tampa, Fla. In that same applica- 
tion Trek, on behalf of L & L, sought authority to lease the 
operating rights of Star to L & L. Im another application, 
Trek, L & L, Akins and Star, jointly, sought authority to merge 
the operating rights and property of the three last mentioned 
into Trek. 

The report said that inasmuch as Trek was not a carrier 
physically engaged in transportation, but was a holding com- 
pany, the transaction, technically, was a consolidat‘on rather 
than a merger. Trek, the report added, was incorporated with 
authority to engage in motor transportation and to acquire the 
stock of other corporations. It was capitalized, said the report, 
with 110 shares of no-par value common stock, of which 101 
Shares had been issued for cash payments of $1,000 a share, the 
Stock being held by many persons, no person holding more 
than six shares. The remaining shares, according to the report, 
had been subscribed for at the same price. 

The central fact in a long list of transactions recited in 
the report appeared to be the payment of $110,000 by Trek 
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for the stock of L & L and Akins, the transactions being set 
forth in detail in the report. The report said the authority 
sought to lease Star arose as an incident in the consolidation 
plan and was based on the claim that, in event of the Com- 
mission’s approval in MC F864, such lease would permit im- 
mediate unification of the several operations prior to the actual 
date of the effectuation of the consolidation, with Trek getting 
all the assets and liabilities of L & L and Star. 

Central Truck Lines, Inc., a protestant, objected to the 
single-line through service proposed, claiming that a new 
through service or operation, as proposed, would be to the 
detriment of carriers now providing such service. 

Prior to making its observations about “an artificial asset 
position” and about the public interest requiring a carrier to 
“refrain from setting up figures likely to create a false im- 
pression,” the Commission said it was not satisfied that, in 
all respects, the present terms and conditions of the proposed 
consolidation as reflected by the pro forma balance sheet giv- 
ing effect to the transaction were consistent with the public 
interest and should be approved. It said that as shown by the 
respective balance sheets of the companies to the consolidation, 
the item of organization, franchises and permits aggregated 
$23,431. They also showed, it added, an aggregate deficit in 
“earned surplus” of $39,432 and “unearned surplus” of $54,399. 
Under the consolidation it was proposed, said the report, to 
eliminate the unearned surplus of $54,399, and create an 
earned surplus of $22,270. To accomplish that, said the report, 
there would be carried over to the surviving company an item 
of $23,431 for organization, franchises and permits and an 
item of $63,404 would be set up under “other intangible prop- 
erty.” That, said the report, would represent, principally, the 
difference between the cost to Trek of acquiring the capital 
stock of L.& L, Akins and Star and the aggregated book lia- 
bility of such stock. 

Treating the proposal to acquire Star stock, the report 
said that obviously Trek in proposing to pay $24,000 for it 
(the net worth of which company, after including intangibles 
of $6,523, amounted to only $3,122, would in effect be increased 
to $12,274, as a result of the adjustments proposed as part of 
the transaction) and to reflect same on the books of the con- 
solidated company, would be creating a basis “for the issuance 
of securities which we do not consider proper in the case of 
this carrier or in the case of the industry as a whole.” It 
added that while it appreciated “that Star had a value to Trek, 
measured in the light of the unified operations, since it could 
not consistently approve the consolidation on the terms and 
conditions proposed, it followed that, considering the element 
of intangibles involved, it must deny acquisition of control of 
Star. The disapproval was without prejudice to the submis- 
sion of a plan revised to obviate the objections now existing. 

In discussing the Trek proposals, the report observed that 
section 216(h) forbade consideration of good will, earning 
power or the certificate under which a carrier operated in 
determining the justness or reasonableness of rates, etc. It 
said that while it probably would not be justified in requiring 
the obliteration from the carrier’s records of the items re- 
ferred to, it was important that a carrier refrained from the 
setting up of figures likely to create a false impression. 

The formal finding with respect to the application in the 
title proceeding was that the apvlication of Trek for authority 
to acquire control of L & L and Akins was not a matter re- 
quiring the Commission’s prior approval under section 213. 
The application was dismissed. 

The further finding was that the application of Trek for 
authority to acquire control of Star through purchase of stock, 
and of Trek, L & L, Akins and Star to consolidate should be 
denied without prejudice to further consideration being ac- 
corded should the parties desire to submit a modified plan 
for unifying those properties on terms and conditions which 
would eliminate the objectionable features discussed in the 
report. 


UNCONTESTED FINANCE CASES 


Report and order in F. D. No. 12590, Wheeling & Lake Erie Rail- 
way Co. equipment-trust certificates, authorizing the Wheeling & Lake 
Erie to assume obligation and liability in respect of not exceeding 
$1,200,000 of Wheeling & Lake Erie Railway equipment-trust certificates, 
series F, to be issued by the Union Trust Co. of Pittsburgh, as trustee, 
and sold at 103.92 and accrued dividends in connection with the pro- 
curement of certain equipment, approved. 

Report and order in F. D. No. 12605, Louisville & Nashville Rail- 
road Co. equipment-trust certificates, authorizing assumption of obli- 
gation and liability in respect of not exceeding $2,025,000 of Louisville 
& Nashville Railroad equipment-trust, series H, 2% per cent serial 
equipment-trust certificates, to be issued by the United States Trust 
Co. of New York, as trustee, and sold at 104.2987 and accrued dividends 
in connection with the procurement of certain equipment, approved. 

Report and certificate in F. D. No. 12584, Florida East Coast Rail- 
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way Co. reconstruction financing, approving purchase, at not less than 
par, by the R. F. C. for itself, of $1,240,000 of 3 per cent Philadelphia 
plan equipment-trust certificates, series I, of the Florida East Coast 
Railway Co., to be issued to finance purchase of certain equipment, 
approved. 

Report and order in F. D. No. 12585, Florida East Coast Railway 
Co. equipment trust certificates, granting authority to assume obliga- 
tion and liability in respect of not exceeding $1,240,000 of Florida East 
Coast Railway equipment-trust certificate, series I, to be issued by 
the Girard Trust Co., as trustee, and sold at par and accrued dividends 
to the Reconstruction Finance Corporation in connection with the pro- 
curement of certain equipment, approved. 

Supplemental report and order in F. D. No. 11412, Kansas City 
Southern Railway Company equipment trust certificates, modifying 
order of December 22, 1936, so as to authorize the sale of not exceed- 
ing $639,000 of Kansas City Southern Railway equipment trust, series 
F, 3 per cent equipment trust certificates at 104 and accrued dividends, 
the proceeds to be invested in securities or property, in accordance 
with the provisions of the applicant’s first mortgage and deed of trust 
dated April 2, 1900, approved. 

Report and certificate in F. D. No. 12540, Gulf, Mobile & Northern 
Railroad Company et al. construction, etc., authorizing (1) construc- 
tion by the Gulf, Mobile & Northern Railroad Company and C. E. 
Ervin and T. M. Stevens, receivers of the Mobile & Ohio Railroad Com- 
pany, of two segments of railroad connecting their lines with the Illi- 
nois Central Railroad; (2) operation by the Gulf, Mobile & Northern 
Railroad Company jointly with the Mobile & Ohio Railroad Company, 
over a portion of the main line of the latter; and (3) operation by 
the Gulf, Mobile & Northern Railroad Company, jointly with the Illi- 
nois Central Railroad Company, over the south leg of a wye track 
owned by the latter, all in the vicinity of Bemis and Jackson, Madison 
county, Tenn., approved. 

Report and certificate in F. D. No. 12292, Birmingham Southern 
Railroad Co. acquisition and operation, authorizing acquisition and 
operation by the Birmingham Southern Railroad Co. of a line of rail- 


road of the Tennessee Coal, Iron & Railroad Co. in Jefferson county, 
Ala., approved. 


FINANCE APPLICATIONS 


MC F-1057. Virginia-Truckee Transit Co., of Carson City, Nev., 
asks authority to lease the operating rights of Sebastian Mikulich, 
dba Las Vegas-Tonopah-Reno Stage Line between Schurz, Nev., and 
Hawthorne, Nev., for five years. 

MC F-1058. Dorn’s Transportation, Inc., Rensselaer, N. Y., asks 
authority to purchase the operating rights and equipment of Floyd 
Barber, dba Barber’s Express. 

Finance No. 12633. Southern Pacific Railroad Co., and Southern 
Pacific Co., its lessee, ask authority to abandon that portion of the 
so-called McKittrick branch, together with all sidings, spur tracks and 
appurtenances, extending approximately two miles between a point 
near McKittrick, and a point near Olig, Calif. Business handled on 
the line proposed to be abandoned, according to the application, can 
be as conveniently handled at McKittrick, ‘‘and thereby enable your 
applicants to save the expense of maintenance and operation of the 
line involved.’’ 

Finance No. 12634. Chesapeake & Ohio asks authority to abandon 
its Brush Fork sub-division extending approximately 2.61 miles from 
Brush Fork Junction to New Pittsburg, O. The subdivision was built 
to develop coal resources, and, accordng to the application, no coal 
has been shipped on applicant’s Brush Fork subdivision in the last 
five years. 

MC F-1059. Sunset Motor Lines, San Angelo, Tex., asks authority 
to purchase the properties of L. L. Tucker, dba L. L. Tucker Motor 
Lines. 

MC F-1060. Carolina Coach Co., Raleigh, N. C., asks authority to 
issue $120,000 of four-year equipment notes to finance the purchase of 
‘fessential bus equipment.’’ 

Finance No. 12639. North & South Carolina Railroad Co., asks 
authority to abandon its entire line in Granville and Person counties, 
N. C., extending from a connection with the Danville-Norfolk line of 
the Ailantic & Danville to Virgilina in a southerly direction to Hollo- 
way Mines, approximately 3.75 miles. According to the application, 
there has been no traffic offered for movement over the line for a 
number of years and operation was suspended by the Southern Railway 
Co. in 1933. 

Finance No. 12640. Atlantic & Danville Railway Co., and Southern 
Railway Co. ask authority to abandon that portion of the former’s 
Portsmouth branch extending from a point of connection with the Dan- 
ville-Norfolk line at Shoulders Hill, Va., to a point near Portsmouth, 
Va., approximately 8.3 miles. There has been no movement of traffic 
over the line for a number of years, says the application. 

Finance No. 12641. Atlantic & Danville Railway Co., asks authority 
to abandon its branch line extending from Buffalo Junction to Buffalo- 
Lithia Springs, Va., approximately 3.89 miles. 

Finance No. 12642. Atlantic & Danville Railway Co., and Southern 
Railway Co. ask authority to abandon a branch line extending from 
Hitchcock Junction to Hitchcock Mill, Va., approximately 8.34 miles. 


SIGNAL SYSTEMS 


The Troy Union Railroad Co. has filed an application with 
the Commission for approval of proposed modification of signal 
system or devices under paragraph (b) section 26 of the inter- 
state commerce act. Any interested party desiring hearing 
should advise the Commission in writing within fifteen days 
from November 15. 

The Pennsylvania-Reading Seashore Lines has filed an 
application with the Commission for approval of proposed modi- 
fication of signal systems or devices under paragraph (b) sec- 

tion 26 of the interstate commerce act. Any interested party 


The Traffic World 





Vol. LXIV, No. 21 


desiring hearing should advise the Commission in writing with- 
in fifteen days from November 13. 

The Chicago & North Western has filed an application with 
the Commission for approval of proposed modification of signal 
systems or devices under paragraph (b) section 26 of the in- 
terstate commerce act. Any interested party desiring hearing 
should advise the Commission in writing within fifteen days 
from November 10. 

The New York Central; and Chicago & North Western 
have filed applications with the Commission for approval of 
proposed modification of signal systems or devices under para- 
graph (b), section 26, of the interstate commerce act. Any 
interested party desiring hearing should advise the Commission 
in writing within 15 days from November 14. 

The Northern Pacific; Georgia, Southern & Florida; 
Detroit, Toledo & Ironton; Baltimore & Ohio; and Chicago & 
North Western have filed applications with the Commission 
for approval of proposed modification of signal systems or 
devices under paragraph (b) section 26 of the interstate com- 
merce act. Any interested party desiring hearing should ad- 


— a Commission in writing within 15 days from Novem- 
er 16. 


VIRGINIAN STOCK PAR REDUCTION 


Believing that a reduction in the par value of its stock, 
both preferred and common, from $100 a share to $25 a share 
would increase its marketability, the Virginian in Finance No. 
12638, application of the Virginian Railway Co., has asked 
authority to issue stock at the reduced par value and exchange 
it for the outstanding stock. 

Specifically, the company asks authority to issue 1,118,200 
shares of preferred stock of a par of $25 a share in exchange 
for 279,550 shares of preferred stock of the par value of $100 
each previously issued, and 1,250,860 shares of common stock 
of the par value of $25 each in exchange for 312,715 shares of 
common stock of the par value of $100 each previously issued, 
on the basis in each case of four shares of the par value of $25 
each for each share of the par value of $100 previously out- 
standing. 

The maximum amount of applicant’s authorized capital 
stock, says the application, is $75,000,000, divided into 350,000 
shares of 6 per cent cumulative preferred stock of the par value 
of $100 each and 400,000 shares of common stock of the par 
value of $100 each. The amounts of each class of stock issued 
are indicated in the application. 

In justification of its proposal, the Virginian pointed out 
that recent market quotations of the preferred stock, which was 
listed on the New York Stock Exchange, indicated that such stock 
was selling at around $126 to $132 a share, there frequently 
being a spread between bid and asked prices of as much as $6 
a share, and that the common stock, which was unlisted, was 
selling in the unlisted market at around $185 to $195 a share, 
there frequently being a spread between bid and asked prices 
of as much as $10 a share. Other than increasing the mar- 
ketability of its stock, applicant said it believed the proposal 
would adjust the price of each share on the open market to a 
figure more attractive to the investing public, result in a wider 
distribution of the public’s holdings of its stock and consequent 
broader interest in it by the public, enable it to obtain the 
listing on the New York Stock Exchange of its common stock, 
which had not heretofore been listed due to lack of sufficiently 
broad distribution, as well as its preferred stock, which was 
already listed, and facilitate the financing of its future require- 
ments through the sale of bonds, preferred or common stock, as 
might be considered desirable at the time. 

Applicant estimated that the expenses that would be in- 
curred in the proposed issue and exchange, exclusive of legal 
fees and miscellaneous items, would be approximately $17,768.97. 


UNIFORM SYSTEM OF ACCOUNTS 


The Commission, by division 1, with respect to uniform 
system of accounts to be kept by electric and steam roads, has 
changed to January 1, 1941, the effective date of its orders 
of July 13, 1937, and later, prescribing operating-revenue ac- 
count 117, “protective service-perishable freight,” for steam 
roads; and operating-revenue account 108%, “protective service 
revenue-perishable freight,” for electric railways. Previously 
the effective date was January 1, 1940. 


SOYA BEAN CAKE AND MEAL 


The Commission has refused to suspend tariffs of Agents 
Hattendorf, Sperry and Miller providing reduced rates on cake 
or meal, soya bean, in bags or in bulk, from points in Indiana 
and Chicago, Ill., to Gulf and south Atlantic ports, effective 
November 15 and later. Protest was made by Central Freight 
Association railroads, except the Chicago, Indianapolis & Louls- 
ville and the Southern (see Traffic World, Nov. 11, p. 1046). 
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SUSPENDED TARIFFS 


(Designation of a tariff below does not mean that all schedules 
in it have been suspended. Suspension orders contain many schedules 


not reproduced here. Details of such orders are published in The 
Daily Traffic World and Bulletin and The Traffic Bulletin.) 


In I. and S. M-872, the Commission has suspended from 
November 10 until February 8, 1940, the operation of certain 
schedules as published in tariff MF-I. C. C. 7 of Highland 
Trucking Service, Inc., Highland, N. Y. The suspended sched- 
ules propose to establish new and reduced commodity rates on 
cotton cloth, pyroxylin coated or processed, any-quantity, be- 
tween Newburgh, N. Y., on the one hand, and, on the other, 
Philadelphia, Pa., and points in New Jersey and New York; 
on hat bodies and rayon piece goods in the original piece, any- 
quantity, between New York, N. Y., and points in New York; 
on fruit juices, less-truckload and truckload, between Highland, 
N. Y., on the one hand, and, on the other, Syracuse, N. Y., and 
points in Connecticut and New Jersey; in lieu of present class 
or commodity rates. An illustrative proposal is to establish a 
rate of 30 cents on pyroxylin coated or processed cotton cloth, 
any-quantity, between New York, N. Y., and Newburgh, N. Y., 
in lieu of the present rate of 45 cents. 

In I. and S. M-873, the Commission has suspended from 
November 13 until February 11, 1940, the operation in part 
of supplement 14 to schedule MF-I. C. C. 11 of Harry Ratner, 
dba Midwest Transfer Co., Maywood, Ill. The suspended 
schedule proposed to establish a reduced any-quantity contract 
carrier minimum charge of 23 cents a 100 pounds on roofing 
and building material, asphalt and asphalt products and paint 
between Chicago Heights, Ill., and Detorit, Mich., in lieu of the 
present minimum charge of 23 cents, minimum 20,000 pounds. 

In I. and S. M-874, the Commission has suspended from 
November 13 until February 11, 1940, the operation of all 
schedules as published in tariff MF-I. C. C. 3 of August Manke, 
Sparks, Nev. The suspended schedules propose to establish 
reduced truckload commodity rates of 25 and 30 cents a 100 
pounds, minimum 10,000 pounds, from Oakland and San Fran- 
cisco, Calif., respectively, to Reno, Nev., on flour, sacks, twine, 
nails, wire, feed (animal or poultry), and supplies incidental 
to animal and poultry raising, in lieu of present commodity 
rates of 30 and 35 cents, minimum 10,000 pounds, from Oak- 
land and San Francisco, respectively. 

In I. and S. M-879, the Commission has suspended from 
November 15 until February 13, 1940, the operation of certain 
schedules as published in Tariff MF-I. C. C. 151 of Alternate 
Agent J. R. Shumate and others. The suspended schedules 
propose to establish reduced any-quantity distance commodity 
rates on cotton between points in North Carolina, South Caro- 
lina and Virginia, applicable only over the routes of Edgar 
Stanton, dba Stanton Transportation Co., Bennettsville, S. C., 


in lieu of present distance commodity rates. The following is 
illustrative: 


Cotton, uncompressed, present rate in cents per 100 pounds, less 
truckload, for 100 miles, 20; proposed rate in cents per bale, any quan- 
tity, for 100 miles, 85; present rate in cents per 100 pounds, less truck- 
load, for 300 miles, 50; proposed rate in cents per bale, any quantity, 
for 300 miles, 190. 


In I. and S. 4730, the Commission has suspended from 
November 15 until June 15, 1940, the operation of certain 
schedules as published in Supplement 18 to joint tariffs, Agents 
B. T. Jones’ I. C. C. 3255 and J. R. Peel’s I. C. C. 3125, and 
others. The suspended schedules propose to establish all-rail 
and rail-barge commodity rates on macaroni, noodles, spaghetti 
and vermicelli, carloads, from East St. Louis, Ill., and St. Louis, 
= to certain points in Arkansas. The following is illustra- 
ive: 

From St. Louis, Mo., to Little Rock, Ark., present rate, all-rail, 
minimum 40,000 pounds, 47; proposed rate, all-rail, minimum 20,000 
pounds, 40; from St. Louis, Mo., to Pine Bluff, Ark., present rate, all- 


rail, minimum 40,000 pounds, 50; proposed rate, all-rail, minimum 
20,000 pounds, 40. 


In I. and S. 4731, the Commission has suspended from 
November 15 until June 15, 1940, the operation of certain 
Schedules as published in supplements Nos. 134, 135 and 136 
to Agent L. E. Kipp’s Tariff I. C. C. A-2601. The suspended 
Schedules propose to cancel the less-carload commodity rates 
on granite and marble from Ohio and Mississippi River cross- 
Ings to Denver, Colo., and group points, on traffic originating 
Mm southern territory. The following is illustrative: 


From Tate, Ga., to Denver, Colo., present combination rates in 


cents per 100 pounds, 120.5; proposed through class rates in cents per 
100 pounds, 200. 


In I. and S. M-875, the Commission has suspended from 
Ovember 24 until February 22, 1940, the operation of certain 
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schedules as published in supplement 22 to Tariff MF-I. C. C. 
2 of Norfolk, Baltimore and Carolina Line, Inc., and in supple- 
ment 7 to Tariff MF-I. C. C. 4 of North Carolina Line, Inc. 
The suspended schedules propose to establish new reduced 
joint motor-water any-quantity commodity rates on unman- 
ufactured leaf tobacco from Fairmont, Lumberton, White- 
ville, N. C., and Mullins, S. C., to Norfolk and Newport News, 
Va., in lieu of present motor-water combination rates. An 
illustrative proposal is to establish a rate of 24 cents from 
Lumberton, N. C., to Norfolk, Va., in lieu of the present rate 
of 31 cents. 


UNION STOCK YARDS CASE 
The Traffic World Washington Bureau 


The issue of whether the Chicago Union Stock Yard & 
Transit Co. of Chicago is a common carrier and must keep 
on file with the Commission tariffs naming loading and un- 
loading charges reached the Supreme Court of the United 
States November 10, when oral arguments were opened in 
No. 40, Union Stock Yard & Transit Co. vs. United States and 
the Commission. This proceeding is an outgrowth of the Com- 
mission’s ruling in I. and S. No. 4296, cancellation of live stock 
services at Chicago (see Traffic World, July 23, 1938, p. 143). 
In that case, the Commission ruled that the company was a 
common carrier and, as such, must keep on file with the Com- 
mission its tariff naming charges for loading and unloading of 
live stock at the Union Stock Yards in Chicago. 

Following the latter decision, the company took the issue 
to the federal district court in Chicago and sought to have the 
decision of the Commission set aside. Failing in this, the com- 
pany took direct appeal to the Supreme Court. 

This proceeding is a direct outgrowth of a move on the 
part of the company in I. and S. 4109 to cancel its tariff on file 
with the Commission. This action was taken on June 19, 1935, 
and its cancellation supplement bore the notation that “no 
tariffs of this company hereafter will be filed with the Inter- 
state Commerce Commission.” The company in support of its 
position claimed that it had ‘divested itself of common carrier 
status by subleasing to a subsidiary of the New York Central 
the railroad properties in the stock yards, which it originally 
owned and later leased to the Chicago Junction Railway. It 
also contended that since it performed the service of loading 
and unloading of live stock as an agent of line-haul carriers 
it was not a common carrier itself. 

The Commission held that under section 15 (5) of the 
interstate commerce act, transportation of itive stock included 
delivery into suitable pens in public stock yards of inbound 
shipments and loading at such yards of outbound shipments 
without extra charge to the shipper. As the company held 
itself out to perform the loading and unloading of the stock 
it was a common carrier, the Commission ruled. As a result, 
the Commission refused in I. and S. 4109 to permit the com- 
pany’s cancellation supplement to take effect. 

The company again proposed to cancel its tariff on file 
with the Commission in I. and S. 4296, which led to the present 
litigation before the Supreme Court. 

Underlying all this litigation, the company contends that 
its service as to loading and unloading of live stock now is 
under the jurisdiction of the Secretary of Agriculture as a 
result of the passage of the packers and stockyards act on 
August 15, 1921. The Commission has ruled, however, that 
the latter legislation “expressly provides that nothing therein 
shall affect our jurisdiction or confer upon the Secretary of 
Agriculture concurrent jurisdiction over any matter within our 
jurisdiction.” Further, the Commission has ruled that, under 
Atchison T. & S. F. Ry. Co. vs. United States, 295 U. S. 193, 
201, “jurisdiction over respondent’s charges to ‘the place where 
transportation ends’ was left with us.” 

A finding that the company was a common carrier first 
was made by the Supreme Court on December 9, 1912, as an 
outgrowth of a suit instituted by the government at the behest 
of the Commission. As a result, the company filed tariffs nam- 
ing charges for loading and unloading of live stock. 

Arguments before the Supreme Court were opened by 
Frederick H. Wood, counsel for the company, who contended 
that jurisdiction of the company’s activities rested with the 
Secretary of Agriculture. He said that all parties to the 
proceeding were on common ground on the fact that the under- 
lying issue was whether the company was a common carrier. 
He made reference to the lack of unanimity of opinion in the 
decision of the Commission in I. and S. 4296, pointing out that 
Commissioners Eastman, Meyer and Porter dissented from the 
majority opinion. He pointed out that Commissioner Aitchison, 
while concurring in the majority opinion, held the Commission 
erred in refusing to admit certain evidence offered by the 
company in hearings on I. and S. 4296. This had to do with 





PAGE 1120 


the character of services performed by other stock yards com- 
panies. Mr. Wood said, too, that another commissioner did 
not participate in the decision in that proceeding. 

The whole argument of the Commission and the govern- 
ment, he contended, was that if a carrier elected to have a 
part of its service performed by an agent then that agent be- 
came a common carrier, but he said the Commission and the 
government disclaimed that this was their argument. 

Mr. Wood cited Ellis vs. Interstate Commerce Commis- 
sion, 237 U. S. 434, in support of his contention that the Su- 
preme Court had ruled that one acting as an agent was not 
a common carrier. In this case, he said, the Armour Car 
Lines performed refrigeration work as agent for the railroads, 
and the Commission tried to bring the company under its 
jurisdiction. The Supreme Court, he added, ruled against the 
Commission. 

Resuming his argument November 13, Mr. Wood contended 
that if Congress had any intention of placing stock yards com- 
panies under the jurisdiction of the Commission it would have 
done so by specific legislation. He argued that the government 
and the Commission relied on sections 15 (5) and 1 (3) of 
the interstate commerce act in their contention that the yards 
company was a common carrier. 

The former provides that live stock be delivered into suit- 
able pens at public stock yards without a charge additional to 
the line-haul rates, whereas the latter defines the meaning of 
“transportation” and “railroad” services. 

In response to a question from the bench, Mr. Wood said 
the unloading and loading performed by the yards company 
was transportation service, but he contended that “we don’t 
perform them as a common carrier.” He raised the point that 
the company was subject to overlapping jurisdiction by the 
Secretary of Agriculture and by the Commission. He said 
both were undertaking to tell the company how to keep its 
books, and that they d‘d not agree on how this should be done. 
In this connection he raised the point that “we should only 
have one master.” 

Mr. Wood argued that if the yards company was a com- 
mon carrier so likewise were warehouses, elevators, and indus- 
trial corporations that performed services for carriers as the 
latter’s agents. He also raised the point that the company was 
the only one of 134 public stock yards companies in the United 
States that had been subjected to jurisdict'on by the Com- 
mission. The others, he declared, likewise performed loading 
and unloading services as agents for the carriers. 


Questioned by Justice Frankfurter as to whether there was 
anything on the record in connection with the latter point, Mr. 
Wood replied that testimony along these lines had been ex- 
cluded from the record of the Commission. 


Daniel W. Knowlton, chief counsel of the Commission, was 
asked from the bench, when he began his argument, whether 
there were any other instances where the Commission had 
sought to exercise jurisdiction over other yards companies. 
Specifically, Justice McReynolds, stating it was his understand- 
ing that the yards company at Kansas City performed services 
similar to the Chicago yards company, inquired if the Com- 
mission noted any distinction between these two companies. 
Mr. Knowlton replied by stating that the Commission on its 
own motion had instituted an investigation to get evidence on 
other yards companies. 


The Commission attorney declared that the yards company 
performed an indispensable part of railroad service, and con- 
tended that under law the transportation of live stock included 
delivery into suitable pens. without any extra charge to the 
shipper. He argued that the Secretary of Agriculture had 
no jurisdiction over the charges performed by the company in 
its loading and unloading services. 


He said there was no conflict of jurisdiction between the 
Secretary of Agriculture and the Commission. The jurisdiction 
of the former began where transportation ended, he said, add- 
ing that transportation ended with the unloading of live stock 
into suitable pens. 


Loading and unloading of live stock, he contended, could 
not be performed by the railroads. The company, for one 
thing, would never permit it, and the congestion that wou!d 
be created at the yards would make it imperative for the com- 
pany to perform this service, he argued. Despite changes in 
the relations of the company with carriers, it never had ceased 
performing an indispensable part of railroad service, he de- 
clared. 

Lee J. Quasey made a brief statement on behalf of the 
National Live Stock Marketing Association, in which he 
adopted the position of the Commission and the government. 

Douglas Smith appeared on behelf of seven railroads that 
have protested the move of the company to withdraw its tariff 
from the files of the Commission. He contended that the yards 
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company had a monopoly at the Chicago yards, and that it 
was impossible to get a single head of live stock in or out of 
Chicago without the company. The trunk line railroads had 
no control over loading and unloading, he contended and as- 
serted that the company was “not our agent in any sense that 
we control its operation.” 

Mr. Smith argued that the company must be regulated, 
He asserted that the main motive behind the company’s action 
in seeking to withdraw its tariff from the Commission’s files 
was to triple its charges and didn’t want to take this action 
“under the scrutiny of the Commission.” 


One of Mr. Smith’s arguments that the company was a 
common carrier was that it held itself out to perform a part 
of the transportation for all at a like charge. He said that 
paragraph 5 of section 15 of the interstate commerce act was 
enacted while Congress was considering live stock legislation. 
He, too, maintained that under sections 1 and 15 of the act 
that the shippers were entitled to have live stock unloaded at 
public stock yards, and that the performance of this service 
came within the meaning of transportation. 


Mr. Wood reiterated his argument in a brief rebuttal that 
if the services of the company were indispensable to the com- 
pletion of transportation, so likewise were the services of public 
warehouses and elevators. The company might be subjected 
to regulation, but it could not be held to be a common carrier, 
he contended. 


FEED GRAIN REDUCTIONS 


Viewing the matter as a move on the part of the railroads 
to “rectify their serious error,” the South Dakota commission 
has asked the Commission to reduce the rates on coarse grains, 
largely used in fattening animals, as recently requested by 
Chairman Farmar of the Western Trunk Line committee. The 
error, in the view of the South Dakota body, was their bring- 
ing up the rates on coarse grains to the wheat level under the 
permission granted by the Commission in No. 17000, part 7, 
western district grain case. 

The railroads urged in support of their partition a desire 
on their part to regain traffic from carriers by motor vehicle; 
also to meet a serious drought condition. South Dakota com- 
missioners said that for many years they maintained rates on 
such grains, from surplus to scarcity areas on a level consider- 
ably below the level of rates on wheat. The result of the in- 
crease on coarse grains, according to the South Dakota answer 
to the Farmar petition, was to bring about the transport of 
such grain by the trucks. That was possible, said the South 
Dakota body because, as a rule, coarse grains did not need the 
milling-in-transit privilege needed on wheat. In support of the 
reduction proposal, the South Dakota commission, in part, said: 


Especially during the past few years, an ever-increasing proportion 
of the coarse grain tonnage moving from the surplus-producing areas to 
deficit areas has been transported by motor carriers. In some parts of 
the district involved in the position, the rail lines have, very probably. 
lost 60 to 90 per cent of the coarse grain tonnage. If they are to re- 
cover any considerable proportion of this traffic, or even retain what 
they now have, it is absolutely essential that their local rates on the 
coarse grains, which are, particularly, subject to motor carrier compe 
tition, be substantially reduced. Since wheat and its product are not 
presently subject to motor carrier competition to the same extent as 
the coarse grains, it is perhaps,unnecessary, at least at this time, to 
similarly reduce the rates on the wheat and wheat products. In order, 
therefore, to accomplish the desired objective, it is necessary, at least 
in the instances referred to in the petition, that the rates on these two 
classes of grain be divorced. 

It is difficult to see what interest would be harmed by this action 
and, unquestionably, the railroads will be substantially benefitted if they 
are permitted to take the desired action. 


So as to prevent injustices among carriers, J. A. Farmar, 
for western trunk line railroads has asked the Commission to 
modify orders in No. 15234, division of freight rates in western 
and mountain-Pacific territories, with respect to divisions of 
joint through rates on grain and grain products from western 
Iowa, southeastern South Dakota and northwestern Kansas to 
Kansas, Nebraska, Colorado, Wyoming and southwestern Mis- 
souri. The desire of the petitioner is to get rid of the division 
orders of June 10, 1929, and July 10, 1934, so that the rules 
for dividing the rates made in St. Joseph Grain Exchange Vs. 
A. V. L., 299 I. C. C. 641, will apply instead. 


The modification is desired on account of the reduction 
proposed by the western lines in rates on coarse or feed grains 
on a rate prorate over the Missouri River crossings, using the 
so-called normal No. 17000, part 7 local rates to and from the 
crossings as factors; or in other words, to continue the practice 
being followed in connection with the present rates, Further 
modification of the orders in No. 15234 is represented as being 
necessarv to bring about the desired result. 
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NEW HAVEN REORGANIZATION 


The Traffic World Washington Bureau 


Proposing that the Commission find that the equities of 
the holders of both the common and preferred stock are with- 
out value, Examiner Wilkinson, in Finance 10992, New Haven 
reorganization, has recommended a plan under which the 
capitalization would be reduced from $475,871,843, as of Octo- 
ber 23, 1935, to $365,000,000. Under the plan, the fixed charges 
and guaranties would be reduced from $20,329,920, paid or 
accrued in 1935, to $6,385,019. The effective date of the plan 
is January 1, 1940. Arguments on it will be heard December 21. 

The examiner recommends that no plan for the reorgan- 
ization of the Old Colony, part of the New Haven system, be 
approved at this time on account of its present unfavorable 
earning position. 


ERIE REORGANIZATION 


With facts indicating that the Erie was doing well financially, 
bobbing up, arguments were made before division 4, November 
15, in Finance No. 11915, Erie Railroad Co. reorganization, on 
exceptions to a plan recommended by Examiner Brinkley (see 
Traffic World, Aug. 26, p. 454) based on his conclusion that its 
prospects did not warrant capitalization in excess of $315,000,000. 
Its present capital structure is represented by $293,665,530 of 
debt and $214,863,100 of stock. His report said the unpaid prin- 
cipal and interest on Jan. 1, 1939, was $307,813,711 and estimated 
unpaid principal and interest as being about $318,643,869 on the 
first day of 1940. 


It was set forth in the argument by Edwin S. S. Sunderland, 
representing the debtor and urging the plan proposed by it, that 
since the beginning of the proceedings for reorganization its 
debt had been reduced and that its earnings now were at the rate 
of $81,200,000 for 1939 or only about $55,000 less than the aver- 
age for a long period of years. The figures as to the average and 
prospective earnings, he observed, was made by men familiar 
with the property for many years and knew what might be ex- 
pected in view of what had been done, their estimate being a 
net income for 1939 of $12,500,000; in other words, that the com- 
pany had done so well that there was no question about the 
ability of the debtor to meet obligations under the more liberal 
plan presented by it. 

In view of what had been accomplished, Mr. Sunderland said 
the debtor believed that no more than $14,000,000 of new money 
would be needed to put the company on its feet instead of the 
$21,500,000 originally estimated and the $18,000,000 the examiner 
estimated. This property, he said, was to be distinguished from 
others that had had to be reorganized because it served industrial 
sections where tonnage was assured while others were more de- 
pendent on the products of agriculture. The debtor proposed a 
capitalization of $432,000,000. 


To emphasize the point that prospects should be given more 
weight, E. H. Bourne, supporting the plan of the group of institu- 
tional bondholders, called attention to the fact that the United 
States Steel Corporation was able, while the steel industry was 
closed down almost completely, to borrow money at three per 
cent. Discriminating investors, he remarked, did not believe 
that because the industry was shut down at that time that that 
condition would continue for a long time. 


Assignments of time for arguments were made, in addition 
to Mr. Sunderland and Mr. Bourne, for the group of institutional 
bondholders; J. C. Donnelly, mutual savings bank group; George 
C. Reynolds, Guaranty Trust Co. of New York; Frank L. Pinola, 
committee for holders of convertible bonds; John B. Marsh, City 
Bank Farmers Trust Co.; W. Lloyd Kitchel, Bankers Trust Co.; 
Jerome C. Fisher, National City Bank of Cleveland; Jervis Lang- 
don; and C. M. Clay, Reconstruction Finance Corporation. 


In behalf of the institutional bondholders’ group, Mr. Bourne 
called particular attention to the fact that there was agreement, 
not in all particulars, but in a substantial manner, among the 
creditors. He estimated that the objectors did not represent more 
than five per cent of the holdings. The group had presented a 
plan. Mr. Bourne, who said he did not like to refer to his brief 
as a brief because it was really an encyclopedia, suggested it was 
only fair to assume that the allocation of securities proposed by 
the group’s plan was fair, inasmuch as there were comparatively 
ew points of disagreement. He directed attention to the fact 
that the group’s plan did not include dividends of the Erie’s 
affiliated coal companies to support his contention that the plan 
was conservative, if not ultra conservative. The group, he said, 
agreed with the debtor that only $14,000,000 of new money was 
now needed. He observed that while the group plan provided for 
a 90 per cent reduction in the fixed charges the proposal of the 
examiner was for even a greater reduction. His view was that 
the examiner had given too great weight to the poor results of 
operation in 1938 and that that accounted for his recommending 
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that the fixed charges of the reorganized company be covered by 
income about 1.96 times, which was higher than in the other plans. 

As to the stockholders, Mr. Bourne said the plan for which 
he was speaking treated them fairly in providing for their par- 
ticipation in the recapitalization of the company on condition 
that they contribute to the payment of the company’s debt under 
the warrants the plan proposed should be issued to them. Re- 
ferring to Chairman Eastman’s statement, in a letter to Senator 
Wheeler, that to cut off hope of recoupment would be a serious 
matter, Mr. Bourne said that the group plan did not cut off stock- 
holders. 

Mr. Donnelly said he was disappointed by the departures 
from the plan of the institutional bondholders group proposed 
by the examiner. He said he hoped the Commission would not 
depart from the group plan. As to the stock, Mr. Donnelly said 
the position of the savings banks was that the equity was without 
value. As to the capital fund, he advocated a 2 per cent manda- 
tory fund limited as to use to payment for additions and better- 
ments. 

Messrs. Reynolds and Pinola objected to the treatment pro- 
posed in the examiner’s plans for the holders of convertible bonds, 
secured by pledge of the Wyoming Valley branch of the Erie and 
the treatment of the Pennsylvania Coal Co., an affiliated coal 
property. Mr. Pinola said that the coal company was worth 
$3,000,000 and objected to its exclusion from the assets of the 
railroad company. 

In behalf of the Chesapeake & Ohio, the principal stock- 
holder of the Erie, Mr. Langdon contended for a much larger 
capitalization than that recommended by the examiner, that it 
be based on consideration not only of earning power but consid- 
erations which the Commission had recognized in approving re- 
organization plans for other railroads such as the Chicago Great 
Western, Denver & Rio Grande Western and the Chicago & 
Eastern Illinois, as well as the considerations which had moved 
it in approving of the issues of securities under section 20 (a). 

The Erie, according to his argument, was now clearly solvent, 
in a bankruptcy sense. The crucial question, he argued, was as 
to the value of the assets. Under that test, he said, the equity 
was much greater than the $15,000,000 assigned to it by the ex- 
aminer. Mr. Langdon said that the Commission could not ignore 
the considerations that had influenced it in approving issues of 
securities under section 20 (a). Applying them, he said, the capi- 
talization would be $150,000,000 greater than that recommended 
by the examiner. Using physical value, he said the increase would 
be $75,000,000. How much weight should be given to considera- 
tions mentioned by him, Mr. Langdon said, was, of course, a 
matter of debate. But the point he was making, he said, was that 
the examiner had not given them any thought or consideration. 

All the Chesapeake & Ohio is asking said Mr. Langdon is 
that the Commission, in making a plan for the Erie, see to it that 
the debtor’s capitalization shall have as fair a relation to past 
earnings as have the capitalizations of other railroads have to 
their past earnings records. 


Approval of Edward B. Raub, Jr., general counsel of the 
Lafayette Life Insurance Co., of La Fayette, Ind., as an addi- 
tional member of a protective committee for holders of Erie 
refunding and improvement mortgage 5 per cent bonds, has been 
given by the Commission, division 4, in a supplemental report 
in Finance No. 11915. In a prior report, 230 I. C. C. 35, the Com- 
mission approved an application of Gardner B. Perry, Paul S. 
Bair, C. Shelby Carter, Ferd I. Collins, N. S. Hall, and W. H. R. 
Unger to act as a protective committee for holders of the bonds. 

Maximum annual salary of Robert E. Woodruff, as trustee of 
the Erie, Nypano Railroad Co.,and the New Jersey & New York 
has been fixed at $30,000 a year by division 4 of the Commis- 
sion in an order in No. 11915, Erie Railroad Company Reorgan- 
ization. A previous order of the Commission, entered October 
25, 1939, said that Mr. Woodruff was to receive no salary or 
compensation as an officer or employe of the roads, and that 
his only compensation was to be fixed by the federal court, 
within the maximum limits approved by the Commission as 
reasonable. 


ERIE ACQUISITION 


The Commission, by division 4, in reports in three finance 
applications has approved steps that enable the Erie to acquire 
capital stock of the Cleveland & Mahoning Valley Railroad Co., 
its subsidiary. The acquisition, according to representations 
made to the Commission, will enable the Erie to make a sub- 
stantial annual saving. The stock is now owned by Atlantic 
Leased Lines, Ltd., an English corporation. The Erie is to 
pay $7,900,000 for the stock. 

Authority to acquire the stock is given in Finance No. 
12527, Cleveland & Mahoning Valley Railroad control. 

In Finance No. 12531, Erie Railroad Co., trustees’ recon- 
struction financing, the Commission approves purchase by the 
Reconstruction Finance Corporation for itself at not more than 
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par and accrued interest of not to exceed $7,900,000 of Erie 
Railroad collateral trust certificates. The funds to be derived 
from that sale are to be used by the Erie to pay the bulk of 
the sum its trustees have agreed to pay for the stock of the 
Cleveland & Mahoning Valley stock. 

In Finance No. 12580, Erie Railroad Co., collateral trust 
certificates, the Commission authorizes the Erie to assume ob- 
ligation and liability in respect of not exceeding the $7,000,000 
of Erie Railroad-Cleveland & Mahoning Valley Railroad Co. 
collateral trust certificates, 1939, to be issued by the Fidelity- 
Philadelphia Trust Co., as trustee, and sold at par and accrued 
dividends to the Reconstruction Finance Corporation, as a step 
in the acquisition of the Cleveland & Mahoning Valley stock. 

The Cleveland & Mahoning Valley constitutes that part of 
the Erie System between Cleveland, O., and a point near the 
Pennsylvania-Ohio state line, east of Youngstown, O., with 
branches from Youngstown to Hazelton, O., Youngstown to 
Girard, O., and from Niles, O., to a point south of Lisbon, O. 
The Cleveland & Mahoning owns a line 79.32 miles long. Its 
branches have a mileage of 43.9. 

Instead of an annual rental of $558,967 in the future, the 
Erie, says the report, will pay interest on the trust certificates 
at the rate of $280,000 annually, decreasing after the first 
semi-annual payment at the rate of 4 per cent on each semi- 
annual amortization payment of $100,000; and interest at 4 
per cent on $2,876,000 of bonds of the Cleveland & Mahoning 
Valley, now outstanding, amounting to $115,040, decreasing 
annually by the amount of $1,200 by reason of an annual 
sinking fund payment of $30,000 on the company’s mortgage. 


PACIFIC ELECTRIC ABANDONMENT 


An application for authority to abandon approximately 
92 miles of its tracks at various locations on its system in Los 
Angeles, Orange, San Bernardino and Riverside counties, Calif., 
has been filed with the Commission by the Pacific Electric 
Railway Co. in Finance No. 12643. 

The railway said that for many years it had operated its 
transportation system at a loss, and had failed to earn suffi- 
cient money to pay fixed charges. For several years, it said, 
it had not earned, from its transportation service, sufficient 
money to pay the operating expenses and taxes, and had earned 
nothing to apply toward interest on its bond issues outstanding. 
Approximately two-thirds of applicant’s gross revenue, the 
application pointed out, was derived from passenger traffic. 
The railway added that it was proposing an extensive program 
of rehabilitation of its services, principally in relation to its 
passenger service, involving the abandonment of certain rail 
lines, discontinuance or relocation of passenger service on cer- 
tain other lines or parts thereof, substitution of motor coach 
service over certain routes, and relocation, abandonment and 
suspension of certain motor coach routes. 

The lines, as parts thereof, proposed to be abandoned 
cover applicant’s Venice Short Line, Sawtelle Line, Brentwood 
Line, Western and Frankline Avenue Line, Echo Park Avenue 
Line, Venice Freight branch, Redondo Beach via Playa del Rey, 
Redondo Beach via Gardena, Pine Avenue Line, Pacific Avenue 
Loop Line, Seventh Street Line, Seal Beach Line, Redondo 
Avenue Line, Alamitos extension and East Second Street Line, 
Newport Beach Line, La Habra -Line, Rialto-Riverside Line, 
Altadena Line, Lincoln Avenue Line, East Colorado Street 
Line, Lake Avenue Line, Burbank Line, Edendale Line, San 
Fernando Line, Owensmouth Line and Mount Lowe Line. 


OIL RATES TO THE RIO GRANDE 


Asserting that the Denver, Rio Grande & Western had 
suffered by reason of the petroleum adjustment the Commis- 
sion had made, in 1930, in No. 20145, interstate rates on petro- 
leum products to points in Colorado and Utah, and the cases 
joined with it, Wilson McCarthey and Henry Swan, its trustees, 
have asked the Commission to modify its orders therein with 
a view to affording it relief. The report in the case mentioned 
was made in 167 I. C. C. 131, July 7, 1930. 

In that decision the trustees said the Commission fixed a 
relationship between the rates from Casper, Wyo., and those 
from Kansas and Oklahoma. Briefly, they said, the rates from 
Kansas-Oklahoma group 1, according to the report, might not 
exceed the rates from Casper by more than seven cents to points 
in Colorado and six cents to destinations in Utah, handled via 
Pueblo, Colo.; and it might not exceed the Casper rates by 
more than five cents to destinations west of Walsenberg in 
Colorado and New Mexico. 

The petition asserted that in the nine years that had 
elapsed since the decision conditions had changed much and 
that another change was about to take place by the publication 
of rates from Kansas, Oklahoma and Wyoming which would 
result in a different grouping of points of origin and that the 
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oo ama to all Colorado common points would not be main- 
tained. 

According to the petition the Rio Grande has suffered 
severe losses of petroleum traffic on account of trucking. Par- 
ticularly to all the territory it served. It said the conditions 
required a revision of rates and therefore asked relief from 
the outstanding orders. 


P. & W. V. RECONSTRUCTION LOANS 


The Commission, in Finance No. 9174, has modified its 
previous orders approving loans to the Pittsburgh & West Vir- 
ginia from the Reconstruction Finance Corporation, so as to 
permit the release by the lending agency of its subordinate 
lien on 611 hopper cars of the road. These cars are obsolete 
and the road proposes to sell them. The Commission, in its 
order, specified that they should not be sold for less than $330 
a car and provided that the proceeds of the sale should be 
delivered to the trustee of the road’s equipment trust of 1936. 

As security for advances of $4,975,207 to the road, the RFC 
holds a subordinate lien on the road’s equipment trust cer- 
tificates of 1936. 

Originally, the road planned to dispose of 1,186 hopper 
cars which had become obsolete and unsuited for further use. 
A plan was submitted to the holders of the equipment trust 
certificates covering this issue, which was adopted. At the 
time the application was pending there was no threat of a car 
shortage, the report said. Recent acceleration of industrial 
operations, which raised the probability of a car shortage, re- 
sulted in the road changing its plans, said the report. It de- 
cided to repair 575 of the 1,186 cars covered in the original 
application, and filed an amended application with respect to 
the remaining 611 cars. 


CENTRAL OF N. J. REORGANIZATION 


An application has been filed with the Commission by the 
protective committee for holders of bonds of the Central of 
New Jersey, in Finance No. 12620, for authority to represent 
holders of general mortgage 4 per cent and 5 per cent bonds 
of the road in reorganization proceedings. The committee is 
composed of Eugene S. Brooks, of New York City, chairman, 
Steel Du Bosque, of New York City, vice-chairman, Nicholas 
S. Hall, of Philadelphia, and Harland J. Maynard, of Boston. 


C. OF N. J. DEBT READJUSTMENT 

The Commission has dismissed the application of the Cen- 
tral of New Jersey, in Finance No. 12445, for authority to 
modify the terms of its $49,998,000 general mortgage bonds 
and to issue a like amount of certificates of deposit. The latter 
application was filed on June 16, 1939, and the road advised 
the commission that on October 20 it filed a petition in the 
federal court for the district of New Jersey to reorganize under 
section 77 of the bankruptcy law. Because of the latter action, 
og road applied for leave to withdraw its application of June 


L. & N. TRACKAGE RIGHTS 


A certificate entered by the Commission January 13, 1927, 
authorizing the Louisville & Nashville to operate under track- 
age rights over lines of the Alabama State Docks Commis- 
sion and the Gulf, Mobile & Northern in Mobile, Ala., has been 
revoked by it in Finance No. 5895. This certificate was vacated 
on the motion of the L. & N., which said it never availed itself 
of this authority and had no intention of availing itself of th’s 
permission. 


CANCELATION OF SHORT LINE RATES 


Calling attention to the fact that a majority of the em- 
ployes involved were of an age that made it almost impossible 
to find employment elsewhere the men working on the Minne- 
apolis, Northfield & Southern and on the Minnesota Western 
have asked the Commission, in I. and S. No. 4510, cancelation 
of rates and routes via short lines to direct the cancelation of 
the suspended schedules and discontinue the proceeding. They 
used the Brotherhood of Railroad Trainmen as their spokes- 
man. About 250 men were employed on those railroads the 
brotherhood said. 

The brotherhood asked the Commission so to act on their 
view that cancelation of rates and routes, as proposed by the 
trunk lines, would bankrupt the short lines by which they are 
employed, their abandonment and cause the loss of several 
large industries operating on those lines. 

About 200 employes, the brotherhood said, carried insur- 
ance amounting to $710,000, on which premiums amounting to 
$30,846 had been paid, which it said would be dropped in case 
of abandonment following cancelation of joint rates and 
through routes for overhead traffic. 
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Miscellaneous Decisions 


Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter System, 
published by West Publishing Co., St. Paul, Minn. Copyright, 
1939, by West Publishing Co.) 


OOo 





REGULATION OF COMMON CARRIERS 


(District Court, W. D. Missouri, Central Division.) The 
jurisdiction of three-judge court to issue interlocutory injunc- 
tion restraining enforcement of a state statute, or action of 
state officer in the enforcement of such statute or in the en- 
forcement of an order of an administrative board acting pur- 
suant to such statute, is limited by statute. Jud. Code, Sec. 
266, 28 U. S. C. A., Sec. 380. (Latta Truck Lines vs. Hargus, 
29 Fed. Supp. 53.) 

A petition for interlocutory injunction to enjoin Missouri 
Public Service Commission and other state agencies from in- 
terfering with petitioner’s business of a motor vehicle contract 
carrier on ground of interference with interstate commerce 
would not be within jurisdiction of three-judge court, unless 
interference ‘was affected by some state statute or adminis- 
trative order of state agency, but prayer for redress would 
more properly be addressed to general equity powers of courts. 
Jud. Code, Sec. 266, 28 U. S. C. A., Sec. 380.—Ibid. 

The legislative intention to regulate motor vehicle trans- 
portation for hire over the highways of the state and nation 
is evidenced by existing state and congressional legislation. 
Federal Motor Carrier Act 1935, 49 U. S. C. A., Sec. 301 et 
seq.; Mo. St. Ann., Sec. 5264 et seq., p. 6679 et seq.—Ibid. 

Where petitioner filed contracts for private hauling with 
Interstate Commerce Commission in connection with applica- 
tion for permit under Federal Motor Carrier Act to operate 
as a “contract carrier,” but no actual adjudication of petitioner’s 
status was made by commission, and it appeared that a long 
period of time might elapse before commission would have 
opportunity to act in such regard, a temporary injunction in 
action to restrain State Public Service Commission from in- 
terfering with petitioner’s business for noncompliance with 
state statute as a common carrier would not be granted, since 
issuance of temporary injunction would result in a compara- 
tively total absence of any regulation pending hearing on 
merits. Federal Motor Carrier Act 1935, Secs. 1 et seq., 203(a) 
(15), 209(a), 49 U. S. C. A., Secs. 301 et seq., 303(a) (15), 


309(a); Mo St. Ann., Secs. 5264 et seq., 5264(c), p. 6679 et seq. 
—Ibid. 





(District Court, W. D. Missouri, W. D.) A rail carrier 
was not compelled to grant “transit” or privilege of storage 
in transit, and in granting such privilege it could prescribe 
terms with which compliance was required. (Chicago, B. & Q. 
R. Co. vs. Russell, 29 Fed. Supp. 63.) 

Where sugar was shipped from New Orleans to Cairo, IIL, 
by barge line, and after storage at Cairo was shipped to Kansas 
City on through joint barge-rail rate from New Orleans to 
Kansas City, by railroad, the tariff of which permitted but 
one transit from point of origin to destination, whereafter sugar 
was stored at Kansas City and shipped by rail to final des- 
tination at Sioux City, shippers were not entitled to transit 
privilege at Kansas City after transit at Cairo, since New 
Orleans was point of origin for purpose of shipment from 
Cairo, notwithstanding that shipment by rail from Cairo was 
governed by western trunk line tariff which was made appli- 
cable “only to tariffs referring hereto” and barge line tariff 
did not refer to such tariff. Interstate Commerce Act, 49 
U.S. C. A., Sec. 1 et seq.—lIbid. 





(Supreme Court of Wisconsin.) On rehearing, the Public 
Service Commission could enter order denying operating rights 
granted in prior order amending common carrier certificate 
issued to motor carrier if on date of such prior order the com- 
mission from the whole record could have entered order deny- 
Ing such right. St. 1937, Sec. 196.39. (Motor Transport Co. 
vs. Public Service Commission, 287 N. W. Rep. 727.) 

In proceeding on application by a holder of a common 
Carrier certificate for hearing to define operating rights, an 
order of the Public Service Commission denying carrier op- 
erating rights between designated termini and intermediate 
point, which right had been denied by original certificate but 
granted by original order entered at hearing on application, 
was proper under the evidence. St. 1937, Sec. 196.39.—Ibid. 

In proceeding on application of holder of common carrier 
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certificate for hearing to define operating rights, the fact that 
correction made in testimony given at hearing was made long 
after giving of testimony on rehearing went to weight rather 
than materiality of evidence and presented question for com- 
mission. St. 1937, Sec. 195.39.—Ibid. 

Where, on application of holder of common carrier cer- 
tificate, Public Service Commission had jurisdiction to strike 
out restriction contained in order granting certificate, the com- 
mission had jurisdiction to reinsert it on rehearing. St. 1937, 
Sec. 196.39.—Ibid. 





(Supreme Court of Washington.) An appeal from an or- 
der of the Department of Public Service suspending the per- 
mits of trucking companies to operate because of refusal to 
make deliveries at a hotel where a strike was in progress be- 
cause their drivers had been forbidden by their union from 
crossing the picket line at the hotel, did not present a “moot 
question” because a few days prior to the hearing before the 
Department, the union permitted the trucks to cross the picket 
line at the hotel. (Consolidated Freight Lines vs. Department 
of Pub. Serv., 94 Pac. Rep. 2d 484.) 

A provision in the tariff of truck companies releasing them 
from picking up or delivering freight at locations where it was 
“impracticable” because of certain conditions, did not release 
companies from their obligation to make deliveries at a hotel 
where a strike was in progress, as respects suspension of their 
permits, because their drivers were forbidden by their union 
to cross the picket line at the hotel where the conditions were 
not such as to make it impracticable for the trucks to pass 
through.—Ibid. 

Where Department of Public Service suspended permit of 
trucking companies, provided that suspension should not be- 
come operative during a continued compliance by the com- 
panies with the provisions of the law, companies were not ex- 
cused by reason of the law because their drivers had been 
ordered by their union not to make deliveries at a hotel where 
a strike was in progress, and a picket line established, where, 
in view of the conditions, it was the duty of the trucking 
companies to send their trucks through the picket lines.—Ibid. 


NORTHERN PACIFIC LAND CASES 


The Supreme Court of the United States has noted prob- 
able jurisdiction in No. 476, United States vs. Northern Pacific 
Railway, and No. 477, Northern Pacific Railway vs. United 
States. These cases are direct appeals from the federal court 
for the eastern district of Washington, in which the Attorney 
General’s office sought to remove clouds from the title to cer- 
tain forest lands the government set aside for national parks. 
The land involved aggregates 2,900,000 acres and chiefly are 
in Montana, Idaho, Washington and parts of Wyoming. The 
Northern Pacific laid claim to this land, under its land grants. 
The federal court decided that the railroad was entitled to 
about 1,400,000 acres of the territory involved. 

The railroad took appeal to the Supreme Court, claiming 
the additional land that it was not granted under the decision 
of the federal court. The government took appeal on the 


ground that the railroad was not entitled to the land granted 
it by the court. 


STATE AND FEDERAL MOTOR CONTROL 


The motor carrier act of 1935 does not free motor carriers 
operating out of Kentucky to interstate destinations from con- 
trol provided for in the Kentucky alcoholic beverage control 
law approved March 7, 1938, according to a decision of the 
Supreme Court of the United States in No. 8, Ziffrin, Inc., ap- 
pellant, vs. James W. Martin, commissioner of revenue of the 
Commonwealth of Kentucky, et al. The case was on appeal 
from the district court of the United States for the eastern dis- 
trict of Kentucky which dismissed the Ziffrin bill. The Su- 
preme Court affirmed the lower court’s decision November 13. 

Justice McReynolds, who delivered the opinion, said the 
appellant corporation since March, 1933, had continuously re- 
ceived whiskey from distillers in Kentucky for direct carriage 
to consignees in Chicago. It had permission, said he, to op- 
erate as a contract carrier under the motor carrier act of 1935, 
and claimed the right to transport whiskey as heretofore, not- 
withstanding inhibitions in the Kentucky beverage control law. 
Appellant sought to restrain officers of the state from enforcing 
the contraband and penal provisions of the enactment. 

Appellant’s bill charged that to enforce the control law 
would impair appeilant’s rights under the commerce clause, 
federal Constitution, and deprive it of the due process and 
equal protection guaranteed by the Fourteenth amendment, 
said Justice McReynolds. 

Justice McReynolds said the statute was a long, compre- 
hensive measure designed rigidly to regulate the production 
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and distribution of alcoholic beverages through means of li- 
censes and otherwise. He said the manifest purpose was to 
channelize the traffic, minimize the commonly attendant evils, 
and also to facilitate the collection of revenue. To that end, 
said he, manufacture, sale, transportation, and possession were 
permitted only under carefully prescribed conditions and sub- 
ject to constant control by the state. Every phase of the 
traffic, said he, was declared illegal unless definitely allowed. 
The property becomes contraband on failure to observe the 


statutory requirement and wherever found in unauthorized 
possession. 

Justice McReynolds said that, having been denied a com- 
mon carrier’s certificate, appellant sought and was refused a 
transporter’s license because it held no common carrier certifi- 
cate. Continuing, in part, he said: an 

In sum, counsel for appellant say: The complaint charges that the 
control law is unconstitutional because repugnant to the commerce, due 
process and equal protection clauses of the federal constitution in 
that, under pain of excessive penalties, it undertakes to prevent an 
authorized interstate contract carrier from continuing an established 
business of transporting exports of liquors from Kentucky in interstate 
commerce exclusively. Also: Intoxicating liquors are legitimate articles 
of interstate commerce unless federal law has declared otherwise. In- 
terstate commerce includes both importation of property within a state 
and exportation therefrom. Prior to the Wilson and Webb-Kenyon acts, 
and the twenty-first amendment, the powers of the states over intoxi- 
cants in both of these movements were limited by the commerce clause. 
These enactments relate to importations only. Exports remain as al- 
ways, subject to that clause. ‘‘Although a state may prohibit the manu- 
facture of liquor, if a state permits distillation, sale and transportation 
—as Kentucky does—the rule of law is that the state may not annex 
to its consent to manufacture and sell the unconstitutional ban upon 
carriage of interstate exports of liquors by contract carriers.’’ 

The court below rejected appellant’s insistence and affirmed the 
asserted power of the state. Like conclusions were approved in Com- 
monwealth vs. One Dodge Motor Truck, 326 Pa. State Reports 120 
(123 Pa. Superior Ct. Reports 311); Clark, et al. vs. State ex rel. Bobo, 
—Tenn.—, 113 S. W. (2d) 374; Jefferson Co. Dis. Co. vs. Clifton, 249 
Ky. 815. 

The Twenty-first amendment sanctions the right of a state to legis- 
late concerning intoxicating liquors brought from without, unfettered 
by the commerce clause. Without doubt a state may absoltuely pro- 
hibit the manufacture of intoxicants, their transportation, sale, or 
possession, irrespective of when or where produced or obtained, or 
the use to which they are to be put. Further, she may adopt measures 
reasonably appropriate to effectuate these inhibitions and exercise full 
police authority in respect of them. Clark Distilling Co. vs. Western 
Maryland Ry. Co., 242 U. S. 311, 320; Crane vs. Campbell, 245 U. S. 
304, 307; Seaboard Air Line Ry. vs. North Carolina, 245 U. S. 298, 304; 
Samuels vs. McCurdy, 267 U. S. 188, 197-198. 


Having power absolutely to prohibit manufacture, sale, transporta- 
tion, or possession of intoxicants, was it permissible for Kentucky to 
permit these things only under definitely prescribed conditions. Former 
opinions here make an affirmative answer imperative. The greater 
power includes the less. Seaboard Air Line Ry. vs. North Carolina, 
supra. The state may protect her people against evil incident to in- 
toxicants, Mugler vs. Kansas, 123 U. S. 623; Kidd vs. Pearson, 128 U. 
S. 1; and may exercise large discretion as to means employed. 

Kentucky has seen fit to permit manufacture of whiskey only upon 
condition that it be sold to an indicated class of customers and trans- 
ported in definitely specified ways. These conditions are not unrea- 
sonable and are clearly appropriate for effectuating the policy of limit- 
ing traffic in order to minimize well known evils, and secure payment 
of revenue. The statute declares whiskey removed from permitted 
channels contraband subject to immediate seizure. This is within the 
police power of the state; and property so circumstanced cannot be re- 
garded as a proper article of commerce. Sligh vs. Kirkwood, 237 U. 
S. 52, 59; Clason vs. Indiana, 306 U. S. 439. 

In effect we are asked by injunction to allow a distiller to do what 
the statute prohibits—deliver to an unauthorized carrier. Also to enable 
a carrier to do what it is prohibited from doing—receive and transport 
within the state. 

Kidd vs. Pearson, supra: An act of the Iowa Legislature in general 
terms forbade manufacture or sale of intoxicating liquor but permitted 
these for mechanical or other purposes. An injunction was approved 
which restrained Kidd from operating his distillery although he claimed 
the output would be exported for sale beyond the state. This court 
said: ‘‘Whether a state, in the exercise of its undisputed power of local 
administration, can enact a statute prohibiting within its limits the 
manufacture of intoxicating liquors, except for certain purposes, is not 
any longer an open question before this court. . . . The police power of 
a state is as broad and plenary as its taxing power; and property within 
the state is subject to the operations of the former so long as it is 
within the regulating restrictions of the latter.’’ 

The doctrine of that case has been often applied. Geer vs. Con- 
necticut, 161 U. S. 519; Rippey vs. Texas, 193 U. S. 504, 509; Hudson 
Water Co. vs. McCarter, 209 U. S. 349, 357; ‘‘A man cannot acquire a 
right to property by his desire to use it in commerce among the states. 
Neither can he enlarge his otherwise limited and qualified right to the 
same end;’’ Sligh vs. Kirkwood, 237 U. S. 52; State Board vs. Young’s 
Market Co., 299 U. S. 59, 63; Clason vs. Indiana, 306 U. S. 439. 

The two cases last cited recognize that the state may decline to 
consider certain noxious things legitimate articles of commerce, and 
inhibit their transportation. Property rights in intoxicants depend on 
state laws and cease if the liquor becomes contraband. 

We cannot accept appellant’s contention that because whiskey is 
intended for transportation beyond the state lines the distiller may dis- 
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regard the inhibitions of the statute by delivery to one not authorized 
to receive; that the carrier may set at naught inhibitions and transport 
contraband with impunity. 


The point suggested in respect of due process is not in accord with 
what has been decided in the cases above referred to. 

The record shows no violation of equal protection. A _ licensed 
common carrier is under stricter control than an ordinary contract car- 
rier and may be entrusted with privileges forbidden to the latter. 

Here the state law creates no discrimination against interstate com- 


merce. It is subjected to the same regulations as those applicable to 
intrastate commerce. 

The motor carrier act of 1935 is said to secure to appellant the 
right claimed, but we can find nothing there which undertakes to de- 
stroy state power to protect her people against the evils of intoxicants 
or to sanction the receipt and conveyance of articles declared contraband, 
The act has no such purpose or effect. 

The power of a state to regulate her internal affairs notwith- 
standing the consequent effect upon interstate commerce was much dis- 
cussed in South Carolina Hwy. Dept. vs. Barnwell Bros., 303 U. §. 
177, 189. There it was again affirmed that although regulation by the 
state might impose some burden on interstate commerce this was per- 
missible when ‘‘an inseparable incident of the exercise of a legislative 
authority, which, under the Constitution, has been left to the states.” 
In the absence of controlling language to the contrary—and there is 
none—the federal motor carrier act should not be brought into conflict 
with this reiterated doctrine. 

The challenged decree must be affirmed. 


UNION DENIED INTERVENTION 


A motion of the National Maritime Union of North Amer- 
ica, an unincorporated labor organization, to intervene in No. 
193, National Labor Relations Board vs. Waterman Steamship 
Corporation has been denied by the Supreme Court of the 
United States. This case is the outgrowth of charges of unfair 
labor practices brought before the NLRB by the National 
Maritime Union. After hearings, the board ordered the steam- 
ship company to cease unfair practices and reinstate employes 
who were discharged, allegedly for changing their affiliation 
from the International Seamen’s Union of North America to 
the National Maritime Union. The steamship company took this 
case to the United States Circuit Court of Appeals for the fifth 
circuit, where the labor board was overruled. 


ALTON’S APPEAL FOR WRIT DENIED 


The Supreme Court of the United States has denied a writ 
of certiorari in No. 450, Alton Railroad vs. Jackson County, 
Mo. In this proceeding, the county filed suit against the rail- 
road to collect $3,919.98 for its portion of the cost of construc- 
tion of a viaduct over the railroad’s right of way at Blue 
Springs, Mo., and to collect $9,541.14 as its share of the cost of 
widening and reconstructing a viaduct over the right of way 
between Kansas City and Independence, Mo. Both claims of the 
county were subject to interest at 6 per cent from August 15, 
1933. Originally, the suit was filed in the Circuit Court of 
Jackson County, but later were taken to the federal court 
for the western district of Missouri. The latter held the rail- 
road was not liable for these claims, but its decision was re- 
versed by the United States Circuit Court of Appeals for the 
eighth circuit. The road then went before the Supreme Court 
on a petition for a writ of certiorari. 


L C. C. PIPE LINE ORDER UPHELD 


An order of the Commission requiring the Valvoline Oil 
Company to file with it certain maps, charts and schedules of 
its pipe line properties for use in valuing the properties under 
section 19a of the interstate commerce act was upheld in a 
decision of the Supreme Court of the United States, Novem- 
ber 13, in No. 25, Valvoline Oil Co., appellant, vs. United States 
of America and Interstate Commerce Commission, on appeal 
from the district court of the United States for the western 
district of Pennsylvania. The lower court dismissed the peti- 
tion of the oil company which sought to have the order en- 
joined. It was affirmed by the Supreme Court. 

The Commission, said Justice Reed, who delivered the 
opinion, made the order after it had determined that appellant 
was engaged in the transportation of oil by pipe line in inter- 
state commerce and that it “is a common carrier subject to the 
provisions of the interstate commerce act.” In part, Justice 
Reed said: 


Through 1,426 miles of pipe line, running to 9,020 wells in Penn- 
sylvania, West Virginia and Ohio, Valvoline gathers some 75,000 
barrels of oil per month for its two refineries in Pennsylvania which 
manufacture the products distributed by Valvoline to the trade. 
All of this oil is purchased from producers at the well, 50 per cent 
originating in Pennsylvania, 38 per cent in West Virginia, and 12 
per cent in Ohio. At the time of the final order of the Commission 
which it challenges here, Valvoline was selling surplus oil, not 
needed in its own operations, to a refinery in Pennsylvania and to 
another in West Virginia, but none of this came from out of the 
state of the refinery. Because, thus, it does not transport inter 
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state other oil than that which it purchases at the well for its own 
use, Valvoline claims that it is not a common carrier of oil sub- 
ject to the interstate commerce act, or, should it be held to come 
within the terms of the statute, that the statute is unconstitutional 
as to it in that the provisions violate due process by taking the car- 
rier’s property for public use without compensation. 

Appellant urges as reasons why it is not a common carrier within 
the provisions of the interstate commerce act that its pipe lines are 
used primarily to transport oil to its own refineries, that it is not 
clothed with a public interest, that the oil flowing through its lines 
is not in commerce until after preparation for market, and that, since 
the purpose of section 19a(a) and (e) of the interstate commerce act 
in requiring valuation data is to furnish a basis for the establishment 
of traffic and rates, the report required is the first step in general 
regulation to which it is not subject * * * 

There is no controversy over whether appellant is an interstate 
pipe line company. Obviously it is. The contentions above are ad- 
vanced to show it is not subject to the act. Section 1(3) defines com- 
mon carrier to include ‘‘oll pipe-line companies.’’ If this definition is 
not limited by the subsequent clause ‘‘engaged . . . as common carriers 
for hire,’’ extended consideration of these characterstics of a private 
carrier is unnecessary as the language of the definition is decisive. 

The practice of compelling producers to sell at the well before ad- 
mitting their oil to the lines was widely used as a means of monopoliz- 
ing the product before the Hepburn amendment in 1906. Whether the 
oil so owned and transported was ultimately used by the carrier in its 
own operations or sold to others was in this connection immaterial. 
Certainly one would find a public interest in the sole means of trans- 
porting this commodity from thousands of wells for thousands of pro- 
ducers. This was covered by the Pipe Line decision. There it was 
stated that commerce is not dependent on title, ‘‘and the fact that the 
oils transported belonged to the owner of the pipe line is not conclusive 
against the transportation being such commerce.’’ The applicable sec- 
tion of the interstate commerce act at the time of the Pipe Line Cases 
read: 

‘That the provisions of this act shall apply to any person or per- 
sons engaged in the transportation of oil or other commodity, except 
water and except natural or artificial gas, by means of pipe lines, or 
partly by pipe lines and partly by water, who shall be considered and 
held to be common carriers within the meaning and purpose of this 
act.”” 

This court construed that section to cover those who were com- 
mon carriers in substance even if not in technical form and read it that 
those “engaged in the transportation of oil . . . by means of pipe 
lines’’ shall be treated as common carriers under the act. The last 
clause was held not ‘“‘to cut down the generality’’ of the act. 

In the present act there is a change of language but we preceive 
none in meaning. Speaking of the amendments of the transportation 
act of 1920, which recast the Hepburn amendment into the present 
form, the House committee on interstate and foreign commerce reported 
that the section here under consideration ‘‘amends the first five para- 
graphs of section 1 of the commerce act, making minor corrections and 
classifying language in several respects, but making no important 
changes in policy.’’ As now written the section brings railroads under 
the act by means of the last clause of subsection (3) only. This 
clause is a conjunctive not a modifier. It does not affect the generality 
of the first clause as to pipe-line companies. 


The appellant relies upon the Pipe Line Cases to show that the 
present act does not cover a pipe line transporting oil for its own 
refining purposes only. The discussion referred to is that concerning 
the Uncle Sam Oil Company. But that company’s pipe line was used 
for the ‘‘sole purpose of conducting oil from its own wells to its own 
refinery.”’ This was held not to be transportation under the act. Here, 
however, it is the purchase from many sources and subsequent car- 
riage that determine the applicability of the statute to Valvoline. 


Appellant presses its argument beyond the question whether it 
comes under the act. If it does, it urges, the act is in violation of 
the due process clause in that by the involuntary change of status 
from private to common carrier its property is taken. It looks upon 
the various regulatory provisions of the interstate commerce act as 
inseparable from the valuation provisions of section 19a(a) and (e). 
The losses feared, from present or future legislation other than the 
valuation provisions, may never occur. The data required by the pres- 
ent order may never be used to fix rates. No such information as to 
other pipe lines has been so used. Publicity alone may give effective 
remedy to abuses, if any there be. This legislation was intended to 
free interstate commerce in oil from practices believed to be detri- 
mental, and in that connection accessibility of valuation information to 
the Congress is essential. Its separate significance being apparent, we 
confine ourselves to section 19a(a) and (e). The constitutionality of 
such requirements was settled by the Pipe Line Cases and we see 
nothing that excepts appellant from their effect. The smallness of the 
operation is immaterial. Affirmed. 


os Mr. Justice Butler took no part in the consideration or decision of 
S case. 


ELKINS ACT PROSECUTIONS 


The Fort Worth & Denver City has paid fines totaling $8,000 
on a plea of guilty in the federal court at Fort Worth, Tex., to 
eight counts of an indictment charging it with having granted 
Concessions in violation of the Elkins Act, according to advice re- 
ceived by the Commission. At the time the indictment was issued, 
according to a statement by Secretary Bartel, E. M. Vernon, gen- 
eral freight agent of the St. Louis Southwestern, at Amarillo, 
Tex.; E. C. Kuykendall, general agent of the F. W. & D. C., at 
Lubbock, Tex.; and R. E. Stroup, local freight agent of the 
F.W.&D. C., at Lubbock, pleaded guilty to charges of misbilling 
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in violation of section 10 (2) of the interstate commerce act, and 
were fined $250 each and were placed on probation for six months. 

The cases arose out of shipments of cotton from Lubbock, 
Tex., to East St. Louis, Ill., at the instance of the before-men- 
tioned individual defendants as cotton regins, thereby moving via 
the F. W. & D. C. and the Cotton Belt on a 56-cent rate, instead 
of the cotton rate of $1.33. The shippers, J. B. Pruden, of Browns- 
ville, Tex., and E. A. O’Connell, of St. Louis, Mo., according to the 
statement, were indicted for receiving concessions through the 
scheme of misbilling. Pruden pleaded guilty and was placed on 
probation for six months. 

“This case was investigated by the Commission’s Bureau of 
Inquiry and evidence was obtained with respect to 13 carload 
shipments which had been so misdescribed, the total rate defeat 
amounting to approximately $4,000,” the statement said. 

The Commission has been advised, says a statement by 
Secretary Bartel, that a plea of nolo contendere has been made 
by John J. Ryan & Sons, Inc., in the federal district court at 
Boston, Mass., to one count of an indictment against it under 
the Elkins act and a fine of $1,000 imposed, which has been 
paid. The indictment was in nine counts and charged the ac- 
ceptance of concessions from certain railroad companies on 
shipments of comber waste through the device of falsely billing 
such commodity as cotton factory sweepings. This matter was 
investigated by representatives of the Commission’s Bureau of 
Inquiry, who assisted the United States attorney in handling 
the case. 


PIPE LINE VALUATION 


In valuation docket No. 1249, Indiana Pipe Line Co., the 
Commission, by division 2, has tentatively found the final value, 
for rate making purposes, as of December 31, 1934, of the 
property of that carrier owned and used to be $2,725,000, and 
owned but not used, $325,016. 


RAIL AND PIPE LINE OIL RATES 


A hearing that took on something of the character of the 
place in which it was held, was held before Commissioner 
Splawn and Examiner Stiles in Chicago, beginning November 
15, in Docket 28106, Petroleum Rail Shippers’ Association vs. 
Alton and Southern et al. After it became apparent that the 
quarters set aside for the hearing on one of the upper floors 
of the Morrison Hotel were far too small to admit all 
who desired to attend, it was adjourned to the Casino, the 
hotel’s terraced night club, not in operation at the time. The 
commissioner, the examiner, the witness, and the reporter were 
placed on the stage, and the participants and spectators, several 
hundred in number, ranged themselves at the terraced tables. 

Many of those present were oil men in Chicago for the 
annual meeting of the American Petroleum Institute the same 
week. Rulings of the commissioner in favor of complaining and 
intervening companies were loudly applauded, and sallies by 
witnesses who, at times, oratorically addressed the assemblage 
instead of the bench and the record, evoked laughter and ap- 
plause, in spite of a statement by the commissioner that such 
things were out of place. 

The testimony, except for that of one complaining witness, 
was confined, in the first two days, to that by witnesses for 
interveners favoring the complaining side of the case. The bulk 
of the complaining testimony had been put in at sessions in 
Dallas, Texas, late in October. 

The burden of the testimony of interveners was that rates 
now in effect from the midcontinent petroleum producing terri- 
tory were such as to make it impossible for independent dis- 
tributors and jobbers to compete with others, principally the 
so-called major oil companies, which, through outright owner- 
ship or stock control, had available pipe line and water routes 
for the shipment of their petroleum products, principally gaso- 
line and lubricating oils. 

Typical of the testimony of eight such witnesses, operating 
as independents in Indiana, Illinois, Iowa and Wisconsin, was 
that of Russell S. Williams, president of Gaseteria, Inc., and 


‘Bonded Gas and Oil Company, Indianapolis, Ind. He said his 


markets had been narrowing progressively since the institution 
of gasoline pipe lines into Ohio and Indiana, and that he also 
was under competition from crude oil lines where local refin- 
eries had been built in consuming areas, and from major com- 
pany owned and controlled barges at water terminal points. 
Generally, he said, tank-wagon prices for gasoline were based 
on the current prices quoted in the Chicago Journal of Com- 
merce in the midcontinent field, plus the rail freight rate from 
that field to the consuming areas. The major companies, 
through their pipe lines and barge facilities, he said, were able 
to bring the products to their distributors at lower costs and 
thus to undercut the independents in their tank-wagon prices. 
As a result, he said, the independents had to abandon the mid- 
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continent independent refiners and purchase their gasoline, 
when they could get it, from the local refiners, thus reducing 
materially the tonnage hauled by the railroads. 

He said that, in effect, the major companies were according 
rebates to their distributors by waiving rentals on properties 
owned by the companies and operated by lessors. He also said 
that the major companies protected their advantage among 
themselves by “trading” gasoline, but that they refused to 
trade with independent distributors. 

S. H. Trainor, Wausau, Wis., independent jobber, said that 
the railroads serving the midcontinent field had lost from 3.3 
per cent to 48 per cent of their oil traffic between 1931 and 
1937, in a period when the total consumption of petroleum prod- 
ucts in the country was rising by 30 per cent. 

He said that, under present conditions, he got the gasoline 
he sold in Wisconsin from Chicago, where it was refined, but 
that he still paid the market price plus the midcontinent rail- 
road rate for it. 

Asked on cross examination, by Robert W. Fyfe, assistant 
traffic manager, Standard Oil Company, how he would benefit 
from a reduction in the rail rate providing there was a parallel 
reduction in the pipe line rate, he said his investment in his 
gasoline would be less by the amount of that reduction. A 
reduction of $25 in the charges on a carload, he said, would 
mean a reduction in capital investment of $1,000 on an inven- 
tory of 40 cars of gasoline, he said. 

The witness for complainants was R. R. Main, traffic man- 
ager, Danziger Refining Company, who said that the inability 
of his company to compete for the petroleum business in the 
states of Illinois, Indiana, Iowa, Ohio and Wisconsin had made 
it necessary to cease operations in a refinery in Longview, 
Texas, and to cut down operations in another in Tampa, Texas. 
He quoted from the testimony of W. S. Farish, president of the 
Standard Oil Company of New Jersey before the Temporary 
National Economic Committee about the relationship of major 
producers and the pipe lines. On Mr. Fyfe’s objection that the 
testimony ought not to be allowed to go in because Mr. Farish 
was not present for cross-examination, J. F. Lawrence, attorney 
for the complainants, retorted that there ought to be no objec- 
tion because the witness was reading from page 930 of the 
Traffic World of October 28, and because that magazine was 
“the railroad bible.” 

The witness also quoted figures from the National Petro- 
lieum News intended to show that, while independent refiners 
were losing money, the major companies, also losing on their 
refining operations, were more than making up the losses 
through their transportation operations. Despite the objections, 
the excerpts from both magazines were allowed by the commis- 
sioner to go in the record. 

Asked as to just what the complainants wanted the Com- 
mission to do about the conditions described, the witness sa‘d 
he thought the Commission ought so to fix the rates that all 
shippers would pay the same regardless of the transportation 
facility they used for the movement of their petroleum ship- 
ments. He said, also, that the Commission should see to it that 
all who desired to use them, could use the gasoline and crude 
pipe lines on the same basis. As it stood, he said, the majors, 
through the dividends they received from their interests in the 
pipe lines, actually were able to move their gasoline through 
the lines at costs that were from % cent to 2 cents under the 
rates paid by the independents. 

Defendant railroads and interveners on their behalf were 
scheduled to enter testimony when the independent oil men 
finished. It was believed that the hearing would come to a close 
by the end of the week. 


UTAH IDAHO CENTRAL RECEIVERSHIP 

The Commission, by division 4, in an order entered in 
Finance No. 12520, Utah Idaho Central Railroad Co. receiver- 
ship, has authorized three individuals to serve as a protective 
committee for holders of first mortgage gold bonds of the 
Utah Idaho Central Railroad in reorganization proceedings 
for the road under section 77. They are George S. Eccles, 
M. A. Browning, and H. A. Benning. 


MINIMUM ON PICK-UP FREIGHT 


The Commission, in No. 27425, official territory pick-up and 
delivery service, has denied a petition of the Illinois Central and 
the Missouri Pacific seeking reconsideration and modification of 
its order of October 13, 1936, so as to waive the operation of the 
minimum rate provision of 45 cents a hundred pounds. The 
Commission’s order required the maintenance of the 45-cent 
rate on less-than-carload freight between St. Louis, Mo., and 
Dubuque, Ia., on the one hand, and points in Illinois, on the other, 
accorded free pick-up and delivery service. Request for modifica- 
tion of the order was made by the carriers so they could com- 
pete with motor carriers for the traffic. They declared that be- 
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cause they were required to apply a minimum rate of 45 cents 
while their truck competitors were not required and did not 
observe a minimum rate, were losing, and would continue to 
lose, a substantial volume of merchandise traffic which they 
could handle at a profit on rates lower than 45 cents (see 
Traffic World, Oct. 14, p. 804). 


EXPORT RATES ON AUTOMOBILES 

The Commission has refused to suspend revised rates on 
unboxed automobiles, in carloads, for export, from Kenosha 
and Racine, Wis., to Gulf and south Atlantic ports, carried in 
Supplement 2 to export freight tariff 1016-H, I. C. C. 38 of 
Agent Joseph Hattendorf, and they became effective November 
16. Protest was made by the Port of New York Authority and 
the Baltimore Association of Commerce (see Traffic World, 
Nov. 11, p. 1046). 


EX-LAKE WATER COMPETITIVE GRAIN 


Eastern railroads, respondents in I. and S. No. 4618, ex- 
lake grain to north Atlantic ports, have filed a motion with 
the Commission to have it discontinue the proceeding on the 
ground that the issues therein have become moot. The rates 
under investigation in that proceeding are the reduced “at and 
east” water competitive rates on ex-lake grain from Buffalo 
and other lake ports to north Atlantic ports for export. A 
typical rate, according to the motion, is the Buffalo-New York 
rate of 8.33 cents a hundred or 5 cents a bushel rate. 

These rates, it is pointed out in the motion, are dated to 
expire with November 30, the approximate date of closing of 
navigation on the Great Lakes, New York state barge canal and 
the St. Lawrence River. The railroads point out that an order 
approving or condemning the rates could not be made effective 
in less than thirty days or a considerable time after they had 
expired by reason of the provision in the tariff limiting them 
to November 30, hence the suggestion that the proceeding be 
discontinued. 


COAL RATES IN ILLINOIS 

Investigation by the Commission of the refusal of the 
Illinois Commerce Commission, in its docket No. 25667, to 
allow increased intrastate rates on bituminous coal to become 
effective from producing points in Illinois to Rockford, Free- 
port, Dixon and other destinations in the territory north and 
west of Chicago, has been requested by Illinois railroads by 
their agent, R. A. Sperry. Because of the refusal of the IIli- 
nois commission to allow these intrastate rates to become 
effective, the Illinois railroads contend, they have been unable 
to make effective increased interstate rates on bituminous coal 
from western Kentucky mines to Illinois destinations, approved 
by the Commission in I. and S. No. 4368. By reason of the 
Illinois commission’s refusal to bring the intrastate rates up 
to the interstate rates prescribed by the Commission to the 
same destinations, the Illinois railroads say they are sustain- 
ing a loss on bituminous coal tonnage from Illino‘s, Indiana and 
west Kentucky mines to Beloit, Wis., and Rockford, Freeport, 
Dixon and related destinations of at least $100,000 a year. 


ROLLING STOCK ADDITIONS 


Class I railroads had 28.931 new freight cars on order 
on November 1, 1939. according to the Association of Amer- 
ican Railroads. On October 1 this year, they had 23,053 new 
— cars on order and on November 1, 1938, there were 
5,153. 

Of the new freight cars on order on November 1 this year, 
16,216 were coal cars, 11,492 were box cars and the remainder 
were miscellaneous cars, such as refrigerator, stock and flat 
cars. 

In addition, Class I railroads on November 1 this year 
had sixty-four new steam locomotives and seventy-two new 
electric and Diesel locomotives on order compared with sixty- 
eight steam and forty new electric and Diesel locomotives on 
order on October 1. On November 1, 1938, there were seven 
steam and twenty-eight new electric and Diesel on order. | 

Class I railroads in the first ten months of 1939 put in 
service 17,417 new freight cars, of which 10,418 were box and 
6.106 were coal cars. There also were put in service in that 
period 549 flat cars, 160 stock cars and ninety-nine refrigerator 
cars, along with eighty-five miscellaneous cars. In the same 
period last year 13,009 new freight cars were put in service. 

Class I railroads also put in service in the first ten months 
this year 196 new electric and Diesel locomotives and seventy- 
three new steam locomotives compared with ninety-eight ele¢- 
tric and Diesel and 160 steam locomotives put in service in 
the same period last year. 

Freight cars and locomotives leased or otherwise acquired 
are not included in the above figures. 
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Transportation Legislation 


Proposed “Codification” of Interstate Commerce Act Seen as Principal Obstacle to Final Action 
at Coming Session of Congress—Fight Against Water Carrier Regulation 
Also a Factor—Major Differences in Bills . 


(By Stanley H. Smith) 


Two “ifs” figure prominently in any effort to make a fore- 
cast of what Congress may do at its session beginning in 
January with the Senate and House versions of S. 2009, which 
embody proposed major transportation legislation. 

Such legislation will be enacted, it is believed, ‘“‘if’’ the 
Senate and House conferees reach an agreement to “codify” 
or not to “codify” as proposed in the Senate’s bill, and “if,” 
after such agreement has been reached and a conference 
report is submitted, opponents of regulation of water carriers 
by the Interstate Commerce Commission are not successful 
in blocking adoption of the report. 

Of the two, the “if” as to the so-called “codification” of 
the interstate commerce act appears at this time to involve the 
most serious obstacle to legislation. If “codification,” with 
amendments to existing law, as provided in the Senate bill, is 
insisted on by the Senate conferees, it is asserted, in House 
circles, there will be no legislation, because the House will not 
agree to such codification. If that assertion is borne out by 
developments, the Senate conferees will have to agree to a bill 
in the form of the House bill, if a conference report is to 
materialize. They may do that, it is suggested, rather than have 
no legislation, though they strongly favor the Senate form. 


Aside from the issue as to the form it shall take, the 
proposed legislation, if enacted, would add domestic water car- 
riers to the carriers now regulated by the Commission and 
enable it to regulate all such transportation more effectively. 


Water Carrier Agreement 


Since both bills provide for regulation of water carriers by 
the Commission, though the provisions are not identical, there 
is no doubt that the conferees will be able to reach an agree- 
ment on that subject, which is the most important one in the 
measures. The hitch will come—if there is one as to water 
carrier regulation—when the conference report is brought up 
for consideration. The opposition to water carrier regulation 
by the Commission is expected to be strongest in the House 
where a determined but unsuccessful effort was made to elim- 
inate the water carrier provisions from the House bill. The 
chances are favorable for approval of water carrier regula- 
tion as proposed, however, if the President and the congres- 
sional leaders really insist that the bill be made law. Water 
carrier regulation opponents have strength in Congress, but 
they probably are not strong enough to overcome support for 
the proposed legislation from the President, the railroads, and 
railroad labor groups. 


If the effort to obtain legislation along the lines proposed 
fails at the coming session, it would seem that it would be 
almost useless to try again. These proposals, whatever their 
shortcomings, are the culmination of efforts of leaders from the 
President down, to have Congress do something about the 
transportation problem—efforts that have extended over a 
period of many months. It was hoped that final action would 
be taken at the session that ended August 5, but passage by 
the House of its bill July 26, in the opinion of congressional 
leaders, came so late in the session that there was not time 
to permit adjustment of that bill with the Senate bill, passed 
May 25, before adjournment. 


Genesis of Bills 


The financial crisis confronting the railroads in the spring 
of 1938 caused President Roosevelt to ask Commissioners 
Splawn (chairman at the time), Eastman, and Mahaffie, of the 
Interstate Commerce Commission, “to present, somewhat hur- 
riedly and informally, recommendations relating to this serious 
situation. . .” The commissioners, comprising the so-called 
Committee of three” made their report and it, along with 
comment and suggestions from various government officials and 
others who had been called in conference by the President, was 
sent to Congress by the President April 11, 1938. In his special 
message on the subject the President put the problem up to 
Congress, with the expression of belief that some immediate 
legislation was necessary at that session in order to prevent 
Serious financial and operating difficulties. Congress at that 
Session, however, took no final action, though an effort was 


made to obtain enactment of a bill providing for RFC financial 
aid to carriers. 

The President took another tack in the fall of 1938, ap- 
pointing, September 23, a committee composed of three rail- 
road executives and three railroad labor chieftains, to consider 
the transportation problem and recommend legislation. This 
committee, which came to be known as the “committee of six,” 
reported to the President December 23. The President had 
the report sent, without comment by him, to the chairman of 
the interstate commerce committees of Congress. 

Clarence F. Lea, of California, chairman of the House 
committee on interstate and foreign commerce, started the 
transportation legislative ball rolling with the introduction Jan- 
uary 13, 1939, of H. R. 2531, a bill to redistribute the functions 
of the Commission with a view to more efficient exercise of 
rate-making authority; to extend the jurisdiction of the Com- 
mission in relation to the fixing of minimum rates, and rates 
for inland water transportation; and to create a railroad re- 
organization court. 

In writing his bill, Chairman Lea consulted with Commis- 
sioner Splawn and considered proposals in the reports of the 
committee of three and the committee of six, but decision as 
to what should go into the measure was made by the chair- 
man. Hearings on the bill were begun by Chairman Lea’s 
committee January 24 and on March 8 the chairman introduced 
H. R. 4862, which embodied the recommendations of the com- 
mittee of six. 

Meanwhile, Senator Wheeler, chairman of the Senate in- 
terstate commerce committee, and Senator Truman, member 
of the committee, using the committee-of-six bill as a base, 
prepared a transportation bill (S. 2009), which was introduced 
by them March 30. This bill represented a drastic modifica- 
tion of the committee-of-six bill, but the “codification” proposed 
in H. R. 4862 was followed. After hearings, the bill was re- 
ported, with amendments, to the Senate May 16. It was passed 
in the Senate May 25, with amendments. The House commit- 
tee reported its bill, as a substitute for the Senate bill, July 
18. The House passed the substitute, with amendments, July 
26. 

Both interstate commerce committees were assisted by 
experts from the staff of the Commission in the preparation of 
the bills. E. M. Reidy, junior assistant chief counsel of the 
Commission, worked with the Senate committee, and Examiner 
F. E. Mullen, on the staff of Commissioner Splawn, assisted 
the House committee. 


Differences Between Bills 


The Senate bill amends part I and part II of the inter- 
state commerce act, adds provisions for regulation of domestic 
water carriers by the Commission and “codifies” the new and 
old provisions. The House bill does not “codify” the present 
law but amends provisions in parts I and II and adds a new 
part III, applicable to water carriers. Opponents of the “codi- 
fication” proposed in the Senate bill base their objection 
chiefly on the ground that changes resulting from the “codifi- 
cation” and the amendments proposed produce virtually a new 
transportation act that will cause many legal problems to 
arise if it is made law. They say they do not oppose codifica- 
tion if it is undertaken separately but object to the act being 
amended and codified at the same time, as proposed in the 
Senate bill. 


Declaration of Policy 


Both bills contain a declaration of policy but the words 
used in expressing this policy are not identical. The declara- 
tion in the Senate bill follows: 


It is hereby declared to be the national transportation policy of 
the Congress to provide for fair and impartial regulation of all modes 
of transportation subject to the provisions of this act, so administered 
as to recognize and preserve the inherent advantages of each; to pro- 
mote safe, adequate, economical, and efficient service and foster sound 
economic conditions in transportation and among the several carriers; 
to encourage the establishment and maintenance of reasonable charges 
for transportation services, without unjust discriminations, undue 
preferences or advantages, or unfair or destructive competitive prac- 
tices; and to encourage fair wages and equitable working conditions 
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established through collective bargaining; all to the end of insuring 
the development and preservation of a national transportation system 
adequate at all times to meet most economically and efficiently the 
full needs of the commerce of the United States, of the postal service, 
and of the national defense. 

The House declaration includes the statement, “to en- 
courage fair wages and equitable working conditions,” but 
does not refer to “collective bargaining,” as does the Senate 
bill. The House declaration also specifically mentions “water, 
highway, and rail, as well as other means,” in the part relat- 
ing to developing, coordinating, and preserving a_ national 
transportation system. Further, the House declares for co- 
operation with the several states and the duly authorized 
officials thereof. It also says that all the provisions of the 
act shall be administered and enforced with a view to carrying 
out the declaration of policy. 

The declaration in the Senate bill is identical with that 
in H. R. 4862, the committee-of-six bill. Inclusion therein of 
the reference to “collective bargaining” reflects the viewpoint 
of the railroad labor members of that committee. 

The National Industrial Traffic League has pointed out 
that any declaration approved by Congress should contain 
proposals “to preserve and promote private ownership and 
operation of all forms of transportation,” and “to encourage 
competition.” 


Rate-Making Rule 


The two bills have virtually identical rules on the subject 
of rate-making, though the House bill has a proviso added in 
the House that nothing in this paragraph shall be construed 
so as to affect the long-and-short-haul provision of section 4. 
Both bills provide that, in order that the public at large may 
enjoy the benefit and economy afforded by each type of trans- 
portation, the Commission shall permit each type of carrier 
or carriers to reduce rates so long as such rates maintain a 
compensatory return to the carrier or carriers after taking 
into consideration overhead and all other elements entering 
into the cost to the carrier or carriers for the service rendered. 

The foregoing provision has disturbed those concerned with 
practical rate-making and a determined effort is to be made 
to get the House and Senate conferees to eliminate the lan- 
guage in a revision of the rate-making rule. A railroad objec- 
tion is that, if overhead and all other elements entering into 
cost for service are taken into consideration, the railroads will 
be barred from making rates to compete with highway and 
waterway carriers, which, the railroads say, are beneficiaries 
of direct and indirect public subsidies. These subsidies, it is 
argued, cover elements of cost in highway and waterway trans- 
portation that carriers in those fields would not have to con- 
sider in making rates, while the railroads would have to do so. 

Under the House bill, the Commission may prescribe such 
reasonable differentials as it may find to be justified between 
all-rail rates and the rail-water rates when it establishes joint 
rail-water rates. The Senate bill provides that the Commis- 
sion may and shall, where it finds it to be in the public interest, 
prescribe the minimum differential which shall apply in con- 
nection with the water route. 


Other Rate Provisions 


The House included in its bill, by amendment on the floor, 
a provision requiring, in effect, equalization of export rates on 
farm commodities with those in effect on products of manu- 
facture. The Senate bill does not have a similar provision. 
This amendment has been opposed on the ground that here 
is matter that should be left to the Commission—that the pro- 
vision would constitute congressional rate-making. 


Investigation by the Commission of interterritorial rates 
on manufactured products, agricultural commodities, and raw 
materials is directed by the House bill, though the Commis- 
sion may confine its investigation to commodities and rates as 
may be asked for specifically by shippers. The Senate bill 
provides for a similar investigation, but agricultural commodi- 
ties are not included. These provisions were put in the bills 
to appease the complainants against alleged interterritorial 
rate discriminations. 

The House bill would relieve consignors of shipper’s order 
shipments of liability for freight charges where specified notice 
is given. The Senate bill has no such provision. 


Long-and-Short-Haul Clause 


Repeal of paragraph (2) of section 4, of the interstate com- 
merce act, which prohibits increases in rates made to meet 
water competition except on a showine of changed conditions 
other than the elimination of such competition, is provided for 
in the House bill. The Senate bill repeals the equi-distant 
clause, applies the section to all common carriers, and pro- 
vides a procedural change that would permit rates approved 


The Traffic World 


Vol. LXIV, No. 21 





by the Commission to become effective at an earlier date than 
is now possible. Though the railroads and the committee-of- 
six urged repeal of the fourth section, they did not do so with 
much force. They faced the opposition of Senator Wheeler 
on that subject and, in view of that, preferred obtaining, if pos- 
sible, regulation of the water carriers by the Commission—a 
proposal to which the senator gave his support. 


Water Carrier Regulation 


Both measures, as pointed out, provide for regulation by 
the Interstate Commerce Commission of domestic water car- 
riers and, to the extent necessary to accomplish that result, 
transfer to the Commission regulatory powers of the Maritime 
Commission. 

Transportation by a contract carrier by water of com- 
modities in bulk in a vessel the cargo space of which is used 
for carrying not more than three such commodities at one 
time is exempted from regulation by the House bill. That bill, 
among other exemptions, exempts from regulation transpor- 
tation by water of liquid cargoes in bulk in tank vessels de- 
signed for use exclusively in such service and certified by the 
Secretary of Commerce under provisions of existing law. Such 
specific provisions are not contained in the Senate bill, but it 
exempts contract carriers by water in the transportation of 
commodities in bulk on the Great Lakes whose vessels, in the 
normal course of voyage, pass within the international waters 
between the United States and Canada and whose vessels com- 
pete in respect to the transportation of any such commodities 
in bulk with water of a foreign country. 


Regulation of Forwarders 


Regulation by the Commission of forwarding companies 
is provided for in the House but not in the Senate bill. The 
Senate interstate commerce committee has this subject under 
consideration by direction of a Senate resolution and action 
may be taken on it separately at the next session. 


Consolidation of Railroads 


Both bills repeal the requirement in the present law that 
the Commission shall prepare a plan for consolidation of the 
railroads to which, unless it is amended, consolidations and 
unifications of railroads shall conform. The House adopted 
an amendment to its bill providing that no unification “shall 
be approved by the Commission if such transaction will result 
in unemployment or displacement of employes of the carrier 
or carriers, or in the impairment of existing employment rights 
of said employes.” Enacted into law, this proviso would bar 
making effective virtually any unification, because employes 
would be affected as defined. The Brotherhood of Railroad 
Trainmen obtained inclusion of this amendment in the House 
bill. The Senate bill does not contain a similar provision, but 
it provides that the Commission shall require, as a prerequ'site 
of its approval of any proposed transaction, a fair and equitable 
arrangement to protect the interests of employes affected. It 
is expected the conferees will adopt a compromise provision 
with respect to protecting employes in consolidations, etc. 


Transport Investigation 


A board of investigation and research, whose authority 
would be terminated May 31, 1941, is provided for in the 
Senate bill. It would investigate and report with respect to 
the relative economy and fitness of rail carriers, water carriers, 
and motor carriers for transportation service, and with respect 
to subsidies or other governmental aids to transportation. The 
board would be composed of three members to be appointed 
by the President. The House bill does not contain similar 
provisions. 


Loans to Railroads 


The House b‘ll amends the Reconstruction Finance Cor- 
poration act to permit the RFC, in aid of reorganizations, etc., 
to purchase or guarantee the principal of or interest on securi- 
ties of a railroad or to grant loans on findings by the Commis- 
sion and the RFC that the prospective earning power of such 
railroad, together with the character and value of the security 
offered, furnish, in the opinion of both such agencies, reason- 
able protection to the corporation. Another amendment would 
give the RFC the right to dispose of collateral for railroad 
loans made by it. Provision is also made for extending the 
time within which loans made by the Reconstruction Finance 
Corporation may mature from January 31, 1945, to January 31, 
1955. Similar provisions are not in the Senate bill. 


Limitation on Actions 


The Senate bill provides a limitation per’od of eighteen 
months for all actions, while the House bill provides for a two- 
year period of limitation, instead of three years, within whic 
actions at law by carriers subject to Part I of the act may 
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be begun for recovery of their charges and making the same 
change with respect to actions by sh.ppers against carr‘ers for 
recovery of overcharges. No change is made in the present 
two-year period of limitation for the filing of complaints by 
shippers against carriers for recovery of damages not based 
on overcharges. 

Miscellaneous Provisions 


Under the Senate bill the Commission would have discre- 
tionary power to value the properties of motor and water car- 
riers while the House bill does not have a similar provision. 

The Commission would have jurisdiction over issuance of 
securities of all carriers under the Senate bill but the House 
bill does not include water carriers. 

Jurisdiction over common officers or directors of water 
carriers is given to the Commission by the Senate but not by 
the House bill. 

Licensing and regulation of brokers selling transportation 
by water is provided for by the Senate but not the House bill. 

Provision for apportionment of cost of altering or recon- 
structing rail or highway bridges to remove obstruction to 
navigation, between the government and the owner of the 
bridge, is made in the House, but not in the Senate bill. Presi- 
dent Roosevelt vetoed S. 1989, the bill passed at the last session 
containing similar provisions. 

Subject to release of claims to land, the House bill re- 
lieves the railroads from the land-grant provisions under which 
reduced rates apply on government traffic. The Senate bill 
contains no land-grant provisions. 

Both bills carry amendments authorizing railroads to issue 
passes to executive officers, general chairmen and counsel of 
employe organizations, to carry free or at reduced rates per- 
sons as well as property for the United States, and to carry 
free household goods and personal effects of railroad employes 
when transferred from one place to another. 

The Senate bill would repeal the provisions of section 15(4) 
of the interstate commerce act prohibiting the Commission 
from requiring a carrier to enter into a joint through routing 
arrangement if the carrier would be short-hauled thereby, but 
the House bill does not contain such a provision. 

The House bill exempts motor carrier operations of ex- 
press companies from Part II and subjects them to Part I 
of the act, while the Senate bill does not embody a similar 
exemption. 

The Commission is authorized by the House bill, but not 
by the Senate bill, to fix the compensation to be paid by rail- 
roads for non-railroad owned cars. 


Labor 


Though the interstate commerce committees were made 
aware of the view that, to improve relations between railroad 
management and employe, the railway labor act should be 
amended, neither the House nor Senate bill deals with that 
subject. The President’s committee of six said it had con- 
sidered proposals relating to labor relations but had laid them 
aside, “believing that they are in the main problems to be 
worked out to the extent possible in joint conference by these 
interests through collective bargaining, and if no solution can 
be found they may be urged upon the government or other- 
wise handled as the circumstances may appear to warrant.” 
Committees representing management and the employes now 
have under consideration proposals to meet objections, par- 
ticularly with reference to the National Railroad Adjustment 
Board, to developments under the railway labor act. The 
Association of American Railroads included in its “railroad 
program” proposals for amendment of the labor act but did 
not press for action in Congress after the committee of six 
had spoken. Generally speaking, railroad management spokes- 
men have contended that the railroads are not getting a fair 
“break” under the labor act. 

Originally enacted as an agreement between ra‘lroad man- 
agement and labor, and blessed by President Coolidge when 
he signed it May 20, 1926, as an effort to establish “self-gov- 
ernment” within the railroad industry, the railway labor act 
was amended June 21, 1934, to include provisions favorable 
to labor that have become the subject of controversy. The 
1934 amendment was opposed by spokesmen for railroad man- 
agement, who said it would tend to disrupt pleasant relations 
then existing between men and management. Under it em- 
Ployes ballot on whether or not they will be represented by 
this or that organization for purposes of collective bargaining, 
railroads are forbidden to have anything to do, financially or 
otherwise, with setting up and maintaining labor organizations, 
and the National Railroad Adjustment Board passes on dis- 
sr as to application of wage and working condition agree- 

ents. 
Subsidies 


As pointed out, the Senate bill establishes a board that 
Would investigate the controversial subsidy issue, among other 
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things, and, though the House bill has no similar provision, it 
is believed that the conferees will respond to the appeal that, 
at least, provision for study and report on that subject should 
be made. Chairman Eastman, of the Commission, who, as 
Federal Coordinator of Transportation, looked into this ques- 
tion and has had under consideration for many months a report 
on it, has said the study should be pursued further. The rail- 
roads have urged “equality of treatment in the matter of 
subsidies.” Railroads do not advocate a subsidy, they say, but, 
if “the policy of granting subsidies to highway, waterway, and 
air transport is to continue, no sound argument can be ad- 
vanced against granting the same type of subsidy to the 
railroads.” 

The job of getting at the facts in this controversy is a big 
one. It will have to be done, however, if there is to be 
economic peace in the transportation industry. The subs‘dy 
issue involves, of course, the tax issue—what taxes are paid 
by the competing agencies of transportation and where these 
taxes go and whether the agencies are paying enough for what 
they are getting from government. Here are fundamental 
issues in the field of transportation. The Senate would make a 
beginning at getting at a solution of them. The House thus 
far has ignored them. 


Other Legislation 


Pending before the House judiciary committee is S. 1869, 
the bill passed by the Senate creating a railroad reorganiza- 
tion court and designed to permit drastic financial reorgani- 
zations of railroads in receivership or trusteeship. There is 
substantial opposition to this measure. The outcome as to 
it is regarded as problematical. This bill is one of the results 
of the Wheeler railroad financial investigation. 

The Senate at the last session also sent to the House 
S. 2903, a bill to increase the power of the Commission so that 
it may prevent expenditure of carrier funds in purchasing 
securities held to be unnecessary for the legitimate operation 
of carrier business. Before the Senate interstate commerce 
committee, representatives of railroads said the bill, as revised, 
was not “unduly burdensome,” but there was no enthusiasm 
among them for its passage. The legislation is sought by 
the Commission. The bill is pending before the House com- 
mittee on interstate and foreign commerce. 

The campaign carried on under the supervision of John A. 
Hastings for establishment of postalized rates on the railroads 
was advanced at the last session by the Senate’s action in pass- 
ing S. J. Res. 58, authorizing a “preliminary” investigation of 
the proposal by the Commission and report thereon to Con- 
gress, the investigation to be confined to passenger rates. The 
railroads are putting up a strong fight against this resolution, 
which is now pending before the House committee on interstate 
and foreign commerce. If the resolution is made law, the 
Commission may be able to expose the fallacy of the proposal 
to the satisfaction of the congressmen. 

All bills pending at the close of the last session, August 5, 
are “alive” and retain the status attained by them at that 
time, and may be acted on at the next session without rein- 
troduction. This is due to the fact that the coming session 
will not be that of a new Congress but the third session of 
the Seventy-sixth Congress. 


GOVERNMENT OWNERSHIP DEBATE 


A debate on the subject, “Resolved, That the Federal Gov- 
ernment Should Own and Operate the Railroads,” intended as 
a model for those who are to take part in high school and col- 
lege debates on the same subject in the coming months, was 
broadcast over the blue network of the National Broadcasting 
Company the afternoon of November 15. Participants on the 
affirmative side were Norman Thomas, three-time candidate 
for the presidency on the Socialist ticket, and H. W. Laidler, 
executive director of the League for Industrial Democracy, and 
former candidate for the governorship of New York on the 
Socialist ticket; and on the negative side, R. S. Henry, assistant 
to the president in charge of public relations, Association of 
American Railroads, and Samuel B. Pettengill, former con- 
gressman from Indiana and former member of the House com- 
mittee on interstate commerce. W. Hayes Yaeger, professor, 
department of public speaking, George Washington University, 
presided. 

Mr. Thomas made the opening statement. The burden of 
his argument was that the government ought to take over and 
run the railroads because private management had made a 
failure in its attempt to do so. Fifty years ago, he said, the 
argument for government ownership lay largely in the corrup- 
tion of railroad financiers and the ‘“public-be-damned” attitude 
of management. Neither of these had wholly disappeared, he 
said, citing the recent affairs of the Pennroad Corporation and 


the Allegheny Corporation as evidences of the continuation of 
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financial mismanagement, and the absence of electric fans and 
other comforts on suburban trains as evidence of indifference 
to public needs. 

He admitted that the railroads had made some improve- 
ments in the last twenty years, but said they were not nearly 
what might have been expected in an era of such great scien- 
tific and technical progress. Railroads were prone to blame 
most of their troubles on the inroads of other forms of trans- 
portation, he said. He admitted there was some truth in that 
and said he believed certain unfair advantages of railroad com- 
petitors ought to be removed. The great trouble, he said, was, 
however, the inefficiency of railroad management. 

He said that, under government ownership, much of the 
freight now moving on the highways would be turned over to 
the railroads. Although he did not specifically say so, the in- 
ference was that, once the railroads had been taken over, other 
forms of transportation would follow, and shippers’ traffic 
would move by means of the transportation instrumentality the 
government thought best fitted to carry it. Other advantages 
to follow, he said, included stabilization of employment and 
wages, the latter of which he said were not now too high; 
elimination of the evils of overcapitalization and a cessation of 
expenditures of $1,000,000 a day on wasteful propaganda; re- 
ductions in bonded debt and fixed charges; the bringing about 
of consolidations and coordinations at great savings and conse- 
quent reductions in rates and charges, and the ending of the 
expensive and busy railroad lobby. 

In short, he summed up, under government ownership, the 
railroads would be operated for use and not for profit. The 
result would be lower rates and fares, he insisted, but, he 
added, even should a deficit result, the advantages that would 
come to the public from lowered commodity prices would more 
than offset the taxes necessary to meet the deficits. 


Negative Argument 


Mr. Henry, in the first statement for the negative, said 
he wondered just what the argument of the affirmative was. 
Thirty years ago, he said, the agitation for government owner- 
ship was based on the fact that the railroads were making 
too much money. Today, he said, it was based on the fact that 
many of them could not make money and were bankrupt. As 
a matter of fact, the railroads were not so badly off at the mo- 
ment, he said, pointing to the adequate job they were doing and 
the fact that they were paying the highest wages under the best 
working conditions in their history as proof that they were 
far from breaking down under private management. 

He said it was a stock phrase among the proponents of 
government ownership that the railroads had to be taken over 
in 1917 because they had broken down. The fact was, he said, 
that the railroads were getting along all right until the receiv- 
ers of freight—notably the government—began to use freight 
cars for warehouses, leaving a shortage of equipment for the 
job of transportation. By the use of priority orders, the gov- 
ernment managed to untangle the situation after it took over, 
but he said, had private managers had similar powers, the 
snarl would never have developed. 

He quoted figures used by Fitzgerald Hall in a speech 
in Chicago the week before (see Traffic World, November 11, 
p. 1059) to show that actual transportation costs had gone 
up instead of down in the period of federal control. Compared 
to the money lost in that experiment, he said, the so-called 
“propaganda” expenditures mentioned by Mr. Thomas were 
“positively piddling.” 

In each of eight years since 1920, he said, the railroads 
had handled more traffic than in the war peak, with a pro- 
gressively lower debt and with less equipment. The best 
proof that the railroad plant was today in pretty good shape, 
he said, was the fact that it had handled in the two most re- 
cent months the largest upswing of traffic in its history with- 
out a single complaint to the Commission’s bureau of service. 

He said he wondered where the government could reduce 
costs radically. Nearly ninety per cent of the railroad dollar 
now was going out in wages, fuel, pensions, taxes, and other 
irreducible expenses, he said, and the net return on investment 
last year was only 1% per cent. He said no such radical move 
as the taking over of the railroads by the government—and 
the natural consequence, as shown by Mr. Thomas’ remark 
about the government taking traffic off the highway, of taking 
over all transportation—was necessary. The cure could be 
effected simply, he concluded, by fair and impartial treatment 
by the government of all forms of transportation. 

Mr. Laidler’s time was occupied largely by a description of 
the plan of government ownership put forward by former Co- 
ordinator Eastman and by Senator Wheeler in his govern- 
ment ownership bill of 1935. He said that was a good plan and 
ought to be adopted, since experience with regulation since 1887 
proved that regulation could not cure railroad evils. He said 
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the net result of government ownership would be order and 
economy to replace the chaos and duplication of present railroad 
services and operations. The government he said, could “liqui- 
date” interest on “fictitious assets,” could eliminate commissions 
now paid to financial houses, could reduce administrative ex- 
penses, and could make other important economies by joint use 
of shops and other facilities, by standardization of equipment, by 
pooling of purchases, by eliminating legal, advertising and sales 
expenses, and by eliminating the costs of regulation. Railroad 
labor, which, he said, was “the victim of economic insecurity” 
under wages averaging less than $100 a month, would also benefit. 

Finally, he asserted, government ownership of the rail- 
roads, would be a step in the direction of democracy, because, 
under such a plan, they would be operated by the people for 
the people’s benefit, instead of being operated for the benefit 
of and as the plaything of a small group of magnates and 
financiers. 


Would Mean Natural Insolvency 


Mr. Pettengill said that, purely as a financial matter, there 
was more danger in the present talk of government ownership 
of the railroads than from possible interference from foreign 
nations. At the lowest fair figure—the $18,000,000,000 par 
value of investments estimated by the Commission—he said, 
the increase in national debt resulting from payment for the 
railroads in government securities would gravely endanger the 
national economy. The resulting increase in taxes, he said, 
would also fall as a heavy burden on the people of the country. 
And that burden, he added, would be increased by continuing 
and increasing railroad deficits because, in his opinion, at 
least, politicians were not so wise and far seeing as to be able 
to run the railroads without creating and maintaining such 
deficits. 

In his rebuttal, Mr. Henry said that, so far as he could 
ascertain, neither of the upholders of the affirmative had done 
anything other than recite the difficulties of the railroads. He 
said he did not think operating under deficits in the past years 
meant bad management. Government itself was doing that, 
he said. Similarly, he said, he saw nothing in the complicated 
and overlapping of governmental bodies and functions to in- 
dicate that the government would easily and naturally elimi- 
nate duplications and bring about coordinations in railroad 
operations to which the managers were not now alive. He 
said he was willing to admit that the government might, if it 
took the railroads over, reduce rates; but it could not reduce 
costs, so that the net result would be heavy taxes to meet 
deficits. Several states and the federal government itself had 
made their experiments in railroad ownership and operation, 
he said, and they had, in every case, been glad to get out from 
under; for the government now to embark on a permanent 
plan of that kind would be a step backward—a step toward 
Fascism in this country. 

Mr. Thomas, in his rebuttal, said that, regardless of what 
the railroads had done in the way of handling recent traffic 
increases, they were sadly run down, and he quoted from 
what he called “the railroads’ own organ, or partial organ,” 
the Railway Age, as to their unpreparedness to handle emer- 
gency traffic. There need be no apprehension about politics in 
the railroad business, he said, because the proposal to take 
over the railroads by the government included their continuing 
operation in the hands of railroad men. The improvement 
would come, he said, because those men could keep both eyes 
on their job of serving the public instead of keeping only one 
eye on that job and the other on the interests of the stock- 
holders. The government seemed to be able to run the schools, 
the Panama Canal, and the municipal water systems pretty 
well, he said. and there was no reason why it could not do so 
as well with the railroads. 

He said that Mr. Pettengill, in his statement about in- 
creases in the public debt, had missed the point. There was a 
vast difference between a debt incurred for building a battle- 
ship, from which there could be no return, and one for buying, 
for instance, the American Telephone and Telegraph Company, 
which had an annual net return of nine per cent on its capital- 
ization, he said, implying if not saying outright, that, under 
government operation, the railroads could be made to earn 
enough eventually to retire the debt created by their being 
taken over. 


RAIL FIGHT FOR FORWARDER TRAFFIC 

Without disclosing its position in the suspected fight, if it 
has one, the Central States Motor Freight Bureau, Inc., has 
asked leave to intervene in fourth section application No. 18072, 
made by the Pennsylvania and railroads associated with it (se¢ 
Traffic World, Nov. 11, p. 1053). It asserts it has a definite 
interest in the matter inasmuch as the temporary fourth sec- 
tion relief that has been granted applies to rates published and 
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effective between the points in the territory served by its mem- 
bers, and because many of its members are competing for the 
traffic referred to by the railroads in their petition for relief. 

The bureau declares it desires to be of service to the Com- 
mission in developing the full facts relating to the fourth sec- 
tion relief. It adds that if permission to intervene is granted’ 
to it its participation in the proceedings will not broaden the 
issue. It says it desires to be represented by counsel, to pre- 
sent witnesses and to participate in the cross examination, file 
briefs and participate in the oral argument if oral argument is 
granted. 


FREIGHT FORWARDING INVESTIGATION 


The Traffic World New York Bureau 


The board of directors of the Merchants’ Association of 
New York has authorized the traffic bureau of the association 
to appear before the sub-committee of the Senate committee 
on interstate commerce, when hearings are held on Senate 
Resolution 146, to urge legislation placing forwarding com- 
panies under Commission regulation and to oppose legislation 
requiring the railroads to turn over their less-carload traffic 
to the Railway Express Agency. 

The action of the association’s board was on a report of 
its committee on transportation, W. G. Patton, chairman, and 
was made public November 15 by John Lowry, president 
of the association. 

The report said that, although the carloading companies, 
through their consolidating operations, were affording the ship- 
pers superior and economical service, it was advisable that they 
should be declared common carriers by Congress so that their 
through rates could be filed with the Commission and so that 
the Commission could consider them as common carriers 
rather than as shippers for purposes of regulation. 

While there was nothing in the law now to prevent the 
railroads from turning over their merchandise freight to the 
Railway Express Agency, “if they care to do so,” the commit- 
tee said it felt that the adoption of legislation requiring them 
to do so “would take away from the railroads the managerial 
discretion which they have always exercised.” 

“Upon receiving the report from the committee,” . said 
President Lowry’s statement, “the board voted to authorize 
the bureau to take part in the hearings and point out the ad- 
vantages of consolidation to the general shipping public and 
to take the following attitude with respect to the handling of 
less-carload freight: 


That carloading companies should be separate entities, if they are 
to continue in existence. Whether this (freight consolidation) shall 
be done by the companies now operating or by the Railway Express 
Agency is a question which the railroads themselves should decide. 


That, under the present set-up, there is no undue discrimination be- 
tween localities. 


That, if carloading companies are to continue to operate, they 


should be placed under regulation by the Interstate Commerce Com- 
mission. 


REVENUE FREIGHT LOADING 


Loading of revenue freight the week ended November 11 
totaled 785,961 cars, according to the Association of American 
Railroads. This was an increase of 149,515 cars or 23.5 per 
cent above the corresponding week in 1938, an increase of 
100,035 cars or 14.6 per cent above the same week in 1937, and 
a ~ ipa of 19,901 cars or 2.5 per cent below the preceding 
week. 

All districts reported increases compared with the corre- 
sponding week in 1938. All districts, except the Southwestern, 


— increases compared with the corresponding week in 
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1939 1938 1937 

ee ge 2,302,464 2,256,717 2,714,449 
4 weeks in February .............. 2,297,388 2,155,536 2,763,457 
SG WOE Th TERE co ccccccccscccecces 2,390,412 2,222,939 2,986,166 
ee | ee 2,832,248 2,649,960 3,712,906 
ee ee 2,371,893 2,185,822 3,098,632 
Re eee 2,483,189 2,170,778 2,962,219 
DN DONE i vcncc cwcecnesenee oe 3,214,554 2,861,821 3,794,249 
re 2,689,161 2,392,071 3,100,590 
5 weeks in September .............. 3,844,358 3,243,511 4,013,282 
4 weeks in October ................ 3,374,943 2,842,632 3,156,533 
Week ended November 4 ........... 805,862 672,967 728,765 
Week ended November 11 ........... 785,961 636,446 685,926 
a has pase benckncevaneoeeds 29,392,433 26,291,200 33,717,174 


Revenue freight loading by districts the week ended No- 
vember 11 and for the corresponding period last year was 
reported as follows: 


Eastern district: Grain and grain products, 7,980 and 6,439; live 
stock, 1,262 and 1,200; coal, 28,586 and 24,294; coke, 3,301 and 1,535; 
forest products, 1,631 and 1,104; ore, 5,325 and 2,343; merchandise, L. 
C. L., 29,505 and 37,103; miscellaneous, 71,110 and 58,238; total, 1939, 
158,700; 1938, 132,256; 1937, 145,799. 

Allegheny district: Grain and grain products, 4,880 and 3,572; live 
stock, 897 and 942; coal, 39,357 and 28,781; coke, 4,894 and 2,364; forest 
products, 1,075 and 705; ore, 12,531 and 3,022; merchandise, L. C. L., 
28,789 and 25,984; miscellaneous, 73,781 and 49,660; total, 1939, 166,204; 
1938, 114,940; 1937, 126,418. 

Pocahontas district: Grain and grain products, 281 and 268; live 
stock, 208 and 201; coal, 44,852 and 35,619; coke, 503 and 494; forest 
products, 663 and 462; ore, 528 and 248; merchandise, L. C. L., 5,822 
and 5,765; miscellaneous, 6,258 and 5,593; total, 1939, 59,115; 1938, 
48,650; 1937, 50,278. 

Southern district: Grain and grain products, 2,661 and 2,269; live 
stock, 1,126 and 1,106; coal, 19,596 and 15,879; coke, 550 and 312; forest 
products, 11,613 and 9,814; ore, 1,114 and 946; merchandise, L. C. L., 
27,883 and 28,212; miscellaneous, 43,137 and 35,355; total, 1939, 107,680; 
1938, 93,893; 1937, 102,430. 

Northwestern district: Grain and grain products, 8,952 and 7,929; 
live stock, 3,868 and 4,292; coal, 7,931 and 7,591; coke, 1,691 ad 1,427; 
forest products, 9,457 and 6,485; ore, 31,329 and 4,729; merchandise, L. 
C. L., 19,041 and 19,057; miscellaneous, 34,734 and 29,851; total, 1939, 
117,003; 1938, 81,361; 1937, 85,035. 

Central Western district: Grain and grain products, 9,012 and 8,124; 
live stock, 8,334 and 8,362; coal, 10,870 and 11,092; coke, 215 and 164; 
forest products, 6,935 and 4,962; ore, 4,709 and 5,339; merchandise, L. 
C. L., 24,753 and 24,921; miscellaneous, 57,055 and 52,195; total, 1939, 
121,883; 1938, 115,159; 1937, 119,910. 

Southwestern district: Grain and grain products, 3,931 and 3,402; 
live stock, 1,955 and 1,958; coal, 4,479 and 4,528; coke, 113 and 79; for- 
est products, 4,449 and 3,311; ore, 340 and 153; merchandise, L. C. L., 
10,942 and 11,250; miscellaneous, 29,167 and 25,506; total, 1939, 55,376; 
1938, 50,187; 1937, 57,056. 


RAILROAD EARNINGS 


Preliminary reports from 90 Class I railroads, representing 
81.8 per cent of total operating revenues, received by the Asso- 
ciation of American Railroads, showed that those railroads, in 
October, 1939, had estimated operating revenues amounting to 
$339,895,107 compared with $289,279,715 in the same month of 
1938, and $394,561,926 in the same month of 1930. Operating 
revenues of those roads in October, 1939, were 17.5 per cent above 
those for October 1938, but 13.9 per cent below October, 1930, 
says a statement by the association, which added: 


Freight revenues of the Class I railroads in October, 1939, amounted 
to $285,783,788 compared with $238,447,300 in October, 1938, and $315,- 
438,979 in October, 1930. Freight revenues in October, 1939, were 19.9 
per cent above the same month of 1938, but 9.4 per cent below the same 
month in 1930. 

Passenger revenues in October, 1939, according to these prelimi- 
nary reports from 90 Class I railroads totaled $27,961,865 compared with 
$26,821,733 in October, 1938, and $44,792,762 in October, 1930. For the 


Revenue Freight Car Loading—Week Ended Saturday, November 11 


Grain and Live 
grain prod. stock Coal 

1939 37,697 17,650 155,671 
EE ee 1938 32,003 18,061 127,784 

1937 38,296 18,490 143,820 
Preceding week November 4...... 1939 37,530 19,839 159,476 
Per cent increase Over.........++. 1938 17.8 21.8 
Per cent decrease under.......... 1938 2.3 
Per cent increase over........... 1937 8.2 
Per cent decrease under......... . 1937 1.6 4.5 

1939 1,696,229 601,235 5,308,472 
Cumulative 45 weeks to Nov. 11. J 1938 1,739,288 604,318 4,625,748 

1937 1,554,148 628,732 6,086,071 
Per cent increase over............ 1938 14.8 
Per cent decrease under.......... 1938 2.5 a) 
Per cent increase over........... 1937 9.1 
Per cent decrease under........... 1937 4.4 12.8 
—_—_—_—_—_. 


Per cent to 15 year average, 95.9. 


Forest Mdse. 

Coke products Ore L.C.L. Miscellaneous Total 
11,267 35,823 55,876 156,735 315,242 785,961 
6,375 26,843 16,780 152,202 256,398 636,446 
6,983 27,384 17,588 161,311 272,054 685,926 
12,121 37,380 56,976 159,157 323,383 805,862 
76.7 33.5 233.0 3.0 23.0 23.5 
61.3 30.8 217.7 15.9 14.6 

2.8 

330,857 1,359,059 1,490,610 6,813,917 11,791,244 29,382,433 
226,141 1,232,242 776,935 6,689,819 10,396,709 26,291,200 
465,560 1,659,780 2,146,083 7,485,715 13,691,085 33,717,174 
46.3 10.4 91.9 1.9 13.4 11.8 
28.9 18.1 30.5 9.0 13.9 12.8 
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month of October, 1939, they were 4.3 per cent above the same month 
in 1938, but 37.6 per cent below the same month in 1930. 


Eastern District 


Thirty-five Class I railroads, representing 90.1 per cent of total op- 
erating revenues of the eastern district, in October, 1939, had estimated 
operating revenues of $187,062,176 compared with $150,928,589 in October, 
1938, and $209,938,814 in October, 1930. Operating revenues of the 35 
Class I railroads in the eastern district in October, 1939, were 23.9 per 
cent above the same month in 1938, but 10.9 per cent below October, 
1930. 

Freight revenues of those railroads in October, 1939, amounted to 
$155,272,785 compared with $121,814,239 in October, 1938, and $162,404,701 
in October, 1930. Freight revenues of those railroads in October, 1939, 
were 27.5 per cent above the same month in 1938, but 4.4 per cent below 
the same period in 1930. 

Passenger revenues of those roads in October, 1939, totaled $17,- 
321,300 compared with $16,506,891 in October, 1938, and $28,389,893 in 
October, 1930. Passenger revenues in October, 1939, showed an increase 
of 4.9 per cent compared with October, 1938, but a decrease of 39.0 per 
cent compared with October, 1930. 


Southern District 


Nineteen Class I railroads, representing 68.2 per cent of total oper- 
ating revenues in the southern district had estimated operating revenues 
in October, 1939, of $33,889,259 compared with $30,356,507 in October, 
1938, and $35,871,018 in October, 1930. Operating revenues of the 19 
Class I railroads in the southern district in October, 1939, were 11.6 
per cent above those for the same month in 1938, but 5.5 per cent below 
October, 1930. 

Freight revenues of those railroads in October, 1939, amounted to 
$29,651,544 compared with $25,925,604 in October, 1938, and $29,548,207 
in October, 1930. Freight revenues of those railroads in October, 1939, 
were 14.4 per cent above the same month in 1938, and 0.3 per cent above 
the same month in 1930. 

Passenger revenues of those roads in October, 1939, totaled $2,080,- 
174 compared with $2,148,798 in October, 1938, and $3,545,933 in October, 
1930, being 3.2 per cent below October, 1938, and 41.3 per cent below 
October, 1930. 

Western District 


Thirty-six Class I railroads, representing 76.4 per cent of total op- 
erating revenues in the western district, had estimated operating rev- 
enues in October, 1939, of $118,943,672 compared with $107,994,619 in 
October, 1938, and $148,752,094 in October, 1930. Operating revenues of 
the 36 Class I railroads in the western district in October, 1939, were 
an increase of 10.1 per cent compared with the same month of 1938, 
but a decrease of 20.0 per cent compared with October, 1930. 

Freight revenues of those railroads in October, 1939, amounted to 
$100,859,459 compared with $90,707,457 in October, 1938, and $123,486,071 
in October, 1930. Freight revenues of those railroads in October, 1939, 
were 11.2 per cent above the same month in 1938, but 18.3 per cent 
below the same month in 1930. 

Passenger revenues of those roads in October, 1939, amounted to 
$8,560,391 compared with $8,166,044 in October, 1938, and $12,856,936 in 
October, 1930. Passenger revenues of those railroads in October, 1939, 
were 4.8 per cent above the same month in 1938, but 33.4 per cent below 
the same month in 1930. 


RATES AND THE TRANSPORT PROBLEM 


“The American people have not paid a fair price for trans- 
portation service when measured in terms of what they have 
been required and willing to pay for other essential services 
and products,” said W. J. Williamson, general traffic manager, 
Sears, Roebuck and Company, Chicago, at a dinner of the 
Women’s Traffic Club of Greater New York, November 14. 
The user of transportation was thus in no small part respon- 
sible for the present transportation problem, he said. 

“Either we have demanded service of an expensive luxury 
type, or rates have been too low, or the fear of monopoly has 
encouraged the establishment of altogether too many carriers,” 
he said. He pointed out that the 1938 operating ratio of 18,000 
truck lines was 99.65, leaving practically nothing for interest, 
dividends, or new equipment; that “privately owned for-hire 
water carriers have been in constant financial distress for the 
last 25 years’; that air lines have continued to exist only by 
the grace of government subsidy, and that railroads as a whole 
showed a deficit of $123,000,000 in 1938. 

“Transportation has cost more to provide and perform 
than shippers and travelers have paid to the carriers,” he said. 
There was evidence to show that, for at least forty years, the 
shipper and traveler had been reluctant “to pay a compensatory 
price for transportation,” he said. In addition, he said, the 
insistence on competition had become destructive. 

Reasonable competition, he said, stimulated a business to 
serve its patrons better; but competition in transportation had 
reached a point where it had become war—‘“a war of epithets 
and words,” with the printed book “of vest-pocket size” as 
ammunition. The war, he continued, had taken on “a crazy 
pattern of contradiction and insincerity.” If it did not end 
soon, he said, the people would cry, “a plague on all your 
houses,” and the legislation necessary to prevent government 
ownership of transportation would not be forthcoming. 

Such legislation, as well as changes in the industry itself, 
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must come if private ownership in transportation was to con- 
tinue, he said. Business prosperity alone would not save the rail- 
road, he said, because their taxes would continue high, their 
retirement pension payments would continue to be almost three 
times similar taxes paid by other business, and there would 
“be further increases in labor, material, and supply costs. 
“These factors increase the costs of railroad operations,” 
he said, “but, at the same time, income has gone down due to 
the increasing competition from other forms of transportation.” 
Truck compelled and water compelled rate decreases con- 
tinued, he said, as did land grant rates and the “arbitrary re- 
striction of agricultural production and the destruction of 
agricultural products already raised.’’ Because of these things, 
he said, he could not “foresee any permanent prosperity for 
the railroads . . . The more their business increases, the more 
oppressive are the burdens already laid on them.” 





EQUIPMENT PURCHASE ARRANGEMENTS 


An application for authority to sell an issue of not exceed- 
ing $1,335,000 of equipment trust certificates to the Reconstruc- 
tion Finance Corporation has been filed by the Texas & Pacific 
Railway Co. with the Commission in Finance No. 12636. Sale 
of the certificates is to finance the cost of 500 fifty-ton steel 
box cars at a total outlay of $1,343,700. The certificates will 
bear interest at the rate of 3 per cent, and will mature serially 
in fifteen years in semi-annual installments of $89,000 each. 

The Delaware, Lackawanna & Western has asked the Com- 
mission in Finance No. 12637 to approve purchase by the RFC 
of not exceeding $3,100,000 of 2% per cent 10-year serial 
equipment trust certificates to finance the purchase of 1,100 
freight cars. The cars are to consist of 500 fifty-ton all-steel 
box cars, 500 fifty-ton all-steel hopper cars, and 100 all-stee] 
gondola cars, estimated to cost $3,100,000. The equipment is to 
be financed by an equipment trust under the so-called Phila- 
delphia plan. 

“In consideration of said interest rate,” says the applica- 
tion, “the applicant will agree that it will expend for labor and 
materials for construction in its shops and maintenance on its 
railroad of its equipment, during the fourteen months commenc- 
ing November 1, 1939, and ending December 31, 1940, $1,240,000 
over and above $5,619,316, representing the average annual ex- 
penditure for maintenance of its equipment during the last 
seven years.” 

In Finance No. 12635 the Delaware, Lackawanna & West- 
ern has asked the Commission for authority to assume obliga- 
tion “s liability of the certificates to be designated as 
series “C.” 


STATE OF RAIL EQUIPMENT 


; A compilation showing the state of rail equipment, that 
is, cars awaiting repairs, cars installed and on order, etc., has 
been sent to transportation officers of Class I roads by W. C. 
Kendall, chairman of the car service division of the Associa- 
tion of American Railroads. The compilation was in response 
to requests for information of that sort by Shippers Advisory 
Boards. 

With respect to freight cars awaiting repairs, the compila- 
tion shows that all box cars have. been reduced from 78,196, 
as of September 1, to 67,110 as of October 15; open top cars, 
from 130,402, as of September 1 to 100,425, as of October 15; 
and all cars, including other types, from 224,603, as of Sep- 
tember 1, to 181,295, as of October 15. 

The number of freight cars put in service in the period, 
January 1 through September 30, totaled 14,704, made up of 
9,034 plain box, 186 auto box, 99 refrigerator, 4,879 coal, 160 
stock, 261 flat, and 85 of other types. The number of new 
cars on order as of October 1 totaled 23,053, made up of 5,374 
plain box, 2,513 auto box, 25 refrigerator, 14,430 coal, 100 
stock, and 611 flat. 

Other figures dealt with in the compilation relate to freight 
car surplus and shortage for the period ended October 14 (see 
Traffic World, Nov. 4, p. 985). 


RAIL PENSION DATA 


Federal tax collections from carriers and their employes 
under the carriers’ taxing act in October amounted to $1,170,- 
676, bringing collections for the first four months of the fiscal 
year, 1939-40, to $30,054,749, according to the Railroad Retire- 
ment Board. From the beginning of operation to the end of 
October, the board said, tax collections totaled $289,352,190, 
of which $109,256,539 was collected in the fiscal year, 1938-39. 

A total of $8,578,701 a month was being paid on 136,402 
claims under the railroad retirement act, as of the end of Oc- 
tober. The number of claims in force, the board said, increased 
over the previous month by 1,074 and the monthly amount 
payable by $74,257. The net addition, it added, was smaller 
than for September, but was larger than for July and August. 
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The board pointed out that the number of employe an- 
nuities in force continued to increase and the number of pen- 
sions to decrease. Employe annuities at the end of October 
constituted 70.1 per cent of total claims in force as compared 
with 69.5 per cent at the end of the preceding month, 68.2 
per cent at the end of June, 1939, and 58.1 per cent at the 
end of June, 1938. Pensions in force, the board said, con- 
stituted 28 per cent of the total claims at the end of October 
this year, 28.5 per cent at the end of September this year, 29.9 
per cent at the end of June this year, and 40.6 per cent at the 
end of June last year. The proportion of survivor annuities 
in force, it added, had increased from 0.7 per cent at the end 
of June, 1938, to 1.4 per cent at the end of September and Oc- 
tober, 1939. The proportion of death benefit annuities has re- 
mained about the same, 0.6 per cent. 


REPRESENTATION OF EMPLOYES 


The National Mediation Board has certified that the Order 
of Railroad Telegraphers has been duly authorized to repre- 
sent the craft or class of station agents, assistant agents and 
telegraphers employed by the Macon, Dublin and Savannah 
Railroad Co. for purposes of the railway labor act. The board 
also has certified the Brotherhood of Maintenance of Way 
Employes as representing all employes in the maintenance of 
way and structures department below the rank of supervisor 
or general foreman employed by the Macon, Dublin and Sa- 
vannah, the Union Railroad Employes’ Association as repre- 
senting yard foremen and helpers employed by the Union Rail- 
road Company, and the International Association of Machinists 
as representing airline mechanics, specialists, their helpers and 
apprentices of Eastern Air Lines, also for the puspose of the 
railway labor act. 


RAIL UNEMPLOYMENT INSURANCE 


Applications for certificates of benefit rights received under 
the railroad unemployment insurance act totaled 2,803 in the 
week ended November 3, according to the Railroad Retirement 
Board. This, the board said, was the largest number of appli- 
cations received in the regional offices.since the week ended 
September 15 and represented a substantial increase over the 
level maintained in the previous three weeks of slightly less 
than 2,100 applications. The rise, it added, had occurred in 
all but the Cleveland, Richmond and Atlanta regions. The 
figure for applications received, the board said, indicated the 
number of eligible employes who had become unemployed for 
the first time since the beginning of unemployment insurance 
operations. The rise over previous weeks, the board says, 
probably reflects a reduction of maintenance of way employ- 
ment expected about this time of the year. 

A total of 19,529 unemployment insurance claims was re- 
ceived in the regional offices in the week ended November 3. 

“The receipts for this week must be compared with the 
claims received two weeks before, four weeks before, six 
weeks before, and so on, since the number of claims received 
tends to rise and fall in alternate weeks,” says the board. ‘This 
comparison indicates a continued reduction in the number of 
claims received since the second half of September. The only 
regions in which the number of claims received increased from 
the previous comparable week were Minneapolis, Seattle and 
San Francisco. This was true also of claims received dur- 
ing the week ended October 27. The rise in these regions 
probably reflects an earlier reduction in maintenance of way 
employment in the northwest than in the rest of the country. 
Outside of these regions claims receipts show no indication of 
decreasing employment although some reflection of it may be 
seen in the number of applications for certificate of benefit 
rights which were received this week.” 

In the week of November 3, the board said, 13,684 certifi- 
cations for benefit payments were made amounting to $211,788, 
an average of $15.48 a certification. This, it added, was a 
higher average than any other week since the beginning of 
Operations. It said it probably reflected a greater proportion 
of continuous unemployment among those persons who were 

ling claims. ’ 

The balance of claims on hand, the board said, had re- 
mained below 7,200, which was almost the same as at the end 
of last week. } 

The Railroad Retirement Board has approved regulations 
covering contributions by employers under the railroad un- 
employment insurance act. They were to have become effec- 
tive October 1. Contributions, according to the board, are 
payable by covered employers, with respect to employment on 
or after July 1, at the rate of 3 per cent of monthly compensa- 
tion. No contribution is payable, however, on monthly com- 
pensation in excess of $300 whether or not the aggregate 
amount is paid by one or more employers. 
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Contributions, the board points out, are payable on a 
quarterly basis directly to its chief cashier at Washington, D. C. 
They are due on or before the last day of the second calendar 
month following the period which they cover, and they must 
be paid without assessment or notice. 

“In addition to the employers’ reports of monthly com- 
pensation as required under the railroad retirement act of 
1937,” says a statement by the board, “each employer must 
file with the board an employers’ contribution report for the 
three calendar months ending September 30 and for each sub- 
sequent period of three calendar months, ending December 31, 
March 31, June 30, and September 30, respectively of each year. 
These reports are due on the same date as the quarterly con- 
tributions which cover the period. 

“Provision is also made in the regulations for adjustments 
for overpayments or underpayments, refunds, assessments, in- 
terest on late contributions, penalties for failure to pay assess- 
ments, and for delinquent or false reports.” 


C. A. MILLER ON I. C. C. 


“The Relation of Interstate Commerce Commission Practice 
to other Administrative Proceedings,” was the subject of a 
paper read by Clarence A. Miller, vice president and general 
counsel of the American Short Line Railroad Association, and 
president last year of the Association of Interstate Commerce 
Commission Practitioners, at the American Bar Association’s 
Washington (D. C.) Institute of Administrative Law, November 
17. The paper has been published in pamphlet form. 


“In considering problems of administrative practice before 
the various and varied administrative agencies of the federal 
government there should be a realization of the diversity of 
purposes in creating these tribunals and the differences in the 
functions they perform,” said he. 


“In this discussion of the relation of the Interstate Com- 
merce Commission’s practice to that of other administrative 
agencies, it is deemed essential to begin with a consideration of 
the purposes for which that Commission was created, with some 
estimate as to whether those :purposes have been achieved, in 
whole or in part, and the means taken by the Commission to 
carry out its functions. Then, it would seem, we may well 
consider the extent to which procedural questions arising be- 
fore other administrative agencies may find precedent for their 
solution in the practice before that Commission, or in court de- 
cisions in cases reviewing its decisions either directly or indi- 
rectly. Thus we may appraise the administrative procedure 
pioneered by the Interstate Commerce Commission, and deter- 
mine what the other administrative agencies and the practi- 
tioners before them may learn therefrom. This paper will, 
therefore, be presented to you from the standpoint of a ‘worker 
in the vineyard,’ with the sincere hope that it will be some 
small contribution toward the achievement of the ends and 
purposes of this Institute.” 


Mr. Miller discussed the standing of the Commission as an 
administrative agency, personnel of membership, independence 
of the Commission, the Commission’s idea of rudimentary re- 
quirements of fair play, the Commission’s staff, trial examiners, 
organization of Commission’s practitioners, the Commission’s 
struggle for a place in the sun, and summarized as follows: 


1. The Interstate Commerce Commission has an outstanding record 
as an administrative agency, covering more than fifty years of service. 

2. The accomplishments of the Commission are due, at least in part, 
to— 

(a) The ability and integrity of the men who have served as its 
members; (b) its independence of partisan politics; (c) the application 
of civil service rules to its employes; (d) its penchant for according 
litigants their full day in court; (e) the independence of its trial ex- 
aminers; (f) the rigidity of its requirements for admission to practice 
and (g) a well-organized bar. 


“All of these have a direct and substantial bearing upon 
the ee procedure which the Commission has pio- 
neered.” 

Mr. Miller then discussed Commission cases as precedents, 
how the Commission functioned, procedure before the Commis- 
sion, and judicial review of Commission decisions. 

“It is my sincere hope,” said he in conclusion, “that the 
other adjudicatory agencies may more and more follow the 
highways which the Interstate Commerce Commission has pio- 
neered through the forests of legal uncertainties and that they 
too may merit the praise which is now so universally bestowed 
upon that Commission.” 


BUDD CALLS ON ROOSEVELT 


Ralph Budd, president of the Chicago, Burlington & Quincy 
Railroad Co., called on President Roosevelt November 14. He 
did not say what had been discussed. 
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LAND GRANTS AND OTHER THINGS 


Editor The Traffic World: 

I have noted with interest in The Traffic World, Novem- 
ber 4, page 989, Mr. Hallmark’s reply to my letter of October 
14, which concerned a letter from Mr. W. K. Dice, of the New 
York Central. 

I make bold to assert that, while my knowledge is limited, 
I represent the third generation connected with the transpor- 
tation history of the country, and I do not consider that Mr. 
Hallmark is any better authority on the question than the 
writer, and I do not consider his reply as having met squarely 
the issues involved. 

If he will refer to the article in The Traffic World of 
October 14, he will note I stated that “if” this land was worth 
$5 an acre it would represent a certain value. 

I rather surmise that the “if” value of $5 an acre is ex- 
tremely high for land in California. As a matter of fact, we 
Floridians feel that the only reason for the land in California 
is to hold the balance of the Pacific coast together, and that 
possibly my statements with reference to the now possible 
value of the rails’ granted land would be a compliment to the 
state of California, which was not intended. : 

Any school boy knows that the rails possess land given 
them by the public that is worth from 10 cents an acre to 
several thousand dollars an acre, and my “if” value of $5 was 
not predicated on the value of the lands at the time they were 
given the railroads but is a mere guess of their probable value 
at this time—based on our limited knowledge of land values 
in Florida; and why our rail friends should insist on preaching 
and teaching the divine right of the railroads—apparently 
based on the surmise that they were in the transportation 
business first—is beyond me. 

The trucks might as well preach the divine right of the 
trucks, because the earliest transportation methods in this 
country were steamboats and the horse and buggy, and our 
contention is that the man or the people who can utilize the 
wheel to the best advantage in the public interest can only 
justify their existence and service by that yard stick whether 
the wheel be under a truck, a locomotive, or a box car; and 
I suppose if there is any divine right involved, we would have 
to trace its ancestry back to the Roman gladiators. ; 

Transport Topics and the American Trucking Associa- 
tions, neither one, publishes any more fantastic statements and 
questionable material than the American Railroad Association 
and its trade papers; and certainly neither the American Truck- 
ing Association nor Transport Topics has ever resolved itself 
into a position whereby it could be charged with anti-trust 
violations such as now charged against the railroads by the 
Attorney-General. 

W. T. Wolfe, Traffic Manager, 
L & L Freight Lines, Inc. 
Jacksonville, Fla., Nov. 8, 1939. 


SOME SUGGESTIONS 


Editor The Traffic World: 

There are innumerable articles dealing with ideas as to 
the proper transportation relief needed; while my thoughts are 
highly controversial, I am surprised at the men responsible 
for profitably and efficiently operating various transportation 
agencies who think along the lines I do. Therefore, I would 
like to submit my thoughts as to changes that may be of untold 
benefit to the carriers and the public. 

The Interstate Commerce Commission should be author- 
ized to institute proceedings in all questionable rate matters, 
either upon request of carrier, shipper, receiver, or upon its 
own initiative, and determine the reasonableness of a rate or 
classification, with authority to suspend application of such 
rates or classifications during the proceedings, with authority 
to render a decision, setting a just and reasonable rate or 
classification, based upon operating cost, one rate or classifi- 
cation for motor and another for rail when necessary or ad- 
visable, permitting carriers fair return on their investments. 


The Commission should be further required to determine 
the absolute cost of performing the desired transportation cost, 
which cost should be the lowest cost either by rail or motor, 
each irrespective of the other. For instance, if investigation 
should show that a motor carrier could handle traffic or a 
specific commodity on a basis of 1 cent per ton per mile, and 
the rail carriers 2 cents per ton per mile, the basic cost used 
for establishing rates for both rail and motor carriers should 
be based on a cost basis of 1 and 2 cents per ton per mile, or 
the reverse if rail cost was lowest, and neither should be per- 
mitted to publish a rate below the lowest cost. 

The Commission should be instructed to undertake and 
determine a transportation cost according to sections, make 
as few sections as possible, with power to reopen and adjust 
this basis at any time when, in its opinion, it would be to the 
best interest of the carriers or public, and establish a column 
100 rate applicable between any two given points, based on 
distance and set a scale according to what would be profitable 
to the carrier whose cost of operation was lowest, and abolish 
all specific commodity rates from all tariffs, and publish either 
through classification or exceptions thereto, proper classifica- 
tion applicable and make these classifications applicable be- 
tween all points within given territories. Mileage scale based 
on short line mileage to govern class rates up to either 300 
or 500 miles, depending on which would be the most logical. 
The entire United States would be blocked in areas of fifty 
square miles, each block assigned a block number, and rates 
on a column 100 basis set up as applicable between all blocks 
other than those within the radius of the 300 or 500 mile area, 
which would be governed by short line mileage. This was 
attempted in the 13535 scale but who can recognize the original 
case now? Short line mileage should be made via either motor 
or rail or both, whichever gives shortest distance. Short line 
mileage had no more right to be based entirely on rail than 
on motor. The Commission should be empowered to compel 
rail and motor carriers to publish through joint rates when in 
the interest of the public and the need for such through rates 
and service exist. 


This procedure would, if made applicable to both rail and 
motor carriers, eliminate the unwarranted discrimination now 
existing whereby certain distributing centers and areas have 
advantages over other cities or sections of the country, gradually 
day by day sapping the life blood of the smaller communities. 
This will, in the beginning, create certain hardships, but it will 
make an equal distribution of industries possible throughout the 
entire country, thereby equally dividing the tonnage according 
to areas eliminating the congested traffic areas we have today. 
It will mean that anyone can maintain a complete tariff file 
with a minimum of ten or twelve tariffs, whereas, at present, 
any tariff file must consist of well over 100 tariffs or more, 
and a complete file would no doubt run into the thousands. 
This would result in the saving of many a thousand dollars, 
as well as improve the correctness of rates assessed. 

Another thought is that the President should be required 
to appoint traffic men and not lawyers to the Commission. 
While the legal profession is essential to proper conduct of 
the Commission (no reflections are intended or implied on the 
legal profession or present members of the Commission) i 
my opinion, to impose upon a counselor at law the responsi 
bility of rendering an important decision in transportation 
would be just as sane as requiring a doctor of medicine 10 
diagnose and repair a broken down automobile, or an auto 
mobile mechanic to prescribe for the relief and cure bodily 
ailments. The Commission should be provided with a legal 
department properly and efficiently staffed to advise in legal 
matters. Private enterprises are practically all directed 
managed by men experienced in their particular line of ¢™ 
deavor, assisted by both a legal and traffic deparement. 

Why are we violating this established business procedure 
in the Commission? Could it be possible that this one prac 
_ alone is responsible for present conditions of the rail 

ines? 

The mode and means of transportation varies, due to the 
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constant improvement being made, and it would be unfair and 
an imposition on the public to force it to continue to patronize 
any kind or class of transportation and pay a reasonable profit 
on investment, when the mode or class of transportation is 
antiquated. Thus, the transportation organizations that could 
keep abreast of the times, would be constantly making im- 
provements, and continue to survive. Those that did not would 
have to pass out of the picture. 

The protection of antiquated transportation services by 
the government is no more warranted than it would be for the 
government to pass a law requiring the citizens to trade with 
certain merchants because they had been in business for a 
certain length of time. The American standard provides for 
the survival of the fittest and the elimination of the weakest. 
Why should we alone attempt through the Commission, under 
the present statute to in any way violate this standard? 

Jasper, Tex., Nov. 10, 1939. J. L. Faulk. 


GRAND CIRCLE RAIL TOURS TO CONTINUE 


Low-priced “grand circle” railroad tours, in effect in 1939 
for the two World’s Fairs, will continue until October 31, 1940, 
according to an announcement by the Norfolk and Western. 
Under the plan, a passenger may travel by coach from any 
point in the United States to either New York City or San 
Francisco, then across the continent to the other city and and 
back to the starting point for a total fare of $90. 


EASTERN RAILROAD FARES CONTINUED 

In spite of the feeling on the part of traffic officials of 
the New York Central and the Baltimore and Ohio, that the 
eastern railroads should return to the basic coach fare of 2 
cents a mile and Pullman fare 3 cents a mile, on the expira- 
tion of the present experimental period January 24, 1940, presi- 
dents of the eastern railroads, meeting at New York November 
16 decided to apply to the Commission for an extension of the 
period and the continuance of the 242-cent one-way coach fare, 
with sliding scales ranging from 2% to 1% cents for round 
trips, and Pullman basic fares of 3 cents with round trips 
ranging from 3 to 2.7 cents. 

Attending the conference were F. E. Williamson, presi- 
dent, New York Central; Daniel Willard, president, Baltimore 
and Ohio; M. W. Clement, president, Pennsylvania; H. S. 
Palmer, president, New York, New Haven and Hartford, and 
R. E. Woodruff, chief executive officer, Erie Railroad. 


PACIFIC ADVISORY BOARD MEETING 


“Tt will be unfortunate if the surplus of transportation 
capacity is available to everyone in recent years is permitted 
to influence the public generally now to disregard the degree 
to which shipper cooperation is necessary to prevent recurrence 
of rail confusion, congestion, and transportation shortage,” said 
Z. G. Hopkins, Western Railways’ Committee on Public Rela- 
tions, in an address before the Pacific Coast Transportation 
Advisory Board at Oakland, Cal., November 13. He said that 
experience had proved that shipper cooperation with the rail- 
roads could, in effect, add several thousand cars a day to the 
supply available for loading. 

It was that cooperation that enabled the railroads to handle 
record breaking tonnage with complete freedom from car 
shortages in the years succeeding 1923, he said. It was par- 
ticularly important to remember now that jobs of that sort 
are done by the railroads and the shippers together, he said. 

He spoke about the way in which the railroads had met 
and exceeded expectations in recent months and said that there 
was “practical assurance” that they could “handle any freight 
volume that now seems in prospect.” 


Cc. A. A. HEARINGS 


The Civil Aeronautics Authority has postponed from No- 
vember 13 to January 17, 1940, in Washington, D. C., hearing 
on the application of Eastern Air Lines, Inc., for a review of 
certain actions of the Postmaster General and on its complaint, 
against certain unfair practices and methods of competition of 
American Airlines, Inc. The proceeding involves transporta- 
tion between Newark, N. J., and Washington, D. C. 

The Authority has also postponed from December 4 to 
January 3, 1940, in Washington, D. C., before Trial Examiner 
Roscoe Pound, hearing on the application of United Air Lines 

ansport Corporation for approval of a proposed acquisition 
of control of, and of merger with or purchase of all the assets 
of Western Air Express Corporation (see Traffic World, Nov. 
ll, p. 1055). 

Postponement of the hearing from November 13 to Novem- 
ber 27, before Examiner Law, in Washington, D. C., has also 
been made by the Authority on the application of Uraba, Me- 
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dellin & Central Airways, Inc., for a certificate to operate be- 
tween Cristobal, Canal Zone, and Medellin, Colombia, with 
—— stops at Balboa, Canal Zone, and at Turbo, Co- 
ombia. 


AIR TRAVEL CARD RESTRICTION 


The Air Traffic Conference of America has announced a 
change in its tariffs, covering rules for the use of its air travel 
cards, to be made effective January 1, 1940. Under the existing 
rules, the holder of an air travel card may purchase air trans- 
portation for officers and employes of the business organization 
with which he is connected at the same discount allowed on 
tickets purchased for his own use. After January 1, the use of 
the card for discount purposes will be restricted to transporta- 
tion to be used by the holder of the card. Cards are issued on the 
payment of a deposit and the discount of 15 per cent becomes 
effective when $325 worth of air transportation has been pur- 
chased. No change will be made in those terms. 


AIRCRAFT ACCIDENT RECOMMENDATIONS 


In a report on an accident which occurred February 19, 
1939, at San Juan, Puerto Rico, involving the aircraft of Pan 
American Airways, Inc., the Air Safety Board has recom- 
mended that the Civil Aeronautics Authority require that com- 
pany to install two-way radio telephone facilities in all its 
flying equipment and at its scheduled points of landing, as has 
been done in the line’s Atlantic and Pacific services. The re- 
port also recommended that the Authority make a study of the 
landing procedure in effect by Pan American Airways relative 
to the operation of engine throttles by the flight mechanic in 
landings. 

Pan American, the report points out, has already begun to 
install two-way radio telephone facilities on some of its flying 
equipment and at some of their ground establishmenis. 


Cc. A. A. ARGUMENT 


Argument on an application by United Air Lines Transport 
Corporation and Western Air Express Corporation for approval 
of an agreement, C. A. A. No. 102, relating to the interchange 
of sleeper airplanes at Salt Lake City, Utah, has been post- 
poned from November 13 to November 27 by the Civil Aero- 
nautics Authority, in Washington, D. C. 


AIR SERVICE CASES 


Issues raised November 13 at the resumption of a hearing 
on the application of American Export Airlines, Inc., before 
Examiner Leasure of the Civil Aeronautics Authority for author- 
ity to institute non-stop trans-Atlantic air service were con- 
sidered of such importance that they were referred to the 
Authority itself for a ruling. 

These were (1) a petition of American Export Airlines to 
amend its application as to air transportation to Portugal, 
Spain and Italy, (2) a motion by counsel for the Authority to 
adjourn hearings in the proceeding until rights to land in Por- 
tugal, Spain and Italy were obtained, and (3) a motion by Pan- 
American Airways, an intervenor, to dismiss American Export’s 
application for a certificate to operate to England, France, and 
the Irish Free State. 

Oral arguments were held by the Authority November 14, 
at the beginning of which counsel for the Authority withdrew 
his motion to suspend the hearing until landing rights in Por- 
tugal, Spain and Italy were obtained. The hearing before Ex- 
aminer Leasure was deferred pending this argument. 

Decision of the authority was announced by Examiner 
Leasure November 15. He announced that American Export 
had been granted authority to amend its application as to 
service to Portugal, Spain and Italy, and that the motion of 
Pan American for dismissal of American Export’s application 
as to England, France and Spain had been denied. The ex- 
aminer then ordered the hearing to be continued. 

All this is the outgrowth of an application of American 
Export for a certificate of convenience and necessity to insti- 
tute a non-stop service from New York City and Biscarosse, 
France, and on to Marseilles, as well as from New York City 
to Southampton, England, via Botwood and Foynes. Hearing 
on this application was opened before Examiner Leasure in 
Washington October 30 (see Traffic World, November 4, p. 
982). While the hearing was going on the neutrality legisla- 
tion became effective and the President’s proclamation with 
respect to the combat area was issued. This resulted in Amer- 
ican Export making a motion to file an amended application for 
temporary authority to operate in the pendency of the war from 
New York City to Rome, Italy, via Lisbon, Portugal, and Bar- 
celona, Spain, as well as from New York City to Rome, via 
Horta, Azores, and Lisbon, Spain (see Traffic World, November 
11, p. 1055). The latter authority was sought in addition to 
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permanent authority to operate to France, England, and the 
irish Free State. 

The amended application was filed November 11, and as 
the hearing before Examiner Leasure resumed November 13 the 
various motions, before stated were made. Because of the im- 
portance of the issues, the unusual circumstances under which 
they were raised, and the time and expense necessarily in- 
volved in the proceeding, the examiner reserved ruling and 
presented them to the Authority for determination. 

The Authority, in considering these questions, made it clear 
that “this procedure is not to be considered as a general prece- 
dent affecting intermediate reference to the Authority.” 

Following disposition of these questions, the hearing before 
Examiner Leasure, both as to permanent authority to operate 
to France, England and the Irish Free State and for temporary 
authority to operate to Spain, Portugal, and Italy, were re- 
sumed. Igor Sikorsky, designer of transoceanic airplanes, took 
the stand on re-direct examination to submit testimony on 
certain technical data of the planes he had designed for even- 
tual use in the proposed new service. When originally on the 
stand, counsel for Pan American Airways sought to compel 
Mr. Sikorsky by subpoena to introduce such evidence. This 
was objected to by counsel for American Export and counsel 
for the Authority on the ground that certain of the informa- 
tion was “trade secrets.” After consultation with the manu- 
facturer of the planes, Mr. Sikorsky obtained consent to sub- 
mit certain of this data. Samuel Gates, C. A. A. counsel, ob- 
jected continually to the introduction of some of these data on 
the ground of immateriality and irrevelency. 


AIR LINE APPLICATION 


Northwest Airlines, Inc., has filed an application with the 
Civil Aeronautics Authority for a certificate of convenience and 
necessity to engage in scheduled air transportation of passen- 
gers, property and mail between Chicago, Ill.. and New York, 
N. Y., via Toronto, Can. 


AIR EXPRESS SERVICE CONTRACTS 


An investigation into certain contracts between Railway 
Express Agency, Inc., and a number of air lines providing for the 
development and operation of an air express service, has been 
instituted by the Civil Aeronautics Authority on its own motion. 

The contracts involved are between the express agency and 
American Airlines, Inc., Boston-Maine Airways, Inc., Braniff 
Airways, Inc., Chicago & Southern Air Lines, Inc., Continental 
Air Lines, Inc., Delta Air Lines, Inc., Mid-Continent Airlines, 
Inc., Northwest Airlines, Inc., Pennsylvania-Central Airlines 
Corporation, Canadian Colonial Airways, Inc., Canadian Colonial 
Airways, Ltd., Caiptal Airlines, Inc., Central Vermont Airways, 
Inc., and Boston-Maine Airways, Inc., Columbia Airlines, Inc., 
Inland Air Lines, Inc., Miami-Key West Airways, Inc., National 
Airlines System, Pan American Airways, Inc., Transcontinental 
& Western Air, Inc., United Air Lines Transport Corporation, 
Watertown Airways, Inc., and Western Air Express Corporation. 

The Authority said it appeared that an investigation was 
necessary to enable it to determine whether or not the contracts 
were adverse to the public interest, or in violation of any pro- 
vision of the civil Aeronautics act, and whether or not there were 
any other contracts between Railway Express Agency, Inc., and 
any air carrier or foreign air carrier, which were adverse to 
the public interest or in violation of any provision of the act. 


AIRLINES ARBITRATION AGREEMENT 


Fifteen civil aviation companies, representing all the do- 
mestic air transport business in the United States, have entered 
into an agreement providing arbitration machinery for the settle- 
ment of disputes among themselves, according to an announce- 
ment made by Edgar S. Gorrell, president, Air Transport Asso- 
ciation of America, November 13. The agreement will be admin- 
istered by the American Arbitration Association, which will set 
up a special panel of arbitrators, to serve without compensation, 
from which arbitration boards will be chosen as disputes arise. 

The decisions of the boards will be final and binding, under 
the terms of agreement. Not only will the boards have jurisdic- 
tion over defined disputes, but they will have power to interpret 
intercarrier agreements on application, a provision it is hoped 
will eliminate the rise of many disputes. 

Typical of the disputes which will be amenable to arbitra- 
tion under the agreement will be those arising about joint use 
of equipment and facilities; about advertising terms and prac- 
tices; concerning flight procedure standardization agreements; 
about regulations governing non-scheduled flights, and over the 
maintenance of schedules. 

In his statement, President Gorrell emphasized the fact that 
the new arbitration agreement covered only contractual relations 
among the airlines, and was in no way in conflict with the juris- 
diction of the Civil Aeronautics Authority. 
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NEW YORK TRUCK TERMINALS 


The Traffic World New York Bureay 


The problems of the truck operator and the motor truck 
terminal were discussed by Billings Wilson, assistant genera] 
manager, the Port Authority of New York, before the Society 
of Terminal Engineers November 14. He indicated that the 
Port Authority was prepared to consider construction of self- 
supporting union truck terminals or even to devote to truck 
terminal service such portion of its inland terminal in New 
York as would not be require by the railroads in the future. 

“The tremendous shift in freight tonnage from railroad 
to highway that has taken place in the past decade,” he said, 
“may require some drastic revision of our thinking on trans- 
portation and terminal questions. Facts and figures tell the 
story. In 1919, the railroads were handling nearly eight million 
tons of freight at their Manhattan stations. Today, this ton- 
nage has decreased nearly one-half. An even more striking 
change has taken place in the handling of less carload mer- 
chandise freight at New York. By 1932, the Federal Coordi- 
nator’s figures indicated that the trucks were handling almost 
as much merchandise less carload traffic as the railroads. Long 
distance truck tonnage in this area probably exceeds fifteen 
million tons per annum.” 

Traffic congestion and high terminal costs, he said, were 
the results of the unprecedented growth of a new transporta- 
tion medium without parallel efforts to plan and coordinate 
its use. Calling for a long-term comprehensive approach to 
the problem, he pointed to the establishment of union truck 
terminals as a major step in the right direction. He cited savings 
to the shipper of over $1 a ton through use of Inland Terminal 
No. 1 for less carload railroad freight as indicative of the 
economies resulting from efficient unified operation. 

The proposed union terminal, he suggested, might, to a 
large extent, eliminate the need for store door delivery. “There 
are many shippers,” he said, “who would find this extremely 
desirable as a means of reducing the number of trucks at 
their own shipping platforms. At the same time, the over-the- 
road operator would be justified in making a lower terminal- 
to-terminal rate on an allowance to the shipper, similar to 
the five cents a hundred pound allowance made by the rail- 
roads, for making delivery at stations in lieu of store door 
delivery. 

“On the other hand, if it seems advisable to maintain store 
door delivery the union truck terminal would provide an ex- 
cellent station for sorting of inbound freight and consolidation 
of outbound freight. Coordinated with the over-the-road 
haul, contract ‘mosquito fleet’ trucks could operate between the 
union sorting station and store door. Undoubtedly such an 
operation, efficiently planned, could be carried on at far lower 
cost than the present system of sending the large over-the-road 
trucks into congested delivery areas.” 

Stressing the need for cooperative effort by the motor 
truck industry, the consuming public, and government agencies, 
Mr. Wilson said: “We look on the union truck terminal, not 
as a pious hope or remote future goal. We regard it as an 
immediate necessity which can be achieved if all those con- 
cerned will attack the problem with vigor, intelligence, and a 
spirit of cooperation. To such a program, the Port Authority 
pledges its fullest support.” 


MOTOR ORDERS EFFECTIVE 

The following recommended orders have become effective 
as shown: 

MC 10389, C. D. Stephenson, dba Stephenson Motor Trans- 
fer, common carrier application, as of Oct. 26; MC 90000, James 
Cantelupe, common carrier application, as of Oct. 25; MC 
100495, R. A. Wachendorf, contract carrier application, as of 
Oct. 20; MC 1502, Sub. No. 15, Pennsylvania Greyhound Lines, 
Inc., extension, Cleveland, Wooster, O., as of Oct. 27; MC 1502, 
Sub. No. 16, Pennsylvania Greyhound Lines, Inc., extension, 
Cleveland, Junction Ohio Highways 94 and 5, as of Oct. 27; MC 
1502, Sub. No.17, Pennsylvania Greyhound Lines, Inc., extension, 
Wooster, Mansfield, O., as of Oct. 27; MC 1502, Sub. No. 18, 
Pennsylvania Greyhound Lines, Inc., extension, Cleveland, 
Columbus, O., as of Oct. 27; MC 2863, Sub. No. 5, Rio Grande 
Motor Way, Inc., extension, Park City, as of Nov. 2; MC 8589, 
Sub. No. 2, F. D. Grand Trucking Co., Inc., common carrie! 
application, as of Oct. 30; MC 12170, John Wright, broker 
application, as of Nov. 2; MC 12177, Motor Coach Charter 
Service, Inc., broker application, as of Oct. 30; MC 12180, John 
M. Mullen, broker application, as of Oct. 30; MC 13333, Sub. 
No. 2, Oliver L. Buckingham, dba Buckingham Transportation 
Co., extension of operations, Black Hills C. C. Camps, as ° 
Oct. 27; MC 16965, Sub. No. 1, Dennis H. Guy, contract carrie! 
application, as of Nov. 2; MC 22291, Sub. No. 2, Stephen de 
Vries, dba De Vries Transfer, extension of operation, as of 
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Nov. 2; MC 29594, Sub. No. 1, Rudolf Doering, dba Spokane- 
Priest Lake Motor Coach Line, common carrier application, as 
of Nov. 1; MC 29761, George W. Welch, common carrier appli- 
cation, as of Nov. 1; MC 59289, Sub. No. 3, Petroleum Transpor- 
tation Co., common carrier application, as of Oct. 31; MC 65993, 
Sub. No. 2, John R. Wright, extension of operations, furniture, 
as of Nov. 2; MC 74001, John Botts, dba B. M. Storage Co., 
common carrier application, as of Nov. 2; MC 76209, Sub. No. 1, 
Jim Walker dba Walker Brothers, New Mexico-Texas exten- 
sion, as of Nov. 4; MC 86617, Jacob Gekofsky, dba Franklin 
Trucking Co., contract carrier application, as of Nov. 2; MC 
92304, Katherine Schlager and Edward Schlager, dba Schlager 
Carting Co., common carrier application, as of Oct. Ze: MC 
93156, Sub. No. 1, John E. Bergerson, extension of operations, 
as of Nov. 2; MC 95492, Max Hendel, common carrier applica- 
tion, as of Oct. 30; MC 95863, John M. Riley, common carrier 
application, as of Oct. 30; MC 100054, Lazarus Rose and John 
H. Brown dba J. H. Brown, common carrier application, as of 
Nov. 2; MC 100070, Robert W. A. Wood, contract carrier appli- 
cation, as of Oct. 27; MC 100343, Michael Gilsky, contract 
carrier application, as of Nov. 2; MC 100362, H. A. Hartman, 
dba H. A. Hartman and Son, contract carrier application, as 
of Oct. 30; MC 100423, Edwin Fairhurst, dba Fairhurst Truck- 
ing Co., contract carrier application, as of Oct. 30; MC 100469, 
P. G. Lowe, J. Roy Murphy and W. B. Giersch, dba Parkway 
Bus Co., common carrier application, as of Oct. 30; MC 100547, 
Sub. No. 1, Harwood Charles Mercer, common carrier applica- 
tion, as of Oct. 27; MC 100597, Cockmon and Vaughn, common 
carrier application, as of Nov. 1; MC 100637, J. C. Clift, com- 
mon carrier application, as of Nov. 1; MC 100672, W. S. Chit- 
wood, contract carrier application, as of Nov. 1. 


EXCEPTIONS TO MOTOR REPORTS 


MC C-67, Central States Motor Freight Bureau, Inc., vs. 
Advance Transportation Co. et al.; MC C-67 Sub. No. 1, Same 
vs. Anna Doremus, special administratrix estate of J. J. Dore- 
mus, deceased, et al.; and MC C-67 Sub. No. 2, Same vs. Metro 
Motor Freight, Inc. Time for filing exceptions to recom- 
mended order extended to December 8; MC 65229, R. L. Yar- 
brough, dba Yarbrough Transfer & Storage Co., common car- 
rier application. Time for filing exceptions to recommended 
order extended to December 4; MC 2188, Stream Line, Inc., 
common carrier application. Time for filing exceptions to 
recommended order extended to January 18, 1940; MC 92086, 
Raymond C. Smith, dba R & S Trucking Co., common carrier 
application. Time for filing exceptions to recommended order 
extended to December 12. 


ICKES’ VIEWS ON TRUCKS 


A suggestion that trucks be barred from main highways 
on holidays and over week-ends was made November 16 by 
Secretary of the Interior Harold L. Ickes in an address before 
the 37th annual convention of the American Automobile Asso- 
ciation at the Mayflower Hotel in Washington, D. C. Mr. 
Ickes also declared that the transportation of new automobiles 
to market over the highways should be barred entirely. 


“We seriously need to mend not only our road manners, 
but to limit the uses to which our highways may be put,” he 
said. “Perhaps it is too late to seek to impose any effective 
limitation upon the right of the trucks to use roads that were 
built for other purposes. I suspect that truck owners, like any 
well-organized minority, can wield more influence than millions 
of mere citizens who think they ought to have a priority in the 
use of their own roads.” 


Mr. Ickes said that when people started to build good roads 
they did so with the intention of being able to drive down them 
at their own pleasure at reasonable rates of speed. 

“At least this has been what we thought we were paying 
Toad taxes for. But now we know better. We know that we 
have been digging into our pockets to build boulevards for 
trucks. The lord of the highway is the truck driver. The monster 
Which he drives at reckless speed regardless, generally speak- 
ing, of the rights of the mere motorist, each year seems to be 
growing longer and wider and higher. And if one truck isn’t 

lg enough to satisfy the road appetite of its owner, he can 
always attach a trailer. 

_ “I have promised some day to give myself the pleasure of 
driving down a truck-infested road in the biggest armored tank 
that I can find and bumping these pests from the road, regard- 
less of where they may light.” 

As the motorist ventures forth with his family to drive 
a lew miles on a Sunday afternoon, Mr. Ickes said, he not 
Inirequently found himself in a situation that Tennyson might 

ave described in this fashion: 
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“Trucks in the front of him; 
Trucks to the rear of him; 
Trucks on each side of him; 
Back-fired and lumbered.” 


Continuing, Mr. Ickes said that “while the state of mind 
of the motorist, thus beset, might be written thus: 


“His not to reason why, 
His but to pass and die. 
Into the’ mouth of death, 
Into the fumes of Shell, 
Rode the encumbered.” 


Every motorist traveled at his own peril, Mr. Ickes said, 
and continued: “But what particularly annoys me on a holi- 
day or a week-end trip is to see emerge out of the distance a 
leviathan that has just had a litter of motor cars that it is 
transporting from the lying-in factory. That is my pet abomi- 
nation—not because it has broken out all over with new motor 
cars, not even because of its unusual width and most extraor- 
dinary length, but because it seems to me to be nothing less 
than insolence on the part of an automobile manufacturer thus 
to obstruct the roads that the people have built with their own 
money in order that they might have the pleasure of driving 
over them his and other cars. That is rubbing it in with a 
vengeance.” 

John V. Lawrence, general manager of the American Truck- 
ing Associations, Inc., said Mr. Ickes’ statement was unbecom- 
ing a cabinet member because it was not based on historical 
or current facts. 

“His sarcastic broadside against an industry that pays 
annually more than a half billion dollars in taxes and employs 
more than three million persons displayed a lack of the 
slightest familiarity with an important phase of today’s freight 
transportation,” said he. ‘As an outstanding statesman, Mr. 
Ickes should know that good roads were not built in this coun- 
try primarily as pleasure ways or recreation lanes. From the 
very beginning of this country, statesmen of other generations, 
in and out of Congress, advocated the construction of turnpikes 
to promote the commerce of the nation and increase its national 
defense.” ; 

Mr. Lawrence disputed statements made by Mr. Ickes as 
to trucks growing longer, wider, and higher. He said Ickes’ 
inference that truck drivers were discourteous road hogs was 
not borne out by studies made by the National Safety Council. 


A. P. I. CONSIDERS TRANSPORT 


Speaking at the Interstate Conference on Automotive Tax- 
ation, held in connection with the convention of the American 
Petroleum Institute at the Stevens Hotel, Chicago, the week 
of November 13, Ted V. Rodgers, president, American Trucking 
Associations, Inc., in an address on “Problems of Truck Trans- 
portation,” blamed most of the troubles of the trucking in- 
dustry on carefully laid plans of the railroads to obtain re- 
strictive legislation against truck operation, and a “malicious 
smoke screen of misrepresentation” against the industry. 

Every year, he said, the chief worry of the highway trans- 
port industry was the “hundreds of anti-truck bills in state 
legislatures.” He was not, he said, betraying a confidence, 
when he said that many of those bills were sponsored by the 
railroads. It was this policy of the railroads, he said, that 
was “at the bottom of the so-called fight between the railroads 
and the trucks.” That fight, he insisted, was not actually a 
fight between the railroads and the trucks, but rather “a fight 
by the rails against the trucks.” He said he knew of no in- 
stance where “the trucking industry has urged legislation detri- 
mental to the railroads.” On the part of the trucking industry, 
he said, the struggle was purely defensive. 

The industry had been successful in defeating most un- 
favorable state bills in the year just past, he said, chiefly 
through the cooperation of the highway interests among them- 
selves and because of a new “enlightened public opinion,” he 
said the job wasn’t finished because its competitors would “be 
back next year hitting at least as hard, and probably harder 
than in the past.” 

The fact that four out of the five states that had main- 
tained drastic size and weight limit laws were in the eastern 


“part of the country, he said, was part of a railroad plan to 


put a barrier across the highway routes of heaviest travel. Al- 
though the industry had been successful in having the limits 
raised in four of those five, they were still too restrictive in 
Kentucky and Texas, he said, pointing out that the last named, 
with its panhandle area forming an effective barrier across 
highway commerce between the southwest and the southeast, 
was also proof of the “well-laid plans of the anti-highway cam- 
paign.” 

On the subject of taxation, he said it was “fair enough” 
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that the users of the highways should bear the burden of build- 
ing and maintaining them, even though they were not the only 
beneficiaries of the highways. What he objected to, he said, 
was the payment by highway users of “more than the high- 
way costs.” He referred to diversion of highway taxes as “a 
very un-funny joke.” He warned against the increasing accept- 
ance of the recent theory that highways were a public utility 
that should yield profits to the state. Acceptance of that theory 
would probably add to the taxes of. highway operators to pro- 
vide the profit, he said. 

“It is difficult to understand how anyone could justify ap- 
plication of the public utility theory to highways,” he said. 
“Highways are public necessities in the category with public 
schools, fire departments and police and sanitary services, 
These things are supplied by government with taxes collected 
from the people.” 

Chester H. Gray, director, Natitonal Highway Users’ Con- 
ference, speaking on “Highway Barriers and the Need for Co- 
operation in Their Removal,” said that state laws setting up 
highway barriers had been “sponsored in too many instances 
by representatives of railroads.” The railroads had long since 
succeeded in eliminating that sort of interference with their 
own movements, he said. He said that the maintenance of 
ports of entries by certain western states constituted Public 
Enemy No. 1 to the free movement of commerce, and said 
they represented a problem in which not only the highway 
transport industry, but its customers, such as the petroleum 
industry, and those of the people who were interested in main- 
taining American principles ought to be interested. 


Other state barriers, only second to the ports of entry in 
their restrictions on interstate commerce, he said, were such 
regulations as inspections and quarantines; liquor and oleomar- 
garine laws; labeling, packaging, standardization and grading 
regulations, and laws requiring the use, in the commodities 
— of state resident labor and state produced ma- 
terials. 


Conger Reynolds, chairman of the committee on motor 
fuels, American Petroleum Institute, spoke against proposals 
for the requiring of blending of agricultural alcohols with 
motor fuels. It would be more sensible and cheaper in the 
long run, he said, to pay the farmer 50 cents a bushel for his 
corn and to make him burn it for fuel in his stove. The same 
bushel of corn, processed into alcohol and blended with gaso- 
line, would eventually cost the motorist 82 cents, he said. 


Speaking at a conference on transportation economics, 
held on the second day of the convention, Dawes E. Brisbane, 
National Highway Users’ Conference, asserted that the high- 
Way users were not only paying enough taxes to cover their 
share of the highway costs but were, in addition, contributing 
yearly $500,000,000 “for general support of the government.” 
He said there was danger in proposals for the construction of 
costly highways ostensibly for national defense, because un- 
questionably there would be attempts to meet the costs of 
them “by extension of special levies against the motoring public.” 


Speaking of the economics of highway transport, he said 
that it was the only one of the many types of transportation 
now in use that was “absolutely essential to the people as a 
mass, to the individual, to the community, to the nation, and 
as a necessary supplement to all other forms of transportation.” 

He said there was no grounds for the position of the rail- 
roads that their ills were due to highway transportation. 


“Railroad management made the monumental error of 
viewing automotive transportation as an unfair and undependa- 
ble rival,” he said, “instead of recognizing it as a revolutionary 
implement of progress. Instead of enhancing and enlarging 
the existing service by incorporating automotive transportation 
as a supplemental improvement, railroad managements sought 
and continue to seek, the suppression and restriction of highway 
transport by legislation.” 


“Personalized automotive passenger transportation” was 
responsible for an increase rather than a decrease in railroad 
passenger traffic, he said, and added that 15 per cent of all 
present railroad freight revenues came from automotive freight, 
that the highways were the “rail’s greatest feeders,” and that 
much of the freight carried by motor trucks was non-competi- 
tive with the railroads.” 

He scored the railroads for their efforts to get “specific 
indefensible restrictive state legislation” against trucks. Much 
of it, although in the guise of safety legislation, he said, was 
“obviously not in the public interest.” 

Charles Yokum, Petroleum Transit Corporation, Detroit, 
Mich., in a paper on the use of for-hire highway carriers in the 
petroleum industry, prepared in collaboration with C. A. Suth- 
erland, The Petroleum Transporter, Lincoln, Neb., enumerated 
the advantages to the petroleum refiner and dealer in the use 
of for-hire truckers, either common or contract, as opposed to 
the use of privately owned tank trucks. Use of the for-hire 
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tank trucks, he said, relieved the petroleum refiner and dealer 
from the responsibility of operating a transportation agency; 
reduced the prospects of labor troubles; relieved him of the 
responsibility of management and maintenance of equipment 
and of the public liability that accompanied the operation of 
transportation. Besides, he pointed out, there was the prospect 
of reciprocal relations with the trucking company. Sometimes 
the oil and gas it purchased, he said, amounted to as much as 
20 per cent of the transportation charges. 

Much of the discussion at the November 14 session of the 
committee on railroad transportation at the convention cen- 
tered around the recent Association of American Railroads’ 
order concerning a new type of brake for over 150,000 petro- 
leum tank cars owned by the petroleum industry in this country, 
The A. A. R. has ordered that all cars now being constructed 
and all old freight cars in operation must be equipped with the 
new “AB” type brakes before January, 1945. 

D. V. Stroop, secretary of the committee, said that the 
A. P. I. railroad transportation division intended to ask for an 
extension of the order beyond the final date now set. The 
contention of the committee, he said, was that the old type 
brake was recommended at the time the equipment was built 
and that there was no justification for a change which would 
cost tank car owners about $100 for each new installation. 

Two new members were elected to the committee. They 
were W. E. Kleinsteiber, Transit Company, Ltd., Toronto, 
Can., and J. F. Banks, National Refining Company, Cleveland, 
O. Fayette B. Dow, A. P. I. staff member, presided at the 
session. 


MOTOR-RAIL COMMODITIES RATES 


An allegation that the undercutting of rates in Pacific 
southwest territory by the railroads was bringing about “an 
unhealthy and chaotic condition jeopardizing the long estab- 
lished operations and heavy investments of numerous motor 
common carriers in the territory, and threatening with even- 
tual loss numerous shippers in the territory whose businesses 
have been built up around reliable motor carrier services,” has 
led to the filing of a complaint, No. 28369, with the Commis- 
sion by the Interstate Freight Carriers’ Conference, Inc., of 
Los Angeles, Calif., against the Atchison, Topeka & Santa Fe 
and other railroads. 

The conference, an organization of interstate motor common 
carriers, alleges that the establishment by the railroads of 
many so-called less than carload pick-up and delivery com- 
modity rates between points in California, Arizona, New 
Mexico and El Paso, Tex., was to eliminate from the Pacific 
southwest transportation field the motor truck common car- 
riers which had played a substantial part in the development 
of and continued carrying on of commerce between points in 
the Pacific southwest territory. It specifically alleged that 
the establishment of a 20,000-pound minimum on the traffic 
in question, subject to pick-up and delivery allowances, was 
“a deliberate attempt to undercut not only the motor carrier 
rates on 20,000 pound ‘truckload’ lots of freight but was de- 
signed to, and did, cut the defendants’ own ‘spur to spur’” 
carload rates carried in section 2 of Agent Haynes’ tariff I. C. C. 
1307. 


After setting forth that the rates complained of, carried 
in section 3 of the Haynes tariff, were in violation of sections 
1, 2 and 3 of the interstate commerce act, the conference said 
the result and effect of the rates and charges was and would 
continue to be in direct contravention of section 202(a) of 
the act, particularly those portions thereof which condemned 
“destructive competitive practices” and directed the Commis- 
sion to “improve the relations between, and coordinate trans- 
portation by and regulation of, motor carriers and other cal- 
riers” and to “develop and preserve a highway transportation 
system properly adapted to the needs of commerce.” 

The railroads in their zeal to capture every pound of 
freight developed by and in the past enjoyed by motor carrier 
complainants, the conference says, are causing freight to be 
handled in an artificial, unnatural and uneconomical mannet, 
which could not be indulged in if each rail operation were 
required to stand on its own feet (as is the case with motor 
carriers) and if complainants were not in a position to dip 
into revenues derived from other traffic. 

The complaining conference asked that the railroads be 
required to establish reasonable rates on commodities gener- 
ally, moving in quantities up to and including 20,000 pounds, 
between points in California, Arizona, New Mexico and El 
Paso, Tex., in lieu of the present rates carried in section 3 
of the Haynes tariff. It asked that the complaint be set for 
hearing December 16 at Phoenix, Ariz., before Examiner 


Konigsberg, the same as I. and S. No. 4713, commodities, Cali- 
fornia to Arizona and New Mexico, “for the reason that the 
rates and charges herein complained of are directly related 
to rates and charges under suspension in that docket.” 
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NEW HOUSEHOLD GOODS RATE BASIS 


(By Marion W. Niedringhaus, president, Allied Van Lines, Inc.) 


Traffic executives are expressing satisfaction with the 
household goods industry’s new hundredweight basis for assess- 
ing charges on interstate removals, as contrasted with the cubic 
foot measurements formerly used. 

The Bureau of Motor Carriers, in Ex Parte MC-19, ruled 
that, effective October 23, “all rates applicable to the trans- 
portation of household goods established upon any other basis 
than in amounts per hundred pounds shall be canceled and 
superseded by rates published in accordance with this rule.” 

Two developments of importance and interest to traffic 
executives will result from this new tariff. First, flat or defi- 
nite prices cannot be quoted on interstate household goods re- 
movals from now on. Further, on each and every load moved, 
a certified weight ticket is to be attached to the bill of lading. 
This means that the traffic executive placing such business, 
on receipt of the invoices for the services rendered, can check 
the exact weight as shown on the bill of lading by referring 
to the certified receipt from an authorized weighmaster. The 
exact weight and mileage between the points can then be 
checked with the carrier’s tariff. ; . 

Second, it is generally conceded that the new weight basis 
will enable both shipper and carrier more satisfactorily to 
negotiate their contracts. It will eliminate any doubt in the 
customer’s mind as to the schedule of charges and their appli- 
cation. It will enable the customer to place business with 
confidence and know that the charge is being assessed on the 
exact amount of goods transported. ; 

To traffic executives who do not have regular contact with 
the household goods long-distance moving industry, I believe 
a brief explanation of the new tariff and its background will 
prove interesting and perhaps aid when household removal jobs 
are assigned for despatch. 

The new weight basis tariff will be identified as No. 9 
MFCC No. 15 and will contain approximately 200 pages of rules 
and rates governing the various types of movements. Its very 
size is indicative of the time and effort devoted to making 
this new tariff acceptable to both the household goods moving 
industry and the general public. We believe that the new 
weight basis tariff is clear and comprehensive. Of the approxi- 
mately 4,500 certificated household goods carriers in the United 
States, over 2,700 have signed as participants in this tariff. 

The rules and regulations have been carefully worded 
and fairly control the application of rates and charges. The 
definition of the three classes of commodities that can be 
moved under this tariff are plainly set forth and will be easily 
understood. 

The custom has been for long-distance van operators to 
send their salesman to a prospect’s residence to survey the 
goods to be moved. The salesman would estimate the number 
of cubic feet required to transport the shipment. Frequently, 
in his enthusiasm to get the business, he would either under- 
estimate the amount of goods to be moved or leave the inference 
with the customer that the approximate rate quoted was a 
flat price. 

These bad practices resulted in misunderstandings and, as 
long as two years ago, an official of the Bureau of Motor Car- 
riers pointed out that these practices were resulting in a con- 
dition that could not be corrected until a household goods 
moving tariff had been constructed and filed that would present 
the opportunity to correct the existing major evils. 

After two years of detailed research and investigation, the 
Commission prescribed that the hundredweight basis should 
replace the cubic foot. The industry was prepared for this 
eg and filed a new tariff, which we believe to be equitable 
and fair. 

The new tariff conforms to the rules prescribed by the 
Interstate Commerce Commission and has been accepted by 
it. Each particinant must, therefore, apply the rules and 
regulations of this tariff and collect transportation charges in 
accordance with the rates prescribed. 

The rule providing that all vehicles must be weighed before 
and after loading and that a certified weight ticket accompany 
the shipment is one that most appeals to traffic men. A certi- 
fied Weight ticket will enable the traffic department to sub- 
stantiate moving invoices passed to the accounting department 
for payment. All guess work is eliminated. An exception 
Would eliminate the necessity of weighing a load that is picked 
up at a point at which no scales are located within a radius 
of ten miles. This exception to the rule makes it most impor- 
tant that all possible scale information be made available. 

For several months, the industry has been engaged in the 
Work of compiling information with respect to location of 
Scales sufficiently large to weigh the vans used in moving 
household goods. This information takes on a high degree of 
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importance because of the various requirements for weighing 
that have been included in the I. C. C. order. A national scale 
directory is now available to the industry. 

In the household goods moving industry we realize that 
this complete change-over from past practices will result in 
frequent misapplication of the rules, but we are confident that 
the weight basis is the proper and fair method for computing 
charges on household goods removals. We believe traffic 
executives will welcome this regulation, as it eliminates many 
of the bad practices encountered under the cubic foot measure- 
ment basis. 

We have prepared a comprehensive manual on the sub- 
Free copies may be obtained from our office. 

We in the motor carrier industry recognize the great 

strides made by the industry in the past few years. We realize 

that regulation by the Bureau of Motor Carriers of the Inter- 

state Commerce Commission has provided a solid ground for 

advancement. 

We also realize that the nation’s traffic executives have 
played no small part in bringing order out of chaos within 
the motor carrier industry and we are sincerely grateful. 


MOTOR ACT PROSECUTIONS 


Harry E. Truelock and James H. Nash have paid fines of 
$100 each on pleas of guilty in the federal court for the north- 
ern district of Texas, Fort Worth division, to information charg- 
ing Operation as common carriers without a certificate and 
without having filed tariffs, in violation of the motor carrier 
act, according to a statement by Secretary Bartel. Other fines 
assessed were suspended for a probationary plgeriod of three 
years, conditioned against further violation of the act. 

The defendants, in the period when the violations occurred, 
according to the statement, had their motor vehicles leased 
to W. A. and Carroll Loving, of Oklahoma City, Okla., doing 
business as Loving & Loving. The defendants, it added, drove 
their own vehicles as employes of the firm. In an irvestiga- 
tion by representatives of the Bureau of Motor Carriers of vio- 
lations of the act alleged to have been committed by Loving & 
Loving (as to which prosecution was instituted and pleas of 
guilty had already been entered by both the Lovings), it was 
discovered that both Truelock and Nash, without the knowledge 
or consent of their lessee, had been using their vehicles in 
interstate transportation for which they had individually col- 
lected compensation, although neither had attempted to comply 
with the provisions of the act in regard to obtaining operating 
authority or filing tariffs. In obtaining this business, according 
to the statement, they were alleged to have been surreptitiously 
aided by another employe of Loving & Loving. A prosecu- 
tion, it said, had been instituted against this other employe, 
charging him with operating as a broker without a license, but 
at last report received by the Commission, service of process 
on him had not been obtained. 

According to another statement by the secretary, a perma- 
nent injunction has been issued in the federal court for the 
northern district of Georgia, Newnan division, forbidding 
George Frank Ogletree, doing business as Ogletree Transfer, 
of LaGrange, Ga., to transport property other than household 
goods as a motor carrier between LaGrange, Ga., and Mont- 
gomery, Tallassee, and Alexander City, Ala., and Orlando, Fla., 
until he shall have obtained a certificate or a permit from the 
Commission; and until he shall have filed tariffs or schedules 
showing the rates and charges, or showing the minimum 
charges for the transportation. The defendant was also 
enjoined, when collecting transportation charges for ship- 
ments transported, to issue freight or expense bills 
covering the shipments and to cause to be shown on the 
face of such freight or expense bills the names of the shipper 
and consignee, the date of shipment, the point of origin and 
destination, the number, description, weight, volume or meas- 
urement of such shipment, the rate, charge to be collected, and 


the route of movement, and to keep a record of such infor- 
mation. 


ject. 


MOTOR ORDERS STAYED 


The Commission, by division 5, has stayed until its further 
order the recommended orders made in the following motor 
carrier cases: 

MC 29592, Sub. No. 2, Arrow Stage Lines, extension, Da- 
kota City; MC 68925, Hattie C. Umberger, broker application. 

MC 104, Sub. No. 1, J. A. Pittman, dba Pittman Truck Line, 
Montgomery extension; MC 12191, Lillian Y. Wich, dba Wich 
Tours, broker application; MC 43404, Universal Terminal Ware- 
house Co., broker application; MC 67290, Universal Terminal 
Warehouse Co., common carrier application; MC52524, R. L. 
Yarborough, contract carrier application; MC 67289, Universal 
Terminal Warehouse Co., contract carrier application; MC 
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72931, United States Packing & Shipping Co., common carrier 
application; MC 94397, Charles Gerber, dba Gerber Trucking, 
common carrier application. 


A. T. A. SECTION MEETING 


The safety and operations section of the American Truck- 
ing Associations, Inc., will hold a special mid-year meeting at 
St. Louis, Mo., next May, Charles G. Morgan, Jr., manager of 
the division of operations of the organization, has announced. 
Approximately 300 safety, personnel and operating officials of 
the various carriers are expected to attend. According to Mr. 
Morgan, the safety and operations section has decided to hold 
a meeting independent of the regular fall convention of the 
organization to discuss technical operating problems. A ten- 
tative program for the session includes guest speakers and a 
question and answer session. The meeting will be presided 
over by Alfred Joyce, of Roadway Express, who will take over 
duties as chairman of the safety and operations section of the 
organization on January 1. He will succeed Morgan B Speir, 
Jr., of Horton Motor Lines, the present chairman of the section. 


CHADDICK ON COMMON CARRIER BOARD 


At a meeting of the Central States Motor Freight Bureau 
at the Stevens Hotel, Chicago, November 10, Harry F. Chad- 
dick, official of several truck lines, with headquarters in Chi- 
cago, was elected to represent the bureau on the board of 
directors of the newly reorganized common carrier division of 
the American Trucking Associations, Inc. William S. Bar- 
ranco was named alternate. The bureau voted to increase 
the dues of its members to take care of the per capita assess- 
ment for the division provided for in its reorganization plan 
(see Traffic World, October 28, p. 942). Robert J. McBride, 
who will assume the duties of secretary-manager of the divi- 
sion December 1, was present at the meeting. Chester G. 
Moore, chairman of the board of the bureau, presided. 


MOTOR TRUCK SHOW 


Labor difficulties in the United States will cease as soon 
as labor union leaders decide to conciliate, said Julius P. Heil, 
governor of Wisconsin, at the sixth annual national motor truck 
show banquet at Chicago, November 14. Rebuking labor lead- 
ers for their lack of honesty in labor disputes, he declared: 
“You’ve got to use strong arm methods. That’s why I'd like to 
be the governor of Michigan today. They have no right to have 
strikes there.” 

Governor Heil told members of the motor truck industry 
to apply the old-fashioned golden rule both to labor relations 
and to “cure America’s economic ills.” The application of 
good will and the elimination of labor rackets, he said, would 
do much to nullify labor controversies. 


Ted V. Rodgers, president, American Trucking Associa- 
tions, Inc., spoke at the banquet on “Publicizing the Motor 
Truck Industry.” He told of the industry’s advertising cam- 
paign designed to acquaint the public and the shippers with 
facts concerning highway transportation. The motor carriers, 
he said, would carry out the advertising program through 
national magazines, truck rodeos, educational, safety, and good 
will features. 


He insisted that the motor truck industry was not subsidized, 
since the truck carrier had to pay four and a half times more 
taxes than the average owner of a passenger car. He also em- 
phasized the need for better cooperation within the motor truck 
industry. 

L. C. Allman, chairman, national motor truck show pub- 
licity committee and director of public relations, Fruehauf 
Trailer Company, made the opening remarks. Eleven acts of 
entertainment were presented. 

Speaking at the closing session of the truck show, at Navy 
Pier, November 16, Taylor G. Soper, executive secretary, IIli- 
nois Road Builders’ Association, said that diversion of special 
taxes collected from highway users to purposes other than 
highway construction and maintenance constituted ‘broken 
pledges” of states. 

“The case against highway tax diversion is plain,” he said. 
“All the money taken in taxes from highway users is needed 
for construction and maintenance of roads to meet present-day 
traffic needs. Special taxes collected as a charge upon highway 
users for the use of highways and applied to building or super- 
vising highways are sound and equitable. When used for other 
purposes they are a vicious and indefensible form of class taxa- 
tion.” 

He said the gasoline tax in Illinois had been instituted 
originally with the promise to automobile owners that the pro- 
ceeds of it would be used for their benefit. Although the state 
needed new roads to meet modern highway transportation de- 
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mands, he said, the state had broken its pledge and had used 
much of the gasoline taxes for general purposes. 


TRIBUTE TO THE TRAFFIC MAN 


Under the title, “Presenting the Traffic Expert,” Marshal] 
Field and Company, Chicago department store, published in 
paid advertising space in the Chicago newspapers last week, 
coincident with the annual meeting of the Associated Traffic 
Clubs of America, a tribute to traffic management. The article, 
-_ in a series printed under the signature “Caleb,” read as 
ollows: 


East, west, north and south, the raw materials and finished products 
of American business go flashing across the continent . . . a tonnage that 
totals millions, running into a staggering dollar-volume of many billions, 

And all this labyrinth complexity of trains in motion, piled plat- 
forms, packed warehouses, and more than 30,000 different important 
shipping-points, would, within an hour, collide into chaos, were it not 
for that one essential ‘‘man of the hour’’ in transportation—the traffic 
manager. 

Some idea of his indispensability to industry is gained by even the 
sketchiest acquaintance with his role in the routing of goods. Col- 
lectively, he must be continually familiar with nearly 500,000 tariff 
publications and supplements, and their intricacies—and apply his dis- 
criminating skill and judgment to a program whose freight bills alone 
involve half a million business concerns in totals of over three billion 
dollars, paid to a thousand different railroads—to say nothing of motor 
trucking charges of 60,000 companies, aggregating another five hundred 
millions! 

The traffic expert, in short, must expedite the world’s shipments by 
skyway, highway, railway and waterway speedily, profitably and eco- 
nomically—and thanks to his ability so to do, he saves suppliers, manv- 
facturers, merchants and public alike incalculable sums. 

Perpetual center of this vast transportation network in which he 
functions is Chicago—with its 7,726 miles of track, its 22 trunk line rail- 
roads, 3 electric interurban lines, 9 terminal and belt lines, and 6 in- 
dustrial railroads. Here are 160 railroad yards, 73 freight stations, 62 
miles of underground freight line—and more than 1,200 passenger 
trains, whirling a quarter-million travelers in and out of the city 
daily, along with tons of express. In short, the world’s greatest traffic 
center. 

Logically, therefore, Chicago becomes host, this week, to the 18th 
annual convention of the Associated Traffic Clubs of America, whose 
102 component organizations embrace some 26,000 members, engaged 
in transportation activities either for carriers or for shippers. Highly 
specialized, and accordingly seldom catching the eye of the general 
public, it is in terms of these men’s technical contribution to its well- 
being that emphasis should be laid on who they are, and what they 
stand for, in the contemporary scene. 

No phase of our own innumerable operations, in the procurement 
and distribution of merchandise, is more important than the traffic ex- 
ecutive’s. It is a pleasure, therefore, to extend to America’s transporta- 
tion cohorts cordial greetings from our city and ourselves. 





Digest of New Complaints 





No. 28366, Tobin Packing Co., Inc., Fort Dodge, Ia., vs. A. G. S. et al. 
Rates and charges, packing house products, Fort Dodge, Ia., to 
all ports of export named in Agent Joseph Hattendorf’s I. C. C. 
No. 32, including New Orleans, La., and Port Everglades, Fla., in 
violation of sections 1, 2 and 3, the undue preference alleged being 
for Cedar Rapids, Des Moines, Marshalltown, Oskaloosa and Water- 
loo, Ia. Asks reasonable rates and reparation. (Charles B. Heine 
mann, Jr., 700 10th St., N. W., Washington, D. C.) 
No. 28365, Bourbon Stock Yard Co., Inc., Louisville, Ky., et al. vs. A. 
G. S. et al. 


Alleges that defendants serving complainants’ stock yards located 
within the switching limits of Cincinnati, O., Evansville, Ind., and 
Louisville, Ky., do not accord, what they deem to be proper tran- 
sit privileges on live stock, resulting in unreasonable charges, 0 
violation of section 1. Asks prescription of reasonable rates, rules 
and regulations applicable to the transportation of live stock. 
(Ernest L. German, Louisville, Ky.) 


No. 28367, Rosemary Manufacturing Co., Roanoke Rapids, N. C., VS 
Erie et al. ; 
Charges, wood pulpboard, Paterson, N. J., to Roanoke Rapids, 
N. C., in violation of section 6. Asks reparation. (Carl R. Cunning- 
ham, 22 Marietta St. Bldg., Atlanta, Ga.) 


No. 28368, Arizona Cattle Growers’ Association, Phoenix, Ariz., et al. 
ve. A. T. &2S. F. et al. 

Rates and charges, fresh meats and packing house products, be- 
tween points in Arizona and Colorado and other states, in violation 
of sections 1 and 3, the undue preference alleged being for packers 
at Denver, Colo. Ask reasonable rates. (Calvin L. Blaine, 900-901 
902 Title & Trust Bldg., Phoenix, Ariz.) 

No. 28369, Interstate Freight Carriers’ Conference, Inc., Los Angeles, 
Calif., vs. A. T. & S. F. et al. oe 

Rates, commodities generally, in quantities up to and including 
20,000 Ibs., between points in California, Arizona, New Mexico and 
El Paso, Tex., in violation of sections 1, 2 and 3. Asks reasonable 
rates. (David G. Shearer, 611 Hollingsworth Bldg., Los Angeles, 
Calif.) 
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Government Aid to and Regulation of 
U. S. Overseas Shipping 


Eleventh of a Series of Articles on the Principles of Water Transportation, by G. Lloyd Wilson, 
Professor of Transportation and Public Utilities, University of Pennsylvania 


marine following the war between the states, what 

should and could be done to assist in the development of 
the foreign merchant fleet and how these aids should be ren- 
dered have been vexing and pressing public problems in the 
United States. The problems are complicated further by the 
fact that the overseas shipping industry has three aspects that 
are essentially different in important respects. 

First, overseas shipping is an industry—or, more accu- 
rately, a group of industries—in which competition and co- 
operation among the various types of services and the operators 
of different nationalities involve complex inter-company and 
inter-national relationships. Second, shipping is not only an 
industry in its own right but it is auxiliary to a number of 
different industries in this country and in foreign countries 
that are striving company against company and nation against 
nation for the development of foreign trade. The problems of 
shipping are only parts of the problems of international rivalry 
for foreign trade. Third, overseas ocean shipping becomes an 
important feature in the conduct of commerce in time of war 
or preparation for war. Vessels of the merchant marine of 
belligerent nations are required as naval and military auxiliaries 
to be used in the transportation of troops; for carrying military 
and naval supplies, including munitions, food, equipment, coal, 
oil, and the numerous articles required in military and naval 
supply work; as airplane-carriers and bases; as patrol vessels; 
and in the transportation of raw materials and finished prod- 
ucts required in industrial mobilization. The Mahan formula 


is sea power equals naval vessels, plus bases, plus merchant 
vessels.” 


Vessels of non-belligerent nations find extensive employ- 
ment in transporting the world’s international commerce. The 
large commercial nations, of which are, for the most part, the 
principal military and naval powers, have for centuries and 
particularly in the last century striven to develop and maintain 
merchant fleets adequate to extend their foreign trade, to 
serve as military and naval auxiliaries, and compete, in many 
cases. for the world’s international carrying trade. 

Vessels owned and operated by national of the United 
States must compete in this aggressive struggle for interna- 
tional trade with vessels of many nations. Vessels under the 
United States flag are under several handicaps because of 
higher costs of vessel construction and higher expenses of op- 
eration due to higher wages, larger personnel required of 
United States vessels, as compared with foreign vessels of 
equivalent sizes, and higher standards of subsistence aboard 
American vessels. 


With the exception of a relatively small number of vessels 
registered under the American flag engaged in industrial car- 
rier services or closely related to industrial concerns that have 
assurance of cargo at rates adequate to defray operating ex- 
penses, American vessels in overseas shipping are dependent for 
existence on government subsidy. There are only two valid 
reasons for the expenditure of public funds for the development 
of an overseas merchant marine under the United States flag. 
One of these is the promotion of the foreign trade of the coun- 
try and the second is the maintenance of a merchant marine 
adequate for national defense. 


Table No. 1 
ESSENTIAL TRADE ROUTES 
BETWEEN THE UNITED STATES AND FOREIGN COUNTRIES 


Between Ports in 
United States And Foreign Ports 

Atlantic Ocean ...... East Coast, South America 

Gulf of Mexico ..... East Coast, South America 

North Atlantic ...... West Coast, South America 

Pacific Coast ....... West Coast, South America 

Pacific SO East Coast, South America 

North Atlantic ...... West Coast of Africa 


k= since the decline of the American overseas merchant 


Gulf of Mexico ..... West Coast of Africa 

North Atlantic ...... South and East Coasts of Africa 

Gulf of Mexico ..... South and East Coasts of Africa 

South Atlantic ...... United Kingdom and Continental Europe 


—e 


*Famous Formula of Admiral Alfred T. Mahan. 
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North Atlantic ...... Mediterranean 

Pacific Coast j Australia and New Zealand via Hawaii and in- 
Bede ae | termediate islands 

Pacific Coast......... Philippine Islands and Far East 

North Atlantic ...... United Kingdom and Continental Europe 

Pacific Coast: ........ United Kingdom and Continental Europe 

Atlantic Coast ...... Australia and New Zealand 

Atlantic Coast ...... Far East 


Atlantic Coast 
Atlantic Coast 
Gulf of Mexico 


err India via Suez 
Semanais North Coast of South America via the West Indies 
whan North Coast of South America via the West Indies 


Merchant Marine and Foreign Trade 


Several arguments are advanced to justify the expenditure 
of public funds for the maintenance of American flag vessels 
in foreign trade: 


1. Vessels under the United States flag are necessary to insure 
regular and adequate shipping services for import and export trade be- 
tween American ports and the ports of exporting and importing coun- 
tries with which the United States carries on foreign trade, especially 
in times when wars cause a shortage of shipping and the withdrawal of 
vessels from services between the United States and these countries. 

2. American flag services tend to improve the quality of shipping 
service available to American importers and exporters by assuring direct, 
frequent, and fast service operating directly between United States ports 
and the ports of countries with which the import and export trade is 
conducted, rather than the slower, less frequent, and sometimes indi- 
rect service, involving transhipment, available between United States 
ports and ports of other countries if the services are conducted by for- 
eign vessels. 


It is sometimes urged that the operation of an overseas 
merchant marine under the American flag: (1) tends to avoid 
discrimination against American goods or exporters or im- 
porters by foreign lines; (2) tends to affect the balance of 
international payments by keeping the money spent for freight 
charges at home by paying them to American vessel operators; 
and (3) tends to protect American importers and exporters 
against exorbitant ocean freight rates. The report of the 
United States Maritime Commission, which investigated the 
economic importance of overseas to the American foreign trade, 
found that there was little actual evidence to support these 
claims, but found evidence to support the first two advantages 
recited.’ 


Merchant Marine and National Defense 


The importance of a merchant marine in national defense 
is said to be second only to the armed forces. A merchant 
marine adequate for national defense is essential to the United 
States despite the desire of its people to avoid war. 

A merchant marine of 1,000 vessels of various types with 
an aggregate tonnage of about 6,000,000 g.r.t. is estimated to 
be necessary in the initial stages of war and many more would 
be required if the war were protracted. Various types of ves- 
sels are required for naval and military service, including the 
following principal varieties: 


1. Combination passenger and cargo vessels are required to be con- 
verted into aircraft carriers. These vessels should be capable of sup- 
porting a flight deck of 600 feet long and 60 feet wide, with a minimum 
length of 500 feet; and a speed of 18 knots as an absolute minimum 
although speeds of 20 knots or better are desirable. 

2. Combination passenger and cargo vessels are needed to be used 
as auxiliary cruisers. These vessels should have a minimum speed of 
20 knots although it is desirable that the speeds be much faster. They 
should have also a large cruising radius. 

3. Passenger vessels are necessary for use as troop transports. These 
vessels should have a speed of not less than 16.5 knots and a capacity 
sufficient to accommodate 2,000 men and their equipment. 

4. Tankers are needed to supply naval vessels. These vessels should 
be of various sizes and speeds since they are used in a variety of 
services. 

5. Cargo vessels are required to be used as supply ships to accom- 
pany the fleet, or to be moved in convoys or in single units as occasion 


2**Economic Survey of The American Merchant Marine,’’ United 
States Maritime Commission, Washington, D. C., November 10, 1937, 
Pp. 4-9. 
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demands. Vessels used as auxiliaries to accompany the fleet should 
have speeds of 16.5 knots or more, while those used in auxiliary services 


which do not require that they accompany the fleet should have speeds 
of 12 knots or over. 


The vessels required as military auxiliaries must either be 
built and operated by the government as naval vessels or used 
in commercial services in times of peace and subsidized to the 
extent required. In addition to these military auxiliary serv- 
ices, cargo vessels and combination passenger and cargo vessels 
are needed in time of war to bring into the United States raw 
materials needed by industries vital to the production and 
manufacture of military supplies and to civilian life. 

Generally, there is little or no economic necessity for cargo 
vessels of speeds as high as 16.5 knots so that, to the extent 
that these vessels are required for military service, their con- 
struction and operation must be subsidized. The Maritime 
Commission has developed a standardized design for cargo ves- 
sels of 8,800 tons, deadweight, and-a speed loaded of 15 to 15.5 
tons. These vessels are considered practical in commercial and 
military services. If loaded to about 50 per cent of their ca- 
pacity, they can be operated at speeds sufficiently high to en- 
able them to be used in auxiliary services to the fleet. 


Foreign Trade Routes 


If it is considered expedient to develop and maintain a 
merchant marine in the interests of the development of Amer- 
ican foreign trade, the question of the services in which United 
States flag vessels should be operated may be considered. 

In determining the essential ocean trade routes required 
to promote the interests of the foreign trade of the United 
States, which is second only to that of Great Britain and ap- 
proximately 10 per cent of the world’s foreign trade, the Mari- 
time Commission is directed by the merchant marine act, 1936, 
to consider and give due weight to: 


1. The cost of maintaining steamship lines on these routes. 
2. The probability that any of these lines cannot be maintained 


except at heavy loss disproportionate to the benefit accruing to foreign 
trade. 


3. All other facts and conditions that a ‘‘prudent businessman’”’ 
would consider when dealing with his own business. 

4. The intangible benefit that the maintenance of any line may af- 
ford to the foreign commerce or national defense of the United States.* 

The Maritime Commission was directed also by the mer- 
chant marine act to make a study of tramp steamship service 
and the desirability of developing this type of service under the 
American flag.“ Because of the trend toward specialized types 
of vessels and line services and the decline of the tramp vessel 
as an important carrier in the trades in which the United States 
is interested, the Maritime Commission recommended against 
the entrance of the United States into the field of tramp ship- 
ping at the present time. The Maritime Commission has ex- 
pressed the opinion that passenger service contributes sub- 
stantially to foreign trade by developing good-will and business 
contact. 

As a result of the studies by the Maritime Commission of 
foreign trade in 2,000 commodities and services to and from 
600 ports in 120 foreign countries, it has tentatively recom- 
mended twenty-three essential trade routes connecting the 
United States and some twenty trade areas in which the for- 
eign trade is important. These routes are summarized in Table 
No. 1. 


Government Aid to Overseas Shipping 


The seagoing merchant marine of the United States as 
part of this nation’s maritime strength and foreign trade 
facilities represents but a small percentage of the total num- 
ber of merchant vessels in the American foreign, coastwise, 
intercoastal, Great Lakes, and inland waters merchant marine, 
and the number of vessels operated or proposed to be op- 
erated on the essential foreign trade routes totals only 179, 
of approximately 1,300,000 gross registered tons. 

The seagoing merchant vessels operated on these routes 
of the type required for military and naval auxiliary services, 
as a rule, must receive government assistance to enable them 
to continue in operation under private ownership and opera- 
tion, or must be owned by the government and operated by it 
or operated by private companies for the account of the gov- 
ernment. In the past, the federal government has aided over- 
seas steamship lines in a number of different ways, including: 


1. Mail subsidies or subventions. 

2. Governmental guarantee of revenues. 

3. Construction bounties. 

4. Abatement or refund of duties on imported shipbuilding materials. 

5. Construction loans upon favorable returns, low rates of interest, 
easy amortization, and long term. 


* Merchant Marine Act, 1936, Section 211 (a). 
*Ibid, Section 213. 
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6. Aids to navigation in the form of channels, lighthouses, light. 
ships, buoys, coast guard service, and other invaluable facilities ang 
services. 

7. The admission of foreign-built vessels to American registry jp 
order to reduce capital costs of vessels. 

8. Discriminating duties granting lower duties to imports brought 
to the United States in American vessels. 

9. Discriminating tonnage taxes and light fees. 

10. Aid to shipbuilding by naval construction in private yards. 

11. Construction of vessels during war emergency 1917-1922. 


None of these methods of direct or indirect aid, except 
the navigation aids, has been particularly effective in achieving 
the desired results. Just prior to the adoption of the present 
policy of aid to American overseas shipping on essential for- 
eign trade routes the vessels operated in foreign services fell 
into two categories. One group consisting of thirty-one lines 
operating 258 vessels aggregating 1,770,000 g.r.t. received mail 
contracts from the government which assisted the lines more 
or less adequately to defray operating expenses and deprecia- 
tion, and a second group consisting of seven lines operating 
thirty-seven vessels aggregating 207,000 g.r.t. were operated 
for account of the United States government by private opera- 
tors. The poor financial position of many of these lines, the 
inability of many private operators and government-owned 
lines to finance replacements, the reluctance of private capital 
to enter the foreign shipping industry, and deplorable labor 
conditions in the American merchant marine made it apparent 
that three alternatives confront the United States if an over- 
seas merchant marine is to be operated in the development 
of foreign commerce and national defense. These alternatives 
are: (1) government aid to private shipping, (2) government 
ownership and operation, and (3) government ownership and 
private operation. 


The present government policy, as expressed in the mer- 
chant marine act, 1936, seeks to continue the traditional Amer- 
ican opposition to the government engaging in commercial 
activities by preserving private operation of vessels in foreign 
trade in so far as may be practicable, with government aid of 
three kinds: 


1. Construction differential subsidies to enable American operators 
to obtain vessels of the types required for foreign commerce and na- 
tional defense at prices on a parity with those available to their prin- 
cipal foreign competitors. 

2. Operating differential subsidies to put United Statés vessels upon 
parity with foreign competitors. 

3. Countervailing subsidies to offset the subsidies paid by foreign 
governments to foreign vessels. 


Construction Differential Subsidy 


Under the provisions of the merchant marine act of 1936, 
the Maritime Commission is charged with the responsibility 
of supplying vessels for American operators of vessels on the 
essential foreign trade routes at prices available to their prin- 
cipal competitors. This is a difficult undertaking requiring the 
determination of the principal competitors, where these com- 
petitors purchase their vessels, and the cost of constructing, at 
such yards in these countries, vessels of like plans and specifi- 
cations. The Maritime Commission has stated that a mathe- 
matically accurate differential cannot be determined and that, 
at best, only a rough approximation of the construction differ- 
ential can be obtained by comparison of costs of construction 
of vessels in United States and foreign shipyards. 

There are several factors which contribute to this diffi- 
culty. Contrary to popular notions there are few vessels of 
identical plans and specification constructed in the shipyards 
of the same or different nations. There are wide differences In 
bids among shipyards of the same and different countries upon 
contracts to construct vessels of identical plans and specifica- 
tions and no assurance that personal or political considerations 
will not influence the award of contracts to shipyards other than 
the low bidders. Information with respect to construction costs 
and prices are confidential-and difficult if not impossible to 
obtain. There are material differences in wage rates, hours of 
work, relief payments to workmen, tax payments and exemp- 
tions, government construction bounties, and other financial 
aspects of construction. Variations in construction methods 
and efficiency of superintendence and labor are also factols 
which alter the costs of construction. The policies of the ship- 
yards with respect to profit on the undertakings, differences 1” 
cost of insurance while the vessels are under construction, an 
similar factors influence prices at which vessels can be or are 
sold to foreign buyers. Differences and fluctuations in price 
levels and in currencies complicate the calculation of the dif- 
ferentials. 

By a process of consideration and rejection of costs and 
prices in shipyards in various countries, the Maritime Commis 
sion adopted the Netherlands as the principal shipbuilding 
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center where a competitive operator would be likely to place 
a contract for the building of a vessel of the “MC” type, the 
first vessel built under the construction differential arrange- 
ment provided for in the merchant marine act. Fortunately, 
a remarkably similar vessel was constructed in the Netherlands 
for the Holland-American Line in 1935. The contract price of 
the “MC” type vessel now being built in an American shipyard 
is $15,750,000, while a fair and reasonable foreign price at 
which a comparable vessel would be built for substantial com- 
petitors was found by the Maritime Commission to be $10,500,- 
000. The American operator in this case was the United States 
Lines. The construction differential, therefore, is $5,250,000. 
Put in another way, in this particular case the construction 
price in an American shipyard was found to be 50 per cent 
higher than the price at which a comparable vessel could be 
puilt by a competitor at a foreign yard, or 33.3 per cent of the 
cost of construction of the vessel in the United States. This is 
the maximum construction differential subsidy permitted under 
the merchant marine act. 


The Operation Differential Subsidy 


Differences in the cost of operation of similar merchant 
vessels under the United States flag and foreign flags are the 
consequence of several different conditions: 


1. Differences in monetary wages paid officers and crews, compli- 
cated by practices with respect to vacations with or without pay, insur- 
ance provided either without cost to the personnel or paid for by de- 
duction from wages, inclusion or exclusion of vessel personnel from 
unemployment and old-age benefits. 

2. Differences in price levels and standards of living in different 
nations which make difficult adequate comparisons of real wages, even 
if monetary wage comparisons can be made. 

3. Differences in standards of subsistence with respect not only to 
the quality and quantity of food but in the kinds of food provided. 

4, Differences in amount of cubic feet of space per capita provided 
for use of members of crew, in number of feet of floor-space, in sleep- 
ing and mess facilities, and other accommodations. 

5. Differences resulting from payments made to officers and mem- 
bers of crews for membership in naval reserve forces. 

6. Differences in manning schedules which greatly increase or de- 
crease the number of officers and crews required to man vessels of simi- 
lar sizes and types operated under different national flags. 

7. Differences in hours of watch or hours of labor aboard ships of 
different nationalities. 

8. Differences in costs of repairs. 

9. Differences in foreign exchange which must be reckoned after 
the differences in costs of operation have been computed in order to 
determine the differences in operating costs of vessels of similar types 
measured in the monetary unit of the United States. 


The difficulties inherent to the determination of these dif- 
ferences in operating expenses is accentuated by the presence 
on the same trade routes of competitive operators of several 
different nationalities; different types and sizes of vessels of 
different speeds. After consideration of these problems, the 
Maritime Commission has fixed bases for operating differen- 
tials for lines operating on the essential foreign trade routes. 
The amounts paid to vessel operators as operating differential 
subsidies may be reviewed and readjusted from time to time 
but not more often than once a year. 


Countervailing Subsidy 


Under the provisions of the merchant marine act, if the 
government aid granted to American lines operating upon the 
essential foreign trade routes in the forms of construction dif- 
ferentials and operating differential subsidies is found to be 
inadequate to offset the subsidies paid by foreign governments 
to competitive lines operating under these flags, additional gov- 
ernment aid in the form of countervailing subsidies may be 
granted to offset these foreign subsidies. It is stated that there 
are more than one hundred different varieties and many sub- 
Varieties of government aid paid by foreign governments to 
vessel owners and operators. Aid is granted in a number of 
forms by every important maritime nation and by several 
minor ones. Government ownership or ownership by publicly 
owned corporation has become increasingly prevalent as a 
result of economic depression and political rearrangements in 
many foreign countries. 


Because of the great number and varieties of foreign gov- 
‘fnmental aid, exemptions, bounties, penalties, currency con- 
‘rol, monopoly grants to certain lines, pressure on traders or 
oreign countries, directions to ship via national lines and other 
vices resorted to by maritime nations in the competitive 
struggle to gain foreign trade and aid national shipping, it is 
difficult, if not impossible, to determine accurately and cur- 
tently the amounts necessary to offset these foreign govern- 
ment aids. The Maritime Commission has not shrunk from this 
task of studying foreign shipping policies because of these 
difficulties but has studied the problems of comparative cost 
and aid with great thoroughness. In a report remarkable for 
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its ability and candor, the Maritime Commission stated, in 
commenting on the value of study of foreign policies and aids, 
although the results may not be statistically reliable: 


The Commission wishes the country to know, however, that this is 
not a scientific process, that the results are only approximately accu- 
rate at best, that some errors are likely to be made, and that only 
thorough periodic revision can be made of subsidies to approximate 
the ideal of parity as set forth in the Merchant Marine Act.® 


The Cost of Promoting an Overseas Merchant Marine 


Regardless of the plan used, the promotion of an American 
merchant marine for national defense and for the development 
of foreign trade is costly. It should be borne in mind, however, 
that, if it is conceded that vessels of various types are required 
for national defense, the public expenditures in the form of aids 
to the merchant marine will probably be much less than the 
cost of construction and operation of an equal number of vessels 
by the government as auxiliary naval vessels. The vessels, if 
used in subsidized foreign commercial services, can earn a sub- 
stantial part of their fixed and operating costs even though it 
be conceded that they cannot be operated on a profitable basis. 
The Maritime Commission has estimated the cost at $25,000,000 
to $30,000,000 a year in construction and operating differential 
subsidies, assuming that the former mail-subsidy lines which 
appear likely to survive are continued. If these lines are unable 
to supply needed replacements or if the government is forced 
by war into an extensive building program, the amount will be 
substantially increased. 

From 1917 to 1937 the net appropriations to the United 
States Shipping Board, United States Shipping Board Bureau, 
and United States Shipping Board Emergency Fleet Corpora- 
tion aggregated $3,624,958,143, and mail contract payments less 
poundage earnings from 1929 to 1937 amounted to $175,911,832, 
a total of $3,800,869,976. From this should be deducted $225,- 
133,577 representing the net assets of the United States Mari- 
time Commission as of June 30, 1937. The balance of over 
$3,575,000,000 represents the public cost of merchant marine 
development, over $3,000,000,000 of which was expended be- 
tween 1917 and 1922 for vessels built for war service, the last 
of which were not completed until 1922. 


Regulation of Overseas Shipping 


American vessels as well as foreign vessels are subject to 
regulation with respect to operation of the vessels on the water- 
ways and at ports of the United States as provided for in the 
navigation laws and administrative regulations issued pursuant 
to these laws. The overseas vessels are subject also to certain 
regulations respecting the rates and services, some of which 
have already been discussed in connection with the regulation 
of domestic water transportation. Among the more important 
of these regulations applicable to common carriers by water in 
overseas commerce the following may be summarily mentioned: 


1. The prohibition of unfair and unjust discriminatory practices 
including deferred rebates, use of ‘‘fighting ships,’’ or refusal to give 
shippers space accommodations when available in retaliation against 
shippers because they have patronized other carriers or because ship- 
pers have filed complaints charging the carriers with unfair treatment 
or for any other reasons. 

2. The prohibition of contracts which unfairly discriminate against 
any other shipper with respect to cargo space accommodations, loading 
or unloading of cargo, or the adjustment and settlement of claims. 

3. The outlawing of unreasonable preference or advantage to any 
person, locality, or description of traffic. 

4. The illegality of allowing any person to obtain transportation of 
property at less than the regular rates by means of false billing, weights, 
or other unfair or unjust device. 

5. The unlawfulness of influencing any marine insurance company 
not to give competing carriers as favorable rate of insurance upon ves- 
sels or cargo as is granted to other persons subject to the act.¢ 


These provisions of the shipping act of 1916 have been car- 
ried over and are now administered by the Maritime Commis- 
sion. Common carriers in foreign trade are required to file with 
the Maritime Commission rates quoted on traffic thirty days 
after quotation and to file copies of any conference or other 
rate agreements or understandings to which they are parties. 
The Maritime Commission may disapprove any conference 
agreement which provides for the payment to shippers, for the 
exclusion of any common carrier by water which is a citizen 
of the United States and may apply for admission, otherwise 
discriminate unfairly or provide for the use of unfair practices. 
or are adjudged by the Maritime Commission to be detrimental 
to the commerce of the United States. 

The services and rates of contract carriers or tramps engaged 
in overseas commerce are not subject to federal regulation. 


5 United States Maritime Commission, 
American Merchant Marine,’’ p. 77. 
6 Shipping Act, 1916. 
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The merchant marine act, 1936, as amended, is partly pro- 
motive and partly regulatory. The relationship between promo- 
tion and regulation is close and the line of demarcation between 
these two functions is d fficult, if not impossible, to trace. The 
scope of regulation and aid as provided for in the merchant 
marine act is indicated by the provisions of its principal parts 
or “titles.” 

Title I states the policy of the United States to be to foster 
the development and encourage the maintenance of a merchant 
marine adequate to carry the domestic commerce and a sub- 
stantial part of its foreign commerce and to serve as a naval 
and military reserve in time of war or national emergency, 
owned and operated under the United States flag, composed of 
proper vessels, and manned with a trained and efficient per- 
sonnel. 

Title II provides for the administration of the act by the 
United States Maritime Commission. 

Title III governs the employment and wage conditions in 
overseas shipping. 

Title IV arranges for the termination of the ocean-mail 
contracts by June 30, 1937, and the substitution therefor of the 
construction-differential, operating-differential, and countervail- 
ing subsidies. 

Title V provides for the awarding of construction differ- 
ential subsidies which have been discussed previously. 

Title VI contains the arrangements with respect to the 
operating-differential subsidy. 

Title VII stipulates that if the creation of an adequate 
merchant marine is not brought about under private ownership 
and operation by these means of governmental aid the Mari- 
time Commission may construct and operate or arrange for the 
operation of merchant vessels under government ownership 
and operation or government ownership and private operation. 

Title VIII outlines the provisions of the contracts made 
with operators receiving subsidy. 

Title IX contains miscellaneous provisions including one 
giving to the Maritime Commission authority to requisition ves- 
sels in time of war or national emergency and for the payment 
of compensation to the owners for the vessels or for their use. 

It is too soon after the passage of the merchant marine act 
to hazard a prediction as to how well it will achieve the results 
expected. At least it can be said that it has substituted a 
logical plan of subsidy for the ineffective ocean mail contracts, 
and it has resulted in the construction of several modern vessels 
that have replaced obsolete ones. The burdens of a large num- 
ber of inadequate and obsolete war-built merchant vessels and 
the world-wide depression in the shipping industry are stern 
realities that cannot be conjured away by legislation. Only an 
increased demand for ships and shipping service can remedy 
these conditions. 
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CITRUS FRUIT BY WATER 


Rates and practices of common carriers by water in con- 
nection with transportation of citrus fruit from Florida ports 
to Baltimore, Md., have been found not unreasonable or other- 
wise unlawful in a report of the Maritime Commission in No. 
510, citrus fruit from Florida to Baltimore, Md. The proceed- 
ing, instituted by order of January 27, 1939, has been discon- 
tinued. It was heard jointly with proceedings before the Inter- 
state Commerce Commission with respect to rail rates from 
Florida to Baltimore. 

The report dealt with the competition in the last few 
years between the rail and water lines for citrus fruit traffic 
from Florida. The Bull Steamship Line, according to testi- 
mony, carriers citrus fruit from Fort Pierce, Fla., to New York, 
N. Y., and shipments consigned to Baltimore move there from 
New York. A witness for the Bull line, according to the report, 
said that the participation of its indirect service in the move- 
ment of citrus to Baltimore was inconsequential. The rate by 
the indirect route to Baltimore was 50 cents a standard box of 
90 pounds, the same as the rate to New York. 

The Merchants and Miners Transportation Co., referred to 
as the M. & M. Line, carries citrus fruit and other per- 
ishables from Miami, West Palm Beach and Jacksonville to 
Baltimore. The principal movement is from Jacksonville, the 
report stating that the movement from Miami and West Palm 
Beach to Baltimore is light because those two ports cannot com- 
pete successfully for this movement. 
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The commission said the water rates on citrus fruit ap. 
plied a standard box of 90 pounds. The rate from Miami to 
Baltimore is 55 cents a box and from West Palm Beach, 50 
cents. The local rate from Jacksonville to Baltimore is 36 cents 
a box, published effective February 6, 1939. Proportional rates, 
according to the report, are also published, varying in amount 
according to the interior point of origin in order to equalize the 
through charges by truck and water with the through charges 
via other ports. 


“The movement of citrus fruit by truck from the producing 
areas to the port and by water to Baltimore is directly competi- 
tive with the faster all-rail movement,” said the commission, 
“With an average trucking time of ten to twelve hours from 
points of origin to Jacksonville, delivery at Baltimore by the 
Monday sailing of M. & M. Line is made on the morning of 
the fifth day, but if the shipment has to be transferred to the 
railroad perishable terminal, delivery is made there on the 
morning of the sixth day. Shipments forwarded by the Thurs. 
day sailing arrive in Baltimore on the seventh morning from 
point of origin and the eighth morning if transferred to the 
railroad perishable terminal. Shipments by railroad arrive in 
Baltimore on the third day from any point in Florida.” 


The report reviewed the changes in water and rail rates 
since the 1932-33 shipping season when citrus fruit began to 
move by water in appreciable volume. In the season of 1934-35 
the water line carried 44 per cent of the total movement of 
citrus fruit to Baltimore. The water rate from Jacksonville 
to Baltimore was 46 cents a box and in the greater part of the 
season the all-rail rates to Baltimore were approximately 7 
cents a box higher than the combination truck-water rate. 
Effective December 12, 1935, the differential was eliminated 
and in the 1935-36 season, said the commission, the volume of 
citrus fruit handled by the water lines to Baltimore fell to 
27.3 per cent of the total movement to that port; 72.7 per cent 
was carried by rail. 


Later changes in the rail and water rates and the effect 
on the movements by rail and by water were reviewed. A dif- 
ferential of 5 cents a box was restored February 6, 1939, when 
the M. & M. published its rate of 36 cents. In the period from 
February 6, 1939, to February 28, 1939, the water movement 
increased to 30.7 per cent, said the report. For the entire 
period from September 1, 1938, to February 28, 1939, the water 
movement amounted to about 20 per cent of the total, said the 
commission. 


The commission said it was apparent that the reductions 
in the water rate from Jacksonville to Baltimore were forced 
on the M. & M. by the rate-equalization policy of the railroads, 
“and it is equally clear that the water lines cannot hope to 
obtain a fair share of this traffic without a reasonable differen- 
tial under the all-rail rates.” Continuing, it said: 


There is no showing that the present rate of 36 cents a box on citrus 
fruit from Jacksonville to Baltimore is less than a reasonable minimum 
rate. Although it is shown that during the years 1937 and 1938 the op- 
erating expenses of the M. & M. Line exceeded its total revenues, there 
is no evidence by which it can be determind what proportion, if any, 
of this deficit could be properly allocated to the movement of citrus 
from Jacksonville to Baltimore. The vessels operated on this route are 
combination passenger and freight ships, each having a cargo capacity 
of 242,500 cubic feet of which 66,200 cubic feet are refrigerated, leaving 
approximately 176,300 cubic feet of space on each ship for cargo other 
than citrus. These vessels carry passengers and cargo other than citrus, 
between ten different ports, and it is respondent’s contention that it 
would be extremely difficult to determine the cost of handling any pal- 
ticular traffic between two given points. There is nothing of record t0 
indicate the cost of transporting citrus fruit by water from Jacksonville 
to Baltimore. The M & M Line witness testified that the average rale 
of this line on merchandise traffic is about 29 cents per 100 pounds and 
that in his judgment this average could go as low as 25 cents and 
still return something more than actual cost. This witness testified 
further that in his opinion the lowest rate at which citrus could be 
transported from Jacksonville to Baltimore with any hope of making 4 
profit would be 25 cents a box, which is the lowest proportional rale 
published on this traffic. 





OCEAN FREIGHT RATES 
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It is announced that the 20 per cent increase in ocean rates 
by the Brazil and River Plate Conference, has been reduce 
to 10 per cent, retroactive to November 1, 1939, on tariff items 
and effective on December 1 on contracts. 

Exporters are now availing themselves of the air mail 
service in forwarding ocean shipping documents to consignees 
in Europe. It has been found that the early receipt of the 
documents has enabled the assignee to reduce, and in some It 
stances to avoid, the delays caused by the contraband inspec 
tion procedure now being followed by the British and French 
governments on consignments going to European ports. 
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November 18, 1939 


MARINE TERMINAL SITUATION 


(From an address by H. C. Cantelow, chairman, Marine Terminal Associa- 
tion of California, before the San Francisco Propeller Club, November 7.) 


Forty-five years ago today, when I found my first job with 
a steamship company in San Francisco, marine terminals along 
this coast were mostly owned or operated by steamship com- 
panies under leases. San Francisco was the outstanding excep- 
tion. Then, as now, the state of California was the owner of 
our San Francisco waterfront facilities and the State Harbor 
Board controlled the making and collection of terminal charges 
assessed against the cargo owner and the vessel owner. Gener- 
ally speaking, the ocean terminal was then looked upon as an 
enterprise separate and apart from actual water transportation. 
It was then the accepted view that the terminal should stand 
on its own feet and, to that end, that the revenues of terminals 
should, under normal conditions, be sufficient to cover all oper- 
ating and capital costs plus a reasonable return on the invest- 
ment. In other words, the steamship owner considered it sound 
business to draw a distinct line between investments in ships 
and the cost to him of floating goods from one place to another, 
on the one hand, and his investments in terminals or terminal 
leases and the cost of services performed by him on the termi- 
nals, on the other hand. Where competitive transportation 
conditions permitted it, he held fast to that sound business 
principle as long as he could. 

This picture changed sharply as one municipality after 
another developed terminal facilities at public expense and, 
following a new popular trend, began to compete with the 
private citizen. That new era opened briskly on this coast with 
the building of the Panama Canal. Within a relatively few 
years it was a poor port community, indeed, which could not 
proudly boast at least one city owned wharf. 

Municipal leaders in various ports had earlier dedicated 
themselves to the proposition that the growth and development 
of their commerce was being retarded by extortionate terminal 
charges. And to keep faith and gain popular acclaim, those 
clothed with new authority proceeded at once to correct the 
alleged evil by establishing at public wharves terminal charges 
lower than those found necessary by the experienced terminal 
operators with whom they were about to compete. Many port 
authorities were able to do this, and to continue doing it, be- 
cause municipal wharves pay no taxes and, more important, in 
most cases, are permitted to offset final yearly deficits, all or 
in part, by amortizing bonds and carrying charges at the ex- 
pense of the general taxpayer. 

Perhaps the day will come when the taxpayer will become 
so chafed by his steadily increasing tax burden that he will 
closely examine the items on his bill and when he comes to 
this one he may insist that the user of a marine terminal must 
pay the fairly allocated cost of the service performed or use 
granted to him by the terminal operator. He may insist that 
the general taxpayer who does not directly use a terminal must 
not be forced to assume any part of an expense burden which 
rightfully belongs to those persons who do directly use the 
terminal. 

_ At present, the shipowner, much more often than other- 
wise, neither owns nor completely operates the terminals served 
by his vessels. In any situation where the shipowner has no 
Voice in the fixing of the terminal charges to be paid by the 
cargo he loads or discharges at a particular terminal, he cannot 
be said to be in full control of that terminal, even though he 
may be granted by the terminal owner a preferred richt to 
berth his vessels there and the preferred right to assemble and 
distribute cargo there. That is precisely the situation many 
shipowners find themselves in today at most of the Pacific coast 
terminals they use, starting at San Diego and going right 
through to Bellingham, Wash. 

And yet, under the recent administration of the shipping 
act, common carriers operating in interstate trades are not only 
required to “establish, observe and enforce just and reasonable 
regulations and practices relating to the receiving, handling, 
storing or delivery of property,” but are required to file the 
'erminal charges applicable at every terminal at which their 
Vessels may call; charges that do not accrue to the shipowner 
and are not under his control. 

Now, there can be no doubt that the marine terminal is 
an essential connecting link between the nation’s land and 
— transportation systems; and it is equally clear that the 
rminal owner or operator, as such, is not in the business of 
transporting. Because the terminal, though an essential con- 
necting link, is usually not under the full control of the water 
Carrier, I maintain that the public interest will not be suffi- 
‘lently served until Congress has completed the regulatory 
chain. It should be completed by a thoroughgoing federal 
Statute designed to fit the somewhat complicated ownership and 
°peration facts, some of which I have just described. 
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The parties who determine and fix interstate railroad 
freight rates, and interstate water freight rates, are held to a 
strict accountability by the Interstate Commerce Commission 
or the Maritime Commission as to those rates, while, more 
often than otherwise those who determine and fix the marine 
terminal charges applicable to the identical cargo transported 
by the carriers and who decide how the total terminal expense 
shall be allocated and divided between the various users, are 
accountable to no regulatory authority whatsoever. 

Should there be this no-man’s land in the federal regula- 
tory field? Should any group of men, body politic or otherwise, 
be free to indulge in unjust or discriminatory terminal prac- 
tices, guided only by their own independent judgment? These 
are questions which many transportation men, terminal opera- 
tors and congressmen have been pondering for several years. 
This field was thoroughly explored by Joseph B. Eastman in 
1936, when he was serving as Coordinator of Transportation. 
He then sponsored a bill known as the Eastman wharfinger 
bill, which, perhaps, attempted to take too much in one stride. 
At any rate the time was not ripe for its passage either as 
drawn or in modified form. 


This subject became a particularly live one in the first 
session of the 76th Congress. Several bills were introduced, 
the best of which is H. R. 6064, introduced in the House by 
Congressman Bland, May 1, 1939, and now resting with the 
committee on merchant marine and fisheries. It was set aside, 
it is thought, because of the long delay in formulating and final 
failure to complete legislative measures for the relief of the 
country’s overburdened railroads. 


Every well-informed terminal operator realizes or is begin- 
ning to realize that it would be in the public interest to close 
this gap and end the regulatory confusion. Since the last ad- 
journment of Congress, terminal operators on all coasts have 
been studying the whole problem and there appears to be a 
growing acceptance of the idea that, as soon as Congress can 
get around to it, the. job will be completed by a further enact- 
ment. They are beginning to evidence a desire to cooperate in 
the formulation of a bill adapted to the needs and peculiarities 
of the industry and so drawn as to apply to all alike. There 
are those who feel that it should be the declared policy of 
Congress to provide for fair and impartial regulation of termi- 
nal operator services and charges, so administered as to pro- 
mote safe, economical and efficient service and to foster sound 
economic conditions among the several operators. They believe 
that it should be a part of national policy to encourage the 
establishment and maintenance of reasonable charges, without 
unjust discriminations, undue preferences or advantages or 
unfair or destructive competitive practices. They believe all of 
this is necessary to the end that there may be developed and 
preserved a system of deep-water terminals, on a self-support- 
ing basis, adequate to meet the needs of the commerce of the 
United States. And they believe that a sound bill should be 
drawn, enacted, and administered and enforced with a view to 
carrying out some such declared national policy. I share 
those views. 


It is also my opinion that the regulation should extend to 
all wharf operators engaged in interstate commerce, and to all 
persons or groups which, while not physically operating the 
wharves, nevertheless control the fixing of the various terminal 
charges to be paid by the cargo owners and shipowners using 
them. And I believe the administrative body, in the exercise 
of its powers, should be under a mandate to give due considera- 
tion to every terminal owner’s need of revenues sufficient to 
enable him, under honest, economical and efficient management, 
to provide services and to maintain his wharf facilities on a 
self-supporting basis... . 


It might be argued from what I have said about our San 
Francisco situation that federal regulation should not run to 
publicly owned terminals in any cases where such terminals are 
required by law to be self-supporting, in the narrowest sense. 
I would say that, as set up today, that exception might be 
justified if predicated solely on the ground that San Francisco 
furnishes an outstanding example of good port management. 
It is obvious that such a highly competitive operation, which 
must entirely depend upon its own revenues for its continued 
existence, could not have successfully endured through the 
years had it been extravagantly and uneconomically managed. 
But, by the same token, it should be equally clear that the state 
owner of San Francisco terminals has nothing to fear from 
federal regulation, while it would definitely gain much by 
submitting to a form of regulation which would include all of 
its competitors, however owned; that is, if the act were admin- 
istered in strict accord with a declared national policy such as 
I have suggested. I have had considerable experience with 
regulation in the transportation field and I have observed that 
owners of soundly financed, properly equipped and efficiently 
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managed lines have had nothing to fear from complete regu- 
lation of their rates, rules and practices. The unsoundly 
financed, inadequately equipped, and inefficient operator, who 
must struggle to meet the pace set by his most capable com- 
petitors, is usually the one who chafes most under a strict 
regulation of his rates and acts, and resents any encroachment 
on the freedom he has had to take competitive short cuts. I 
maintain that in the terminal field the State Harbor Board 
occupies the position of most capable terminal operator in this 
competitive area... . 

Cooperative agreements, while desirable in every sense, 
cannot be relied upon to fill the gap in our regulatory field; 
even if’a complete chain of such cooperative agreements could 
be completed around our entire coast line it would prove to be 
no stronger than its weakest link; today some terminal activi- 
ties are regulated while other competing activities are not; in 
the interest of all shippers, shipowners, and terminal owners 
the regulatory chain ought to be very definitely completed to 
remove the premium on sharp practice, to promote efficiency 
and to afford all competent operators the opportunity to make 
a fair return on their investments... . 

There is much more to this problem than removing or 
preventing discriminations, preferences and disadvantages af- 
fecting cargo owners. Important as that unquestionably is, it 
is no-less in the public interest to promote sound economic 
conditions among all terminal owners and to discourage unfair 
or destructive competitive practices among all wharf owners 
and operators, so that existing wharves may be preserved and 
adequate wharves adapted to the needs of commerce, may be 
developed and maintained on a self-supporting basis under 
normal conditions. 


TRAINING OF SEAMEN 


The Maritime Commission has announced that a new class 
of future officers of the American merchant marine will be 
selected on the basis of applications submitted to it before 
December 21. 

The applications are for the position of cadet in either the 
engine or deck departments. Young men who satisfy all the 
mental and physical tests are placed on an eligible list from 
which they are appointed to American merchant vessels engaged 
in foreign trade as vacancies occur. 

Under commission regulations all cadets on government 
subsidized or government owned ships are selected by the com- 
mission. Cooperative arrangements with private shipowners re- 
ceiving no subsidy are expected to make that field available for 
these cadets soon, says the commission. 


Out of 166 young men who passed the first cadet examination 


more than 100 have been appointed to positions on merchant 
vessels. 


The cadet training program is entirely a civilian program 
and is directed by Richard R. McNulty under the supervision of 
Commissioner Wiley. 


In training cadets will learn the duties of the engine or deck 
departments in preparation for their careers. They are also 
required to complete study courses while on the vessels, such as 
engineering, navigation, physics, communications, mathematics, 
first aid and ship hygiene. Minimum pay for cadets is $50 a 
month in addition to food and quarters. They will be quartered 
— the licensed officers and will mess with the junior licensed 
officers. 


After completing three to four years service as cadets, the 
men may take examinations of the U. S. Bureau of Marine Inspec- 
tion and Navigation to obtain a third mate or third assistant 
engineer’s license. Upon obtaining this license, they will lose 
their status as cadets and will become eligible for assignment as 
cadet officers, unless able to secure employment as third mate 
or third assistant engineer. Cadets and cadet officers will not 
be used to displace required members of the crew. During the 
first three months, they may learn how to clean and polish, but 
thereafter this work will be reduced to a minimum. After six 
months, they will not be required to perform this type of work. 
Continuing, the commission says: 


Applicants for cadetships must be between 18 and 25 on July 1, 
1940, and must be unmarried American citizens who can produce evi- 
dence of good moral character. A strict physical examination is given 
to all cadets as well as the scholastic tests. Only young men possessing 
required scholastic units are accepted as candidates and special weight 
is given for experience at sea and for completion of special academic 
courses such as mechanical engineering. Candidates are advised that 
before applying they should carefully consider whether or not they are 
naturally adapted for a seafaring career which involves confinement 
aboard a vessel for long periods of time. Youths who are not rugged in 
physique and resolute and ambitious in spirit or who are unstable of 
purpose or at all afraid of work, wet, cold, or the general privations 
that may accompany a seafaring life, are unfit to become cadets, 
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Applications for appointment as Engineer Cadet must have me 
chanical aptitude. This is essential because marine engineering abroad 
ship demands a practical mechanical skill in machine shop work, han- 
dling and use of tools, electricity, and assembling ability. The above 
essentials are coupled with a sound theoretical knowledge of the working 
principles involved in the propulsion machinery, refrigeration plant, 
electrical units, and all of the auxiliaries. 

Young men interested in the examination should apply to the 
Supervisor of Cadet Training, United States Maritime Commission, 
Washington, D. C., for additional information and application forms, 
No application will be considered which is postmarked later than mid- 
night, December 21, 1939. 


TRADE TO LATIN COUNTRIES 


Promotion of travel to and from Latin American countries 
would stimulate employment in the United States, increase the 
tempo of inter-American trade, and open up new avenues of 
business for steamship lines affected by the European War, 
Under Secretary of Commerce Edward J. Noble declared 
November 13 before a conference of transportation executives 
and U. S. government officials in Washington. The conference 
discussed the possibility of stimulating tourist interest in Latin 
America. 

“In the course of travel many are given employment,” said 
Under Secretary Noble, who presided at the conference. “Our 
ships will not stand idle and our general trade will be in- 
creased. The tourist will bring back with him from foreign 
lands articles he had purchased and which, when he returns, 
may well create a further demand and perhaps even a vogue 
for those goods. The money spent by United States residents 
on travel in Latin America would give our neighbors greater 
purchasing power with which to buy products in this country.” 

The conference decided, Mr. Noble said after the meeting, 
that a well-rounded cooperative advertising program would 
open new lanes of tourist travel as a result of the war. He 
said it was the consensus of the conferees that sufficient trans- 
portation facilities were available to transport increased num- 
bers of travelers from the United States to the countries of 
Central and South America. The main problem viewed at the 
conference was the question of the best way to educate Ameri- 
cans to divert their vacation cruises and long trips to the na- 
tions of the western hemisphere. 

While the per diem rate fares to South America were com- 
paratively lower than rates to Europe, Mr. Noble said, one 
difference in travel to Latin America was the lack of enough 
fast boats to compete with European liners. A recommendation 
was made for the establishment of a National Travel Com- 
mittee to be composed of transportation heads, travel organi- 
— executives, and government officials, but no action was 
taken. 


Among the transportation officials who attended the con- 
ference. were: Leo E. Archer, general passenger traffic mana- 
ger, Moore-McCormack Lines, Inc., New York City; John 
Chapman, vice president in charge of traffic, Grace Line, New 
York City; J. J. Nolan, Washington manager, Panama Pacific 
Line, Washington, D. C.; Harry Strong, general agent, United 
Fruit Co., New York City; L. B. Pate, vice president, Mississippi 
Shipping Co., Inc., New York City; C. H. C. Pearsall, vice 
president, Atlantic Gulf & West Indies Steamship Lines; Mrs. 
Laura Waters, Waters Travel Service; C. K. Banghart, Wash- 
ington manager, Thos. Cook & Son; J. Stanton Robbins, Europe 
on Wheels, Inc., New York City; J. J. Nolan, United States 
Lines, Washington, D. C.; Walter C. Rundle, South America 
travel department, American Express Co., New York City; Vic- 
tor Chenea, traffic manager, Pan American Airways, New York 
City; W. H. White, president, Thos. Cook & Son-Wagons-Lits, 
Inc., New York City; Henry Woodbridge, general manager, 
Raymond-Whitcomb Travel Service, Boston; A. K. Shelton, 
Delta Travel Agency, New Orleans; Robert H. Love, New York 
office, Institute of Tourism of Puerto Rico; R. Ortega, director, 
Institute of Tourism, Puerto Rico; and A. L. Simmons, Amer'- 
can Steamship & Tourist Association. 


M. C. HEARINGS 
The Maritime Commission has announced that a_ hearing 
in No. 555, in the matter of practices, etc., of San Francisco 
Bay area terminals, will be held January 10, 1940, before Chief 
Regulation Examiner G. O. Basham at the Empire Hotel i 
San Francisco, Calif. A proposed report will be issued. 


U. S. INTERCOASTAL TRADE 


In the United States intercoastal trade in September there 
were fifty-eight ships with 245,140 tons of cargo which transited 
the Panama Canal from the Atlantic to the Pacific, while in the 
reverse direction there were sixty-two ships with 496,575 tons 
of cargo, according to the Panama Canal record, 
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November 18, 1939 


NEUTRALITY AND SHIPPING 


Exemption of certain shipments from the provisions of sec- 
tion 2 (c) of the neutrality act, requiring title to shipments to 
belligerent nations named in the President’s proclamation under 
section 1 to be transferred to foreign interests before exporta- 
tion, has been made in regulations issued by Secretary of 
State Hull. It is provided that the provisions of section 2 (c) 
do not apply to personal effects and household goods or any 
other articles or materials intended for the personal use of 
any U. S. citizen traveling on a valid passport (see Traffic 
World, November 11). 

The provisions also are made inapplicable to shipments 
exported for relief purposes by the American Red Cross or 
by others authorized to solicit and collect contributions under 
rules and regulations issued by the Secretary pursuant to sec- 
tion 8 of the act. 

Exportation of arms and ammunition intended exclusively 
for sporting or scientific purposes, when carried on the person 
of an individual or in his baggage, is exempted. 

Articles and materials the shipment of which originated 
outside the geographic United States and which are shipped 
through the U. S. in bond or which arrive at a port in the U. S. 
merely as an incident of transit between two foreign points, 
whether or not transshipped in a port of the U. S., need not 
be covered by the sworn declaration as to transfer of title 
required by section 2 (c) if the shipper is outside the geo- 
graphic U. S. and is not a citizen of the U. S., or an agent 
of such citizen, and the articles and materials are not con- 
signed to a citizen of the U. S. or an agent of such citizen. 

The Secretary of State has issued the seventh edition of 
‘International Traffic in Arms,” a revision made necessary by 
the neutrality act. It contains the laws and regulations ad- 
ministered by the Secretary governing the international traffic 
in arms, munitions, etc. 

One of the most urgent problems now facing the Maritime 
Commission was to “cushion the shock” of the drastic shipping 
provisions of the neutrality act, said G. H. Helmbold, director 
of operations and traffic of the commission, in an address No- 
vember 13 before the Peninsula Association of Commerce at 
Old Point Comfort, Va. 


The neutrality act, said he, was passed by Congress after 
long debate and represented the considered opinion of “our 
legislators that the national interest demands that American 
seamen and American passengers shall not travel to belliger- 
ent ports or through combat areas.” He was sure, said he, 
that all respected and supported it. 

However, Mr. Helmbold pointed out, it was still far too 
early to know what the European war would do to world ship- 
ping and particularly to that portion of it which was found on 
the Atlantic coast of the United States. 


“The transportation needs of this community, as well as 
others, will probably suffer for a while,” said Mr. Helmbold. 
“Temporarily, some measure of service will be furnished by 
foreign flag vessels but I doubt that it will be wholly satis- 
factory. It is a situation with which we must reconcile our- 
selves, however, in the interest of our entire nation. A col- 
lateral problem is the necessity for finding employment for the 
large number of American flag ships with their attendant man- 
agement and operating organizations both here and abroad, 
which have been displaced from the service for which they 
Were intended. With the withdrawal of these vessels from 
trans-Atlantic trades, their places will probably be taken by 
foreign flag vessels. The latter, in turn, will of necessity be 
drawn from other world trades and the vacancies thus left, I 
hope, may be filled by the displaced American vessels.” 

As he visualized the problem, said he, it meant somewhat 
of a reshuffling of the world merchant marine. He said he was 
hot so greatly concerned by the probability that “these vessels 
of ours” would not be able to find other employment as he was 
with the possibility that the American owners who had main- 
tained those services for years at tremendous effort and an 
expenditure of vast sums of money would suffer through the 
wd _of good-will because of their temporary suspension of 

ice. 

“You are all familiar with one solution which has been 
Proposed for the dilemma which faces American ship owners,” 
said Mr. Helmbold. “In this case, the shipowner proposes to 
transfer his vessels to registry in another country. The pro- 
posal is not new or unusual. During the year from October 
26, 1938, to October 25, 1939, there were eighty-eight vessels 
transferred to foreign registry and in the following two weeks 
eighteen more were transferred. Hardly a meeting of the 
Commission passes without action on some application for 
transfer of registry. 

_ “It may be appropriate to explain briefly what is involved 
in the term ‘transfer of registry.’ When a vessel is first com- 
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pleted by the builder, it is just so much steel and wood and 
machinery. To become a vessel of the United States and en- 
titled to the benefits and privileges appertaining to such vessels, 
she must be registered or enrolled or licensed. The owner 
must secure approval of the designation of a home port and 
must have a bill of sale or other evidence of his title to the 
vessel, namely, a register or enrollment or license, the vessel 
has acquired a nationality and is entitled to the protection of 
the United States. No vessel of the United States can be sold, 
mortgaged, or chartered to an alien, or transferred to foreign 

registry, without the approval of the commission.” 

Mr. Helmbold said that in acting on applications for the 
sale or transfer of American vessels to alien registry and flag, 
the commission considered each individual case on its own 
merits and weighed such factors as the vessel’s age and type, 
its value to the American merchant marine and to “our national 
defense,” as well as the use intended for the vessel by the 
foreign buyer. This control or restriction imposed by the gov- 
ernment on the disposal of the property of an American 
citizen, he added, had been severely criticized by some. Many 
of the newspapers, he pointed out, had referred to the “ships” 
which had been permitted by the commission to transfer to 
foreign registry. The papers and the commentators, continued 
he, had mentioned the figures of eighty-eight and 106 ships, 
giving the impression that large numbers of “our ocean-going 
vessels have left this flag.” Actually, he said, when one 
glanced over the list of vessels approved for transfer to for- 
eign ownership or registry, he found such huge argosies as 
the H-10 Water Taxi 7, a gasoline screw propelled boat of 
seven gross tons; the Doris III, a gasoline yacht of twenty-one 
tons; the Uautogo II, a gasoline motorboat of seven ton. Among 
other transfers listed, he added, was the Florence C. Robinson, 
a brig of eighty-one tons, “famous to those of you who are 
yachtsmen as a pleasure craft which has been sailing in most 
of the oceans of the world with wealthy yachtsmen and ama- 
teur crews.” 

“T hope that none of you who are present will have to 
worry about this problem of transfer to foreign registry,” said 
Mr. Helmbold. 

He said he knew that running through the minds of those 
to whom he was speaking was still the question of what the 
neutrality act and the proclamation designating combat areas 
were going to do to American shipping. On that point, he said, 
“I wish you would advise me; you are the people who are 
engaged in the business and who know what the effect will be 
on your own activities; the sum of that effect on you and on 
your competitors will be the effect on American shipping.” 

Robert Brennan, minister of Eire, conferred with Assistant 
Secretary of State A. A. Berle November 13 with respect to 
a suggestion that President’s proclamation of a combat area 
be reworded so that the ports of Ireland will be reopened to 
American vessels. Mr. Brennan was reported to have informed 
Mr. Berle that Eire is neutral in the present war and that 
American ships were barred from Irish ports by reason of the 
President’s proclamation. He said Eire depended to a large 
degree on American vessel service. 


U. S. SHIPS TO FOREIGN FLAGS 
The Traffic World Washington Bureau 


The Roosevelt administration appeared this week to have 
adopted a policy of opposition to the transfer of American 
vessels to the registry of other American republics. This was 
intimated strongly by President Roosevelt at his press con- 
ference, shortly following action by the Maritime Commission 
in refusing to approve the transfer of four vessels of Pacific 
Steamship Lines, Inc., to Panamanian registry. 

While this policy appeared to be clear cut, the President 
indicated, on the other hand, that foreign purchasers who 
wished to buy ships stranded in American docks probably 
would be able to make such purchases. This idea was sup- 
ported when the Maritime Commission approved the sale of 
five trawlers by the Portland Trawling Co., a subsidiary 
of Atlantic Coast Fisheries Co. to the French Line, and also 
approved the sale of two other American vessels, one to Nor- 
wegian and one to Canadian interests. 

While the application of United States Lines for permis- 
sion to transfer registry of nine of its vessels to the Panamanian 
government still was pending, the President appeared to leave 
little doubt that this application would not be approved. It 
was this application which threw the spotlight on the proposed 
transfer of vessels and created the issue of whether American 
vessels should be transferred to the registry of other govern- 
ments. 

The President at his press conference was asked whether 
a guess could be made of the final disposition of the United 
States Lines’ application, in view of the denial by the Maritime 
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Commission of the proposed transfer of the Pacific Steamship 
Lines’ vessels to Panamanian registry. His reply was that it 
was not difficult to tell which way the wind was blowing. 

Veiled in the actions by the commission and the remarks 
of the President was the implication that the transfer of reg- 
istry of any American ships to republics of Central and South 
America was remote. Expressions of the President were to the 
effect that such transfers, while perhaps not a violation of the 
neutrality legislation, would be contrary to the spirit of the 
law. The President appeared to be in agreement on this point 
with Secretary of State Cordell Hull. The latter at his press 
conference last week (see Traffic World, Nov. 11, p. 1073) in- 
dicated that he felt that the move of United States Lines 
involved an effort to get around the prohibition against opera- 
tion of American ships to ports of belligerents under President 
Roosevelt’s combat area proclamation. 

The President took the position that transfer of registry 
of American ships to the Republic of Panama would place the 
neutrality of the latter at variance with that of the United 
States. This question, he said, was overlooked by observers 
in considering the neutrality position of the government, and 
said it was something that this country should guard against. 

Meanwhile, Robert van der Straten-Ponthoz, Belgian am- 
bassador, conferred with Under Secretary of State Sumner 
Welles November 15 to determine whether the opposition to 
transfer of American ships to Central American republics ap- 
plied also to transfers to other foreign flags. As the ambas- 
sador merely was seeking information he was advised that the 
information he sought best could be obtained from the Mari- 
time Commission. The ambassador, as he left the State De- 
partment, pointed out that Belgium had only a very small 
merchant marine, and that it had felt keenly the withdrawal 
of other tonnage from its trade. 

Approval of the application of Portland Trawling Co. for 
approval of the sale of five trawlers to the French Line was 
given by the commission November 14. The vessels are ap- 
proximately 139 feet long and are coal burners. They were 
built in 1919 and 1920. They are registered under the names 
of Brant, Coot, Loon, Penguin and Plover. The applicant 
stated that it had offered them for sale because they were not 
profitable when operated in competition with Diesel trawlers. 

The Maritime Commission has announced it has received 
the following applications for sale, or transfer of registry: 

Tug, Barrenfork, owned by S. A. Guids, Charleston, S. C., 
to French Line, with transfer to French registry. The Barren- 
fork of 418 gross tons was built in 1919. 

Steel yacht, Queen of Scots, owned by Anthony Joseph 
Drexel, Philadelphia, Pa., to M. Grahame White, Southampton, 
England, with transfer to British registry. The Queen of Scots 
is a vessel of 238 tons, built in 1904. The application says the 
owner has endeavored to dispose of the vessel for several years 
and that if it was now sold it was expected to be used as a 
hospital ship for the British Red Cross. 

Steam vessel, Kennebec, owned by Boston Dry Dock Co., 
Chelsea, Mass., to the French Line, with transfer to French 
registry. The Kennebec, of 400 gross tons, was built in 1919. 

Tanker, Santa Maria, owned by the Union Oil Co. of Cali- 
fornia, for transfer to Panamanian registry. The Santa Maria, 
of 8,422 gross tons, was built in 1922 in Glasgow, Scotland. 
The owner has informed the commission that it was intended 
to employ the vessel in the transportation of crude and fuel 
oils, principally, from California ports to ports in Chile, Panama 
Canal Zone, British Columbia, and Canada. 

Application has been filed with the Maritime Commis- 
sion by Hyman-Michaels Company of Chicago for authority 
to sell to A. G. Pappadakis a Greek citizen, the S. S. Bellflower, 
and transfer registry of the vessel to the Panamanian govern- 
ment. This is the second application of its kind to be filed 
with the commission since the neutrality legislation was en- 
acted. The application states that if approval of the sale and 
transfer is made, the purchaser intends to operate the vessel 
in the world-wide tramp trade, exclusive of United States ports. 

The ship was built in 1919 for the United States Shipping 
Board. It has a gross tonnage of 6,085, net 2,751, and is 393.5 
feet long. This vessel had been laid up for a number of years 
prior to sale by the commission to its present owners in No- 
vember, 1937. At that time, it was considered of insufficient 
commercial or military value to justify further preservation. 

Conditions of the sale to the present owner provided that 
it could not be transferred to foreign registry within six months 
of the date of sale, and except for the first outward voyage with 
restricted bulk commodities it was prohibited from engaging 
in trade with the United States for a period of ten years. The 
present owner posted bond guaranteeing performance of these 
conditions. 

Announcement was made November 14 by the Maritime 
Commission that it has denied an application to transfer to 
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Panamanian registry four steam screw vessels owned by Pa. 
cific Steamship Lines, Inc., which is in the process of liquida. 
tion under section 77b of the bankruptcy law. The applica. 
tion, the commission said, was filed by Anthony C. Stralla 
purporting to be acting as agent for James Lloyd and John T. 
Basom of Beverly Hills, Cal. The vessels, the Admiral Wood, 
Admiral Day, Admiral Gove and Admiral Chase, were built 
in 1920. With the exception of the Admiral Gove all are 
324 feet in length and of approximately 3,300 gross tons each, 
The latter is of 3,500 gross tons. Approval of the application, 
the commission said, would be detrimental to the best interests 
of the United States. 

The commission also has announced approval of the sale 
and transfer of the steam screw vessel, Frango, to Norwegian 
registry. This vessel, built in 1917 and of 6,400 gross tons, 
presently is owned by the American Whaling Company, Inc., of 
New York. Lars Christensen, of Sandefjord, the proposed 
purchaser, intends to use the vessel for whaling in the Ant- 
arctic Ocean, according to the application. 

Transfer of the steam crew tug, Gotham, to Canadian reg. 
istry, also was approved by the commission. This vessel, of 
412 gross tons and built in 1913, is owned by Gotham Marine 
Corporation of New York, which has proposed to sell it to 
Lakewood Transportation Co., Ltd., of Fort William, Ontario, 
According to the application, this vessel is to be used for raft- 
ing pulpwood from Canada to Wisconsin. 


Meanwhile, the commission announced that facilities for 
training 8,360 seamen annually in the U. S. Maritime Conm- 
mission will be made available to crews and officers of ships 
withdrawn from service because of the neutrality act. The 
maritime service is an organization set up by the Maritime 
Commission under the merchant marine act to train American 
seamen in deck, engine room, and steward’s departments of 
American flag vessels. 


Immediate expansion of the maritime service will be under- 
taken, the commission said. This includes acquisition of a new 
training station on Gallops Island in Boston Harbor to handle 
1,000 men each quarter. Other facilities open to unemployed 
seamen are Hoffman Island, New York Harbor; Government 
Island, San Francisco Harbor, and Fort Trumbull at New 
London, Conn. 


BALTIMORE-NORFOLK WINE 


The Middle Atlantic States Motor Carrier Conference, Inc., 
Washington, D. C., has asked the Maritime Commission to 
suspend Supplement 3 to U. S. M. C. 5, issued by Norfolk, 
Baltimore and Carolina Line, Inc., proposing a reduced rate 
of 22 cents on wine, any-quantity, between Baltimore, Md, 
and Norfolk, Va., to become effective November 20. 

The conference said the proposed water rate was the same 
as respondent’s fifth class rate between Baltimore and Norfolk, 
and submitted that the protested rate would accord to wine a 
lower share of the transportation burden than the commodity 
should justly assume. It said it found in searching through the 
records of the Interstate Commerce Commission that there was 
an any-quantity rate of 12 cents a case published on wine in 
MF-I. C. C. 9, issued by Jimmie Thomas Bryant, doing business 
as T. J. Bryant. It added that it was its information that 
the cases of wine ranged from 37% to 45 pounds, the average 
weight being approximately 42 pounds a case. It would, there- 
fore, appear, said the conference, that the steamship line was 
attempting to establish a rate lower than that published in the 
Bryant issue. The conference added that as it understood 
it, Bryant had no rights under the motor carrier act, 1935, to 
haul wine either from Baltimore to Norfolk or Norfolk to Balti- 
more, and “if that be the case the steamship line cannot be 
relying upon legitimate competition to break down its and 
others’ rate structures to the extent indicated.” 

To meet the protested rate, the conference said the Chesa- 
peake Steamship Co., and the Baltimore Steam Packet Co. had 
filed schedules with the Interstate Commerce Commission 10 
become effective November 23, in which each had published 
a dock to dock rate of 24 cents, any-quantity, on wine between 
Baltimore and Norfolk. It added that it had protested that 
rate. 


CHANGES IN DOCKET 


Hearing in I. & S. M-794, assigned for November 15, at Kansas 
City, Mo., was cancelled. 

Argument in MC C-74, assigned for November 17, at Washingto?, 
D. C., was postponed to a date to be fixed. . 

Hearing in MC 35463, assigned for November 17, at Philadelphia, 
Pa., was postponed to November 25, at the Customs House, Phila- 
delphia, Pa., before Examiner Driscoll. 

Hearing in Finance 12630 was set for Washington, D. C., Novem- 
ber 17. 
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ASHBURN OUSTED AS BARGE HEAD 
The Traffic World Washington Bureau 


Transfer by President Roosevelt of the Inland Waterways 
Corporation from the Secretary of War to the Secretary of 
Commerce culminated November 14 in the removal of Major 
General T. Q. Ashburn, whose name has been synonymous with 
that of government barge line operations since 1920, as head of 
the corporation. 

The following day, when announcement of acceptance of 
the general’s resignation, which was requested, was made, 
Chester Thompson, of Rock Island, Ill., formerly a member 
of Congress, active in the affairs of the Mississippi Valley As- 
sociation, Was sworn in as General Ashburn’s successor. 

President Roosevelt, under the government reorganization 
legislation, transferred the government barge line agency to 
the Secretary of Commerce by order of May 9 which become 
effective later. The change was made July 1. 

General Ashburn, who ran the government barge line with 
a free hand when he was under the Secretary of War, it is 
understood, chafed under the new setup brought about by the 
transfer. 

“Ever since the transfer of the Inland Waterways Cor- 
poration to the governorship of the Secretary of Commerce,” 
said General Ashburn November 15, when asked about his 
resignation, “there has been a constant serious disagreement 
of policy as to whether the Inland Waterways Corporation 
should continue to operate as a privately owned corporation as 
provided by law or was to be operated as a bureau of the 
Department of Commerce under an assistant secretary. I was 
asked for my resignation and was very glad to give it.” 

In view of General Ashburn’s statement, inquiry was made 
of J. Monroe Johnson, Assistant Secretary of Commerce, under 
whose supervision the barge line operations were placed by 
Secretary of Commerce Hopkins, as to why the change was 
made. 

Mr. Johnson said he decided some months ago that a 
change was needed in the high administration of the barge 
line agency. He said no steps were taken to effect a change 
until he was satisfied that the proper man had been chosen 
and his acceptance obtained. He said that objective had been 
attained and in twenty-four hours thereafter the change had 
been made. 

New blood was needed in the management of the barge 
line, said Assistant Secretary Johnson who explained he had 
—? the matter before Secretary Hopkins who agreed with 

im. 

_As to General Ashburn’s statement about the agency 
being operated as a bureau in the department, Mr. Johnson 
said the purpose would be to operate the agency as nearly like 
a private corporation as possible to the end that it might be 
made attractive for purchase and operation by private capital 
as contemplated by the inland waterways corporation act. 

Mr. Johnson was emphatic in his assertion that the purpose 
would be to operate the property as nearly like a private cor- 
poration as possible and to make such a showing as would re- 
sult in its sale to private holders. 

The following statement was issued at the Department of 
Commerce November 15 with regard to the change: 


Chester Thompson, Rock Island, Illinois, has been appointed chair- 
man of the advisory board of the Inland Waterways Corporation and 
president of the Inland Waterways Corporation to succeed General T. 
Q. Ashburn who has resigned effective November 14. 

General Ashburn’s resignation, accepted by Assistant Secretary J. 
Monroe Johnson at the direction of Secretary of Commerce Harry L. 
Hopkins, also embraced his position as president of the Warrior River 
Terminal Company, operating company for the railroad from Birming- 
port, Alabama, to Ensley, Alabama, owned by the Inland Waterways 


Corporation. That office is filled by the board of directors of the Inland 
Waterways Corporation. 


Along with this change Assistant Secretary Johnson announced the 
Creation of the position of vice president of the Inland Waterways Cor- 
poration to which has been named John S. Powell, comptroller of the 
Inland Waterways Corporation and auditor of the Warrior River Ter- 
minal Company. Aubrey Mills, assistant to the Secretary of Commerce, 
has been named administrative assistant. 

General Ashburn, a retired army officer, had been head of the In- 
and Waterways Corporation since its organization in 1924. 


Since creation of the Inland Waterways Corporation, Mr. Thompson 
a been an active worker in the midwest for development of the 
Waterways. Since 1927 he has been associated with the Mississippi Val- 
ley Association, one of the most active supporters in this country of 
development of the inland waterways, and was regional chairman of 
the association. 

Mr. Thompson has lived all his life in Rock Island where he was 
born on September 19, 1893. In 1910 he became associated with his 
father in the plaster-contracting business which he took over upon his 
father’s death in 1925. 

Mr, Thompson was elected treasurer of Rock Island County in 
1922, In 1927 he was elected mayor of Rock Island and re-elected in 
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1929 and 1931. During his administration as mayor, Rock Island con- 
structed one of the most modern terminals on the upper Mississippi 


River. In 1932 he was elected to Congress and re-elected in 1934 and 
1936. 


Mr. Thompson married Miss Margaret Flynn of Davenport, Iowa, 
in 1924. 


Mr. Powell is the oldest employe in point of service in the Inland 
Waterways Corporation, having come to the government during the war. 
He was associated with the Inland and Coastwise Waterways Service 
which was succeeded by the Inland Waterways Corporation. 


General Ashburn became sixty-four years old November 
17, 1938, and was retired as an army officer, effective Novem- 
ber 30, 1938, by the President, in accordance with the law 
requiring retirement of army officers at age sixty-four. By 
direction of the Secretary of War, however, he continued to 
serve as head of the barge line agency. 

The general was in charge of the government barge lines 
before the Inland Waterways Corporation was created in 1924. 
having begun his service in 1920. He advocated passage of 
the Island Waterways Corporation act to the end that the gov- 
ernment waterway operations might be under control of a 
government corporation rather than a division in the War 
Department. His contention was that under such legislation 
a demonstration could be made whether private operation of 
barge lines could be made successful, whereas under operation 
by a bureau there were handicaps which made such a showing 
difficult. Originally, it was contemplated that the ‘demon- 
stration” would be completed in five years, but the corporation 
is now in its sixteenth year. There has been talk from time to 
time of possible sale of the corporation, but nothing has ma- 
terialized along that line. 

Mr. Johnson said General Ashburn had built up a good 
property and that he was not detracting from his management 
of it. 

Senator Wheeler, chairman of the Senate interstate com- 
merce committee, commenting on the removal of General Ash- 
burn, said he had always thought that General Ashburn had 
done a great job and that he was very sorry to see him forced 
to resign. ‘ 
Department Explanations 


Reticent at first about talking about the “resignation” of 
General Ashburn, officials at the Department of Commerce 
made available November 16 information about the situation 
involving the change in management of the barge line cor- 
poration. Remarks made by the general, including the asser- 
tion that one hour’s time was given him to submit his 
resignation, it was indicated, resulted in the decision to talk 
more freely about the incident. 

The information made available at the department dis- 
closed that General Ashburn and Assistant Secretary Johnson 
made no progress in getting together after the latter had been 
charged by Secretary Hopkins with supervision of the cor- 
poration. The order of the latter delegating the Secretary’s 
authority to the Assistant Secretary was challenged by Gen- 
eral Ashburn, who contended it was illegal. 

In making this charge to President Roosevelt, however, 
it was stated, the general quoted only the first paragraph of 
the order which provided that Mr. Johnson should perform all 
the duties and exercise all the powers and functions vested 
in the Secretary of Commerce in the administration of the 
affairs of the Inland Waterways Corporation. The President 
referred the matter to the Attorney General and Robert H. 
Jackson, acting Attorney General at the time, ruled that the 
general was right and that powers delegated should be quali- 
fied. It was then brought to the attention of the Attorney 
General that only part of the delegation order had been quoted 
by the general and the whole order went to the Attorney Gen- 
eral, with the result that Attorney General Murphy ruled the 
order, with qualifications set forth not mentioned by the gen- 
eral, was legal. 

General Ashburn, after his transfer to the Department of 
Commerce, was strongly disposed to “insubordination,” in the 
opinion of at least one of his superiors, the reference being to 
alleged refusal to submit matters to the Assistant Secretary. 

It was stated by department officials that General Ash- 
burn, as head of the Corporation, had an expense account of 
$5,000, which was ordered discontinued after the Corporation 
had been transferred to the Secretary of Commerce. The 
General’s salary was $10,000 a year. 

The foregoing was brought to the attention of General 
Ashburn November 16. He had nothing to say. 


Had to Sell Yacht 


It was also stated at the department that the general had 
purchased for the corporation a yacht which he operated on 
the waterways served by the corporation at a cost of around 
$20,000 a year. The operation of this yacht served no useful 
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purpose and irritated labor and competitors of the government 
barge line, it was said, and the yacht was sold. 

General Ashburn had no comment to make about that 
statement when it was brought to his attention. 

The general’s relations with labor were regarded under the 
new administration of the corporation’s affairs as unsatisfac- 


tory and expensive. It was said with respect to the strike 
that was in progress on the barge line earlier in the year that 
the strike was called off when the corporation was ordered 
transferred to the department, the intimation being that labor 
anticipated having better relations under the new set-up than 
under Ashburn. 

It was learned at the department that General Ashburn 
had tried to see President Roosevelt about his situation. Whether 
or not he had done so was not revealed, though it was indicated 
he had not. He tried to obtain an appointment through Post- 
master General Farley, it was said. 

A number of telegrams were received at the department 
November 16 commending the selection of Mr. Thompson as 
the new head of the corporation. Not a single telegram pro- 
testing the action had been received at the time, it was said. 
Telegrams of approval came from, among others, the Mississippi 
Valley Association, the chambers of commerce of St. Louis, Mo., 
and Evansville, Ind., and industrial concerns in the valley. 

The new head of the corporation, Mr. Thompson, ran for 
reelection to Congress on the Democratic ticket in 1938 but 
was defeated. 


Stephen Early, secretary to President Roosevelt, said, No- 
vember 16, the action taken with respect to Ashburn was abrupt 
but there was no indication that it was not approved. 





Questions and Answers 


N this column will be answered questions of both legal and practical 

nature that confront persons dealing with traffic. A specialist on inter- 
state commerce law. who is a member of our special service department. 
will give his opinion in answer to any simple question relating to the law 
of interstate transportation of freight. The same man, with long experience 
and wide knowledge, will answer questions relating to practical traffic prob- 
lems. We do not desire to take the place of the traffic man but to help him 
in his work. 

The right is reserved to refuse to answer in this column any question. 
legal or traffic, that it may appear to us unwise t> answer or that involves a 
situation too complex for the kind of investigation herein contemplated. If a 
more comprehensive answer to a question is desired than is thought proper for 
this column, the department will answer it by letter for a reasonable charge. 

No attention will be paid to anonymous communications or questions 
from nonsubscribers. 


Address Questions and Answers Department, 
Traffic Service Corporation, Earle Building, Washington, D. C. 
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Weight Agreement—Effect of on Undercharge 


California.—Question: We have a weight agreement con- 
tract with the Western Weighing and Inspection Bureau as 
well as the Central Weighing and Inspection Bureau to take 
care of our track scale weights on outbound shipments of 
our products. In paragraph 7 of this freight agreement con- 
tract there is a provision which in effect stipulates our agree- 
ment to pay undercharges if there are errors or discrepancies 
in our weights whether sold f. o. b. point of shipment or else- 
where. Most of our carload shipments are made with charges 
collect to our customers and we have an instance recently 
where the weighing bureau through their inspector came 
across a clear error in subtraction in figuring the net weight 
on a carload of our machinery which was shipped on straight 
bill of lading to one of our customers, and which caused an 
undercharge and a balance due bill was presented to us as 
shippers by the Western Weighing and Inspection Bureau, and 
no attempt was made by either the rail lines or the Inspection 
Bureau to collect the balance due from the consignee who paid 
the original freight charges. 

We subsequently called the attention of the Western 
Weighing and Inspection Bureau to the fact that the shipment 
was made with charges collect and was sold f. o. b. our plant, 
and all freight charges were to be paid by the consignee, and 
referred to Section VII of the bill of lading, which we under- 
stood placed the responsibility on the carriers to collect all 
legal charges including balance due bills from the consignee 
end releases the shipper or consignor from the particular 
lability. However, the Inspection Bureau have taken the 


stand that Paragraph 7 of their weight agreement contract 
governs, and that we are responsible for payment of any 
undercharge and it is not up to them to try and collect from 
the consignee. 
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May we ask, please, if in your opinion that particular 
Paragraph 7 of their weight agreement contract voids any 
part of Section VII of the conditions of the bill of lading? 

Please understand that there was no question as to the 
amount due the carrier on account of undercharge, but we 
feel that the delivering rail line who collected the freight 
charges in the first place on this collect shipment could easily 
have obtained collection of the balance due bill if properly 
presented to the consignee, instead of their insisting on our 
making payment as consignors due to our weight agreement. 
Has there been a decision to cover this point? 

Answer: Section C(3) of the National Code of Rules Goy- 
erning the Weighing and Reweighing of Carload Freight pro- 
vides: 


The shipper shall promptly pay to the authorized representative 
of the carriers bills for all undercharges resulting from the certification 
of incorrect weights or improper description. 


In O’Dell vs. Michigan Central R. R. Co., 92 I. C. C. 643, 
the Commission said: 


Under the weight agreement the carrier’s agent accepts the ship- 
per’s weights, determined prior to the loading and inserted in the bills 
of lading, and in return the shipper agrees to keep his records acces- 
sible and in such form that a subsequent check of the weights of all 
such shipments can readily be made by representatives of the carriers’ 
weighing bureau. In the event of ascertained undercharges the shipper 
agrees to promptly pay the same. 


We are of opinion that the provision in the weight agree- 
ment to which you refer, applies to undercharges resulting 
from the showing of weights on the bill of lading which are 
at variance with the records of the shipper and not to an 
instance such as that to which you refer; that, therefore, the 
provision of the weight agreement does not set aside and 
render inapplicable the provisions of Section 7 of the Uniform 
Bill of Lading Contract Terms and Conditions. However, we 
can locate no cases in which this question has been at issue. 


Baggage—What Constitutes 


With reference to our answer to “Florida” on page 669 
of the September 23 issue of the Traffic World, under the 
above caption, we are in receipt of the following information: 


In the first complete paragraph of the second column reference 
is made particularly to so-called ‘‘sample trunks,’’ used by salesmen 
for the purpose of selling goods similar to the samples. 

The answer indicated that such trunks are not to be included 
within the term ‘‘baggage.”’ 

In territory west of Chicago and St. Louis, at least, such sample 
trunks have been classified as baggage and are carried under the free 
allowance provisions of the tariff, this having been in effect for many 
years. 

The current tariff is ‘“‘Western Baggage Tariff 25-10’’ effective 
July 15, 1939. Page 10, Rule 4, paragraph (c) specifically covers the 
question. 


Connecting Carriers—Motor Carriers 


illinois —Question: The November 4 issue of the Traffic 
World contains your answer to my question contained in letter 
of the 15, with reference to the liability of the initial carrier. 

One of the important features brought out in my question 
was the fact that the shipments moved under shippers’ rout- 
ing and not carriers’ routing. Also that the loss was not that 
of loss or damage, but rather a loss contributed to the failure 
of the delivering carrier in complying with the shippers’ in- 
structions. 

Will you kindly advise if consideration was given to the 
feature of shippers’ routing? If so, please give your comments 
in this regard which supports your contention that initial car- 
rier is responsible for the acts of an agent appointed by the 
shipper. ae 

Answer: Under the provisions of Section 219 the delivering 
carrier becomes the agent of the initial carrier by operation 
of law, regardless of whether the shipment is routed by the 
shipper or carrier. 

By accepting a shipment for transportation to a point on 
a connecting line, the initial carrier under Section 219, sub- 
jects itself to liability for loss of or injury to goods, delay 
thereto or conversion thereof on the part of the connecting 
line. 

The delivery by a carrier of a shipment moving on an 
order bill of lading without requiring the surrender of the 
bill of lading is a conversion of the shipment by the carrier. 
North Penna. R. Co. vs. Commercial National Bank, 123 U. 5. 
727, 8 S. Ct. 266; Lake Shore, etc., R. Co. vs. W. H. McIntyre 
Co. (Ind.), 108 N. E. 978. 

While there is no provision in the Motor Carrier Act which 
gives the shipper the right to route his shipments as there Js 
in Part I of the Interstate Commerce Act, by delivering the 
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shipment to the carrier selected by the shipper, the initial car- 
rier makes that carrier its agent under the provisions of 
Section 219 of the Motor Carrier Act and is liable for the 
acts or omissions of that carrier which result in the loss of 
the goods, including the conversion of the goods by the carrier 
to which the goods are delivered. Georgia, F. & A. vs. Blish 
Milling Co., 241 U. S. 190, 36 S. Ct. 541. 


Claim Bureaus—Status of 


In our reply to Massachusetts, on page 951 of the Traffic 
World of October 28, -under the above caption, the word “favor” 
in the last line thereof should have read “disfavor.” 


Routing and Misrouting—Duty of Carrier to Follow Shippers’ 
Routing Instructions 


West Virginia.—Question: We recently had a shipment 
moving into Grand Rapids, Mich., and through an error at the 
mine office, we showed the routing as N & W, C & O, Penn- 
sylvania, Pere Marquette. There is no through freight rate 
via this route and we were assessed extra freight charges of 
approximately $75 due to the fact that the car moved on a 
combination rate. The shipment originated on the N & W 
and the correct route should have been N & W, Pennsylvania 
and Pere Marquette. Our contention is that the N & W or 
the C & O was negligent in accepting the shipment thus routed. 

Will you please give us your advice on this matter? 

Answer: Where a shipper gives direction with respect to 
the routing of his shipment, the carrier is bound by his in- 
structions, and must charge the rate applicable to the desig- 
nated route, even though such rate is higher than over some 
other route between the same points. Duluth Log Co. vs. Min- 
nesota & I. Ry. Co., 15 I. C. C. 627; Struthers & Wells Co. vs. 
PR. RK. 141C C. 261. 

It is the duty of the initial carrier to obey the specific 
instructions furnished by a shipper. When a shipper names 
the carriers that are to transport his shipment it must be pre- 
sumed that he is relying upon his own investigation and that 
for some reason he considered it expedient that the shipment 
move via the route indicated by him. 

Under the decisions in the cases above cited, there is no 
obligation on the part of a carrier to advise a shipper that 
there is a route over which the rate is lower than that ap- 
plicable via the route shown by the shipper in the bill of lad- 
ing. There being no duty on the part of the carrier in this 
respect, reparation is not recoverable. 


Tariff Interpretation—Application of Rule 10 to Two or More 
Articles Moving on Separate Bills of Lading 


Ohio.—Question: One article rates 26c, 30,000 pounds car- 
loads, another article rates 24c, 40,000 pounds carloads. 

Fifteen thousand pounds of the first article was loaded 
into a car with 25,000 pounds of the second article. Both 
shipments were billed to the same consignee and the car went 
forward to destination in the car which was loaded by the 
shipper. However, two bills of lading were issued. 

Would the issuance of two bills of lading preclude the 
application of Rule 10, that application of 40,000 pounds weight 
and highest rate, 26 cents? 


Answer: Section 1 of Rule 10 of the Consolidated Freight 
Classification provides that excent as otherwise provided, when 
a number of different articles for which ratings or rates are 
provided when in straight carloads, are shipped at one time 
by one consignor to one consignee and destination, in a mixed 
carload, they will be charged at the straight carload rate (not 
mixed carload rate) applicable to the highest classed or rated 
article contained in such mixed carload and the highest car- 
lad minimum weight will be the highest provided for any 
article in the carload. 

Section 1 of Rule 14 reads: 


Carload ratings or rates apply only when a carload of freight is 
shipped from one station, in or on one car, except as provided in Rule 
4, in one calendar day from midnight to midnight, by one shipper 
for delivery to one consignee at one destination. Only one bill of lad- 
Ing from one loading point and one freight bill shall be issued for 
such C. L, shipment. The minimum C. L. weight provided is the lowest 
Weight on which the C. L. rating or rate will apply. 


As two bills of lading were issued there were two ship- 
ments and not one carload shipment, within the provisions of 
Rule 14, and therefore also within the provisions of Rule 10. 

A similar question was before the Commission in Reno 
Wholesale Liquor Stores, Inc., vs. Southern Pac. Co., 23 I. C.C. 
916, the Commission holding that shipments of wine and brandy 
moving in the same car, but under separate bills of lading 
could not be treated as mixed carload shipments under the 

stern Classification. 


Damages—Measure of—Effect of Crail Decision 


Minnesota.—Question: We very recently had two ship- 
ments of merchandise destroyed by fire when moving by truck 
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from points of origin in Pennsylvania to Buffalo, N. Y. 

It happens that this merchandise was bought some time 
ago on prices which existed at that time. The replacement 
cost would be higher at this time and in the case of one of 
the shipments it is too late to have the merchandise replaced, 
hence we have lost the sale of same. 

We propose to file the claims on the basis of our selling 
price and to substantiate these prices we will attach catalog 
cuts. From this total amount we will then make allowances 
for the following items: 

Transportation charges from that point to St. Paul. 

Selling expenses. 

Operating expense. 

Administrative expense. 


The total of these four items having been deducted from 
the gross amount of the claim will give the net amount and will 
on that basis allow us the profit we would ordinarily have 
realized had we received this merchandise. 

Now, the question is, can we legally collect on this basis? 
On the other hand, if we are obliged to file claim for the in- 
voice amount only, are we not entitled to some compensation 
for expenses incurred in the purchase of same? 


Answer: In the McCaull-Dinsmore case, 253 U. S. 97, 40 
S. Ct. 504, the Supreme Court of the United States held that 
the provisions formerly carried in the carrier’s bill of lading 
which provided that the amount of any loss or damage for 
which any carrier is liable should be computed on the basis 
of the value of the property at the time and place of shipment, 
including freight charges, if paid, to be a limitation upon the 
carrier’s liability, and therefore contrary to the Cummins’ 
amendment, and in effect stated that the measure of damages 
was the actual loss caused by the breach of contract of car- 
riage, which loss is what the shipper would have had if the 
contract had been performed. Where goods are lost or de- 
stroyed the carrier is liable, as a rule, for their value at place 
of destination at the time they should have been delivered, with 
interest thereon from that time, less the unpaid cost of trans- 
portation. 


In the Crail case, 281 U.S. 57, 50 S. Ct. 180, the court 
said there is no greater inconvenience in the application of one 
standard of value than the other; that no advantage was per- 
ceived to be gained from an adherence to a rigid uniformity, 
which would justify sacrificing the reason of the rule to the 
letter; that the test of a market value is at the best but a 
convenient means of getting at the loss suffered and it may 
be discarded and more accurate means resorted to if, for spe- 
cial reasons, it is not exact or otherwise not applicable. The 
court cited Wilmoth vs. Hamilton, 127 Fed. 48, 51; Theiss vs. 
Weiss, 166 Pa. St. 9, 19; Pittsburgh Sheet Mfg. Co. vs. West 
Penn Sheet Steel Co., 201 Pa. St. 150, and Williston on Con- 
tracts, Sections 1384, 1385. 


While the destination value is the measure of damages for 
loss of, injury or delay to goods, there is no uniform basis or 
method of arriving thereat. Each case must be determined 
by taking into consideration the circumstances surrounding the 
purchase, sale and transportation of the goods, such as, for 
instance, whether it was necessary to replace the goods at 
destination in order to fill a contract of sale or whether the 
consignee has lost a sale because of the non-delivery of the 
goods or has earned a retail profit by a contract of resale. 

Based upon the statements of the court in the Crail case, 
281 U. S. 57, 50 S. Ct. 180, it would appear that the shipper in 
the instant case is entitled to a profit over the invoice cost as 
to the shipment for which a sale was lost. 

In the Crail case, above cited, the court said: 


It is not denied that a recovery measured by the wholesale market 
price of the coal would fully compensate the respondent, or that the 
retail price, taken as the measure of the recovery allowed below, in- 
cludes cost of delivery to retail consumers which respondent did not 
incur, and a retail profit which he had not earned by any contract 
of resale. But respondent contends, as was held below, that the es- 
tablished measure of damages for non-delivery of a shipment of mer- 
chandise is the sum required to replace the exact amount of the short- 
age at the stipulated time and place of delivery, which, in this case, 
would be its retail value, and that convenience and the necessity for 
a uniform rule require its application here. 

This contention ignores the basic principle underlying common 
law remedies that they shall afford only compensation for the injury 
suffered, Milwaukee, etc., R. R. Co. vs. Arms, et al., 91 U. S. 489, 
492; Chicago, etc., Ry. Co. vs. McCaull-Dinsmore Co., Supra, 100; 
Robinson vs. Harman, 1 Exch. 850, 855; Sedgwick, Damages (9th Ed.) 
25; Sutherland, Damages (4th Ed.) Sec. 12; Williston on Contracts 
Sec. 1338, and leaves out of account the language of the amendment, 
which likewise gives only a right of recovery for ‘‘actual loss.’’ The 
rules urged by respondents was applied below in literal accordance 
with its conventional statement. As so stated, when applied to cases 


as they usually arise, it is a convenient and accurate method of ar- 
riving at an amount of recovery which is compensatory. As so stated, 
it would have been applicable here if there had been a failure to 
deliver the entire carload of coal, since the wholesale price, at which 
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a full carload could have been procured at point of destination, would 
have afforded full compensation. Milwaukee, etc., Ry. vs. McCaull- 
Dinsmore Co., supra; Central of Georgia Ry. vs. American Coal Co., 
28 Ga. App. 95; Wendnagel vs. Houston, 155 Ill. App. 664; Lake Erie, 
etc., R. R. Co. vs. Frantz, 85 Ind. App. 569; Cutting vs. Grand Trunk 
Ry., 13 Allen 381; Crutchfield & Woolfolk vs. Director-General of R. R. 
239 Mass. 84; Smith vs. N. Y. O. & Western Ry. Co., 119 Misc. Rep. 
(N. Y.) 506; Yazoo & M. V. R. Co. vs. Delta Grocer Co., 134 Miss. 
846; Chicago, R. I. & Pac. Ry. Co. vs. Broe, 16 Okla. 25; Roth Coal 
Co. vs. Louisville & Nashville R. R., 142 Tenn. 52; Quanah A. & P. Co. 
vs. Novitt, 199 S. W. 496 (Tex. Civ. App.), or, in some circumstances, 
if respondent had been under any constraint to purchase less than a 
carload lot to repair his loss or carry on his business, for in that event 
the measure of his loss would have been the retail market cost of the 
necessary replacement. Haskell vs. Hunter, 23 Mich. 305, 309. But 
in the actual circumstances the cost of replacing the exact shortage at 
retail price was not the measure of the loss since it was capable of 
replacement and was, in fact, replaced in the course of respondent’s 
business from purchases made in carload lots at wholesale market price 
without added expense. 


If it is necessary for the consignee to purchase in the 
open market at an increased price, goods to replace those lost 
in the course of transportation, as in the instant case, it 
would appear from the statement of the court in the Crail 
case that the increased replacement cost may be recovered. 





Doings of the Traffic Clubs 





Items for this column are solicited and when they are sent and 
not published it is because they are inappropriate or not timely. Copies 
of a club’s publication or the notices it sends to members are usually 
not sufficient, because often they are received too late to be of value. 
The Traffic World goes to press in Chicago Friday of each week. News 
of coming or past events, such as meetings, dinners and election of 
officers, is desired. If publicity is looked for it should be made the duty 
of some one in the club to keep us adequately and promptly informed. 
—Editor The Traffic World. 


C. R. Musgrave, vice-president in charge of traffic, Phillips 
Petroleum Company, Bartlesville, Okla., newly elected presi- 
dent of the Associated Traffic Clubs of America, has made a 
statement for inclusion in the record of the convention, held 
in Chicago last week, in lieu of an inaugural address, which he 
omitted at the time of his induction into office to conserve time. 
The statement says: 

“In elevating me to the presidency of this association, you 
have conferred upon me the highest honor, with the greatest 
opportunity for service, that can come to one of my profession. 
I deeply appreciate your confidence, and during my term of 
office I shall strive to contribute something to further the 
interests of the association and its members. 

“Under the able leadership of my predecessors in this high 
office, with the cooperation of the member clubs, the associa- 
tion has accomplished much through its educational program. 
A great deal of shipper and carrier cooperation, producing 
results beneficial to the users of transportation and those pro- 
viding such service, have come from the activities of this 
organization. 


“The work of the association must go forward and the 
splendid achievements of the past provide a foundation and 
inspiration for our future efforts. 


“We should not hastily abandon any tried and successful 
programs, but we should not hesitate to explore new plans 
which indicate prospects for further advancement. Your ex- 
ecutive committee is now considering suggestions from which 
it is hoped plans will be developed to make our association 
not only more useful but indispensable to its members. It is 
expected some definite recommendations for a change in 
policies to enlarge the scope of our activities will be sub- 
mitted at the spring meeting in Tulsa. 

“The association should continue its educational program 
and expand it as rapidly as its resources will permit. We 
should endorse and bend every effort for fair and reasonable 
regulation in the public interest of all forms of transportation. 
We should insist on the removal of any unnatural barriers that 
might be impeding the program and impairing the usefulness 
of any mode of transport. We should encourage a better under- 
standing, and cooperation to the fullest extent permitted by 
law between the various transportation agencies under the 
guidance of one federal regulatory body. As to controversial 
subjects, we are adults and should approach the problems of 
life and business accordingly. 

“It is my thought this association should concern itself with 
any matter of interest to its membership, and if we can not, 
through calm deliberation, compose our differences of opinion 
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and dispose of any subject before us, so as to produce the 
greatest good for the greatest number, without animosity, then, 
in my opinion, there is no reason for the existence of this body, 

“As your president, I am eager to serve and any construc. 
tive criticism, suggestions or recommendations of any member 
of the board of directors of the Associated Traffic Clubs of 
America, officers and directors, or individuals of our member 
clubs, will be gratefully received and appreciated.” 





Speaking before the Traffic Club of Atlanta, Ga., Novem. 
ber 13, Samuel O. Dunn, editor of Railway Age and employed 
by the Western Railway’s Committee on Public Relations, saiq 
that, in discussions of discriminations caused against railroads 
in comparison with other forms of transportation by govern. 
ment policies, the fact that those policies also discriminated 
against certain industries was usually overlooked. One such 
discriminatory clause in the interstate commerce act, he said, 
was the commodities clause, which forbade railroads from en- 
gaging in commercial business by owning and selling commodi- 
ties except forest products. ‘‘No such prohibition is applied to 
any other kind of carriers,” he said, “nor is any commercial 
business prohibited from engaging also in transportation.” As 
a consequence, he said, large businesses could take advantage 
of the economies afforded by combining with transportation 
on their own behalf, while the smaller businesses could not 
do so. Three-fourths of the freight on inland waterways was 
carried in barges belonging to private industry which thus not 
only competed with the railroads “but also with commercial 
companies that must use the services of the railroads and 
other common carriers. “The railroads, he said, were the only 
common carriers that had to keep themselves in readiness to 
handle every kind of traffic. Highway carriers, he said took 
“only the cream of the traffic which pays the highest rates, 
leaving the bulky, low-rate traffic to the railways.” Under such 
conditions, he said, the railroads had to collect “higher rates 
than would otherwise be necessary on their remaining traffic.” 
That, he insisted, created a discrimination against “all the 
large majority of producers and shippers who must use railway 
service.” 





D. L. Hartman, Mobile Paper Mill Company, Crichton, 
Ala., was elected president of the newly organized Mobile Traffic 
and Transportation Club at its first meeting November 6. 
Other officers elected were R. P. Schilling, vice-president, and 
W. J. Thorworth, secretary-treasurer. The board of governors 
elected consists of McNeil Smith, M. M. Smith, Fred P. Coogan, 
W. B. Garner, R. L. Butt, and C. H. Dege. 





Jerome V. Roscoe, traffic representative, Pan American 
Airways, presented sound motion pictures of a typical Pan 
American flight from San Francisco, Cal., to Hong Kong, China, 
at the November 15 meeting of the Rock River Valley Traffic 
Club at the Hotel Faust, Rockford, Ill. 





Mail ballots in the primary election of the Evansville, 
Ind., Transportation Club are due on or before November 30. 
Sixteen candidates will be elected, from which the nominating 
committee, headed by Kenneth Kent, chairman, will make up 
two slates, each consisting of a candidate for president, vice- 
president and six candidates for directors. Election will be 
held December 20. A. M. Stephens, traffic manager, Standard 
Oil Company of Kentucky, Louisville, was the speaker at the 
annual dinner of the club held at the Hotel McCurdy November 
15. Dr. Paul D. Crimm was toastmaster. 





H. D. Fenske, Great Lakes Steel Corporation, spoke on 
“Present Day Regulations of the Various Modes of Transpor- 
tation” at the November 13 forum meeting of the Motor City 
Traffic Club of Detroit at the Leland Hotel. George Schneider 
was chairman. 





The Cincinnati Traffic Club held a stag party for members 
only November 16 at the Hotel Alms. Entertainment and re- 
freshments were provided. J. J. McGuinn, chairman, entertain- 
ment committee, was in charge. 





R. J. Baker, secretary, American Merchant Marine Insti- 
tute, New York, will speak at the November 20 steamship 
night meeting of Bridgeport Traffic Association, Hotel Strat- 
ford, Bridgeport, Conn. A technicolor motion picture, ‘Duty 
to Cargo,” sponsored by the American-Hawaiian Steamship 
Company, will be shown. “How Trains Are Made Up” will be 
the subject for discussion at the November 22 meeting of the 
round table discussion group of the club at the Bridgeport pas 
senger station. The December 6 forum will be on “Reconsign- 
ment of L. C. L. and C. L. Freight Shipments.” Subsequent 
discussions will be on truck, steamship, and railway express 
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subjects. Committee chairmen of the discussion groups are: 
J. F. McDevitt, industrial; A. R. Deferrari, railroad; M. R. 
Clark, steamship; E. L. Warner, truck, and O. R. Peterson, 
carloading. Mr. McDevitt is chairman of the educational com- 
mittee in charge of the forum meetings. 





Mike Pecarovich, head football coach, Loyola University, 
spoke on “Builders of Men,” at the November 13 luncheon 
meeting of the Los Angeles Transportation Club at the Pacific 
Electric Building. The following officers were elected by the 
club at its October 30 meeting: President, L. G. Wilson, vice- 
president, Carmichael Traffic Corporation; first vice-president, 
S, F. Mattoon, vice-president, Anderson-Mattoon Company; 
second vice-president, H. H. Halverson, manager, Star Truck- 
ing and Wholesale Company; secretary-treasurer, E. A. Coons, 
assistant freight traffic manager, Union Pacific; directors, W. 
W. Jordan, traffic manager, Canada Dry Sales, Inc.; F. F. 
Willey, assistant freight traffic manager, Pacific Electric Rail- 
way; M. L. Farmer, manager, California Tank Lines; S. F. Har- 
low, assistant district manager, American-Hawaiian Steamship 
Company; H. W. Leiser, traffic manager, Barker Brothers, 
Inc.; and W. O. Narry, traffic manager, Richfield Oil Corpora- 
tion. 





Cc. C. Fleming and Edgar R. Vaughn reported on the Chi- 
cago A. T. C. of A. convention at the November 13 luncheon 
meeting of the Traffic Club of Jacksonville at the Seminole 
Hotel. Special guests at the luncheon were officers of the 
American Association of Railroad Ticket Agents. The club 
will hold a dinner-dance at the Mayflower Hotel December 16. 





D. L. Jones, newly elected president of the Traffic Club 
of Memphis, is division freight agent for the Mobile and Ohio 
_in that city. He was born at Hum- 
boldt, Tenn., and began his railroad 
career in that city, with the Mobile 
and Ohio in 1921. After the return 
of the railroads to private control in 
1920, he was made traveling freight 
agent for the M. and O. at Meridian, 
Miss. Two years later he was trans- 
ferred to New Orleans, La., in the 
same capacity. Shortly thereafter, he 
was again transferred to Memphis, 
where he was made division freight 
agent. He was installed as president 
at the Memphis Club’s annual dinner 
November 16. Other officers, elected 
to serve with him and who were also 
installed at the dinner, are: Vice- 
presidents, T. S. Glass, Missouri Pa- 

—_- @ific, and L. T. Brumley, traffic man- 
ager, Fisher Tennessee division, General Motors Corporation; 
members of the board of directors, A. B. Everett, Rock Island 
Lines; E. P. Braden, traffic representative, Newburger Cotton 
Company; J. E. Heard, assistant traffic manager, Southern Coal 
Company; H. A. Landry, St. Louis Southwestern Railway; 
L. N. Bolen, Illinois Central; C. H. Taylor, representative, 
Murray Shipping Company; Charles Walpole, division pas- 
senger agent, St. Louis-San Francisco Railway; Herman 
Haynes, general agent, Viking Freight Lines; R. W. Farmer, 
traffic manager, Royal Feed and Milling Company; W. H. 
Dearing, secretary-treasurer, Poston Warehouse Company. 
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An Atchison, Topeka and Santa Fe motion picture entitled, 
“Glimpses of Old Santa Fe,’”’ was shown at the November 14 
luncheon meeting of the Transportation Club of St. Paul at 
the Hotel Lowery. 





S. E. Johnson, traffic manager, Texas Power and Light 
Company, arranged a quiz program for the November 13 
luncheon of the Transportation Club of Dallas at the Dallas 
Athletic Club. Prizes were awarded for correct answers. The 
1940 board of directors of the club has elected the following 
Club officers: Chairman of the board, Gus Schreiber; president, 
. M. Dosser; first vice-president, N. C. Calvert; second vice- 
president, R. T. Behannon; third vice-president, C. T. Love; 
Secretary-treasurer, L. M. Burrus. Cecil Leonard, J. C. Tarp- 
ley and Obie M. Koon were elected to two-year terms on the 
board of governors. 





William S. Nevius, traffic manager, Calco Chemical Com- 
pany, newly elected president of the Traffic Club of Newark, 
Was host at a dinner, at the Robert Treat Hotel, November 14, 
at which the chairmen he has appointed for the club’s standing 
Committees were guests, as follows: Annual dinner, B. F. Flynn, 
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Sr., Job deCamp; auditing, A. R. Miller, general agent, Uni- 
versal Carloading and Distributing Company; educational, John 
W. Gilius, General Foods Company; golf, William Burke, Balti- 
more and Ohio; historian, Robert deKroyft; meadow develop- 
ment, J. H. Wood, Newark Terminal and Transportation Com- 
pany; membership, G. J. Kaemmerlen, division passenger agent, 
Lehigh Valley Railroad; outing, George J. McMichaels, freight 
agent, Erie Railroad; tariff, Kenneth Carberry, Robert 
deKroyft; constitution and by-laws, R. W. Tims, general agent, 
Central Railroad of New Jersey; entertainment, H. G. Regan, 
American President Lines; publicity, W. A. Krahenbuhl, dis- 
trict manager, Universal Carloading and Distributing Company; 
reception, J. J. Bolton, Pennsylvania Railroad; speakers and 
papers, S. V. Bettino, traffic manager, Bristol Myers and Com- 
pany; sports, Sidney Michaels, manager, Metropolitan Freight 
Company; street and highways, E. H. Kull, Public Service Co- 
ordinated Transportation Company; air transportation, Richard 
Wright, American Air Lines; express, W. W. Martin, general 
agent, Railway Express Agency; export and import, R. H. C. 
Freund, Import-Export Service of New Jersey; coastal and 
intercoastal, W. E. McCoy, forwarding freight agent, American- 
Hawaiian Steamship Company; motor truck, G. B. Holman, 
secretary-manager, Holman Warehouse; rail freight, Charles 
Labus, commerce counsel, Lehigh Valley Railroad; rail pas- 
senger, C. F. Feltham, division passenger agent, Delaware, 
Lackawanna and Western; carloading and forwarding, E. W. 
Cislo, National Carloading Company; warehouse and distribu- 
tion, Frank Kearney, Lehigh Warehouse and Transport Com- 
pany; welfare, J. H. McLaughlin, Western Maryland Railroad; 
mn H. D. Vail, general agent, freight department, New York 
entral. 





The nominating committee of the Pacific Traffic Associa- 
tion of San Francisco has submitted the following slate of candi- 
dates for office: President, Walter A. Rhode; first vice-presi- 
dent, Lester B. Raymond; second vice-president, C. M. Biggs; 
third vice-president, Gordon Rowley; executive secretary, 
Rudolph Illing; treasurer, Robert C. Ellis; directors, Alfred J. 
Fair, Milburn Kenyon and John F. Hanavan. Burke Smith, 
city sales manager, American Air Lines, presented a sound 
motion picture, “The American Way,” at a meeting of the 
association’s Tuesday traffic forum November 14. 





The Omaha Traffic Club held a “round-up” and turkey 
raffle at the Hotel Fontenelle November 16. 





The annual dinner of the Traffic Club of Minneapolis will 
be held at the Hotel Nicollet December 7. A. E. Dypwick is 
chairman of the committee is charge. Walter H. Mills, vice- 
president, General Mills, Inc., was the speaker at the club’s 
annual grain and milling luncheon at the Hotel Nicollet Novem- 
ber 16. There was a turkey sale, profits of which will be used 
to augment the club’s Christmas benefit fund. The club will 
hold a dance at the Country Club November 22. 





The Traffic Club of Houston held a birthday dinner party 
at the San Jacinto Inn November 13. There was a program 
of entertainment. 





The Traffic Club of St. Louis will hold a Thanksgiving 
luncheon at the Jefferson Hotel November 20. The Rev. W. J. 
Ryan, S. J., will speak on ‘Why be Thankful?” 





The annual goodfellowship Christmas luncheon party of the 
Traffic Club of Chicago will be held December 5 at the Palmer 
House. Opera, theater and radio stars will participate in a pro- 
gram of entertainment. The party is sponsored by the club’s 
public affairs committee, L. H. McCormick, chairman. 





G. H. Williams, manager, Norfolk and Western Coal Bu- 
reau, Cincinnati, O., spoke on “Coal” at the November 13 meet- 
ing of the Ky-O-Va Traffic Club held at the Scioto Tavern, 
Portsmouth, O. Included in the business agenda was a report 
of the A. T. C. of A. convention by J. B. Albrink, general agent, 
Cando Coal Forwarding Bureau, Russell, Ky. 





J. Brooks Toler, Alabama state forester, will speak on 
“Forestry Conservation,” at a luncheon meeting of the Bir- 
mingham Traffic and Transportation Club at the Tutwiler 
Hotel November 22. Rudy E. Kroker is chairman of the ar- 
rangements committee. 





The annual dinner of the Traffic Club of Kalamazoo, Mich., 
will be held at the Hotel Columbia November 28. The guest 
speaker will be Joseph L. Andrews, who will present a “one 
actor drama” entitled “To Smile with the Merchant from 
Corning.” There will be a program of entertainment. J. F. 
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Dougherty, president of the club, will preside, and E. C. 
Nettles will be toastmaster. William C. Ward is chairman 
of the arrangements committee. 


The Traffic Club of Wilmington, Del., will observe marine 
night at a meeting at the University Club November 21. IL. 
L. Gordon, publicity manager, and E. F. Harrison, photographer 
for the Reading Railroad, will give an illustrated lecture on 
the activities of that railroad in New York harbor. T. V. Volk, 
chairman of the club’s educational committee, is in charge. 





Arthur Cornelius, Jr., administrative assistant, Federal 
Bureau of Investigation, will speak on “Public Cooperation in 
Law Enforcement,” at the annual dinner of the Canton, Ohio, 
Traffic Club at the Courtland Hotel December 5. A. L. King, 
traffic manager, Enterprise Aluminum Company, Massillon, O., 
is chairman of the arrangements committee. 


The Cleveland Transportation Club held its third annual 
transportation night November 18 at the Hotel Cleveland. 
Dinner was served and there was dancing. P. B. Shelton, 
Louisville and Nashville, was chairman of the committee on 
arrangements. 


New officers will be installed on the first anniversary of 
the organization of the Indianapolis Motor Transport Club, 
November 28, at the Washington Hotel, Indianapolis, Ind. 
Officers are: President, Fay Langdon; vice-president, Earl F. 
Throm; secretary, John Gedig; treasurer, Floyd M. Jackson; 
directors, D. F. McCormick, W. J. Healey and R. B. Campbell. 
Retiring President P. L. Joyce will preside and Dick Fogarty 
will be master of ceremonies. 


The program at the meeting of the Oakland, Cal., Traffic 
Club, to be held at the Athens Athletic Club November 21, will 
be dedicated to the transportation industries. T. A. Schuback, 
herpetologist, will speak on “The Fallacy of the Fear of 
Snakes,” and there will be a program of music by the Kiltie 
Bagpipe Band of Piedmont High School. 


The Rev. Cassius English Street, D. D., minister, Linwood 
Methodist Church, will be the speaker at a special Thanks- 
giving luncheon meeting of the Traffic Club of Kansas City at 
the Hotel Phillips, November 20. 





Docket of the Commission 





NOTE—Items In the docket marked with an asterisk (*) have 
been added since the last issue of The Traffic World. New assign- 
ments now on the Commission’s docket of dates later than herein 
shown will not bear asterisks when they do appear. Current cancel- 
lations and postponements announced too late to show the change in 
this docket will be noted elsewhere. 


November 20—Boston, Mass.—Hotel Manger—Examiner Flood: 
MC 10517, Sub. 1—Wood Brothers Express, Arlington, Mass., cer- 
tificate to extend operations. 


MC 82108—A. A. Lamb, Boston, certificate or permit. 
November 20—Brooklyn, N. Y.—Hotel St. George—Examiner Burns and 
Jt. Bd. 305: 
MC 21351 and Sub. 1—W. J. Lambert, Long Island City, N. Y., cer- 
tificate or permit and to extend operations. 
November 20—Brooklyn, N. Y.—St. George Hotel—Examiner Parker: 
1. & S. M-864—Firearms and lawn mowers, Mass., to Philadelphia, 
Pa. 
November 20—Brooklyn, N. Y.—St. George Hotel—Examiner Hendon: 
* MC F-1054—Hudson Bus Transportation Co., purchase, Jersey City- 
Keansburg Transit Lines, Inc. 
November 20—Buffalo, N. Y.—Hotel Buffalo—Examiner Price: 
MC 84420—Rivas Transfer, Eden, N. Y. 
November 20—Denver, Colo.—State Comm.—Jt. Bds. 212 and 43: 


MC 76052, Sub. 2—F. E. Larimore, Cortez, Colo., certificate to ex- 
tend operations. 


MC 93307—F. J. Fairbanks, Kanorado, Kan., certificate or permit. 
November 20—Des Moines, la.—Hotel Kirkwood—Examiner Hanback: 

MC 52407—Young Transfer Co., Ottumwa, Ia., certificate or permit. 

MC 94165—F.. Boggs, LeRoy, Ia., common carrier application. 
November 20—Eau Claire, Wis.—U. S. Court—J. E. Davey: 

MC F-1041—W. A. Steffke, purchase, Ziffrin’s Overnite Express, Inc. 
November 20—Greensboro, N. C.—U. S. Court—Examiner McCaslin: 

MC 87588—Reliable Trucking Co., Inc., High Point, N. C., certificate 

or permit. 


November 20—Hattiesburg, Miss.—Federal Bldg.—Jt. Bd. 97: 
MC 12186—Clendenin Tours, Hattiesburg. 
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November 20—Jackson, Miss.—Robert E. Lee Hotel—Examiner Matt. 
ingly: 
1. & S. 4577—Estimated weights, fruits and vegetables. 
November 20—Newark, N. J.—U. S. Court—Examiner Proudley: 
MC 80402—Terminal Storage and Distributing Co., South Kearny, 
N. J., certificate or permit. 
MC 89636—Charles Reno, Dumont, N. J., permit. 


November 20—Philadelphia, Pa.—Customs House—Examiner Driscoll: 
MC 39452, Sub. 1—N. H. Tenney, Moorefield, W. Va., permit to extend 
operations. 
MC 42156—W. Bulifant, Philadelphia, certificate or permit. 
November 20—San Francisco, Calif.—Hotel Empire—Examiners Trezise 
and Haden: 
27365—Freight forwarding investigation. 


November 20—Sioux City, la.—Warrior Hotel—Jt. Bd. 138: 
MC 13877—Conner Transfer, Wakefield, Neb., certificate or permit, 
MC 88601—C. E. Maun, Waterbury, Neb., common carrier application, 


November 20—Sioux Falls, S. D.—U. S. Court—Jt. Bd. 26: 
MC 18479 and MC 89639—W. G. Hansen, Lake Benton, Minn. 
November 20—Washington, D. C.—Argument: 
28165—National Erie Corp. vs. N. Y. C. 
28175—Rex Jellico Coal Co. et al. vs. L. & N. 
Finance 10008—St. L.-S. F. reorganization. 


November 20—Wheeling, W. Va.—New Federal Bldg.—Examiner Garo- 
falo: 


MC 18416—Clawges Transfer, Morgantown, W. Va., certificate or 
permit. 
MC 87379—C. H. Hooker, Dennison, O. 


November 21—Boston, Mass.—Hotel Manger—Examiner Flood: 
MC 11918, Sub. 1—Bowen Brothers, Revere, Mass., certificate to ex- 
tend operations. 


November 21—Brooklyn, N. Y.—Hotel St. George—Examiner Messer: 
MC 44619 and MC 77479—Moore’s Trucking Co., Inc., Plainfield, N. 
J., permit and certificate. 
MC 44235—Althauser’s Delivery Service Co., New York, certificate, 
Noveber 21—Brooklyn, N. Y.—Hotel St. George—Jt. Bd. 305: 


McC 590, Sub. 1—Ashcroft Blue Line Express, Stamford, Conn., cer- 
tificate. 


MC 95916—Harry’s Express, New York, certificate. 


November 21—Buffalo, N. Y.—Hotel Buffalo—Examiner Price: 
MC 48864, Sub. 1—J. Geller, Buffalo, certificate to extend operations. 


November 21—Chicago, IIl.—Morrison Hotel—Commissioner Patterson: 
28000, Sub. 24—Applications of C. R. I. & P. for approval of pro- 
posed modification of systems or devices under section 26(b) of 
the interstate commerce act. 
November 21—Denver, Colo.—State Comm.—Jt. Bd. 86: 
MC 2106, Sub. 1—F. Wayt, Pueblo, Colo., permit to extend operations. 
MC 2220, Sub. 4—Manzanola Transfer Co., Manzanola, Colo., certif- 
icate to extend operations. 


November 21—Des Moines, la.—Hotel Kirkwood—Examiner Hanback: 
MC 21170, Sub. 3—Bos Freight Lines, Inc., Marshalltown, Ia., cer- 
tificate to extend operations. 
MC 44055, Sub. 1—Bos Truck Lines, Inc., Marshalltown, Ia., cer- 
tificate to extend operations. 
MC 74163—Western Grocer Co., Marshalltown, Ia., certificate or per- 
mit. 
MC 100811—Bos Transfer Co., Marshalltown, Ia., permit. 
November 21—Newark, N. J.—U. S. Court—Jt. Bd. 42 and Examiner 
Proudley: 
MC 61392—Malbros Trucking Co., Newark, certificate or permit. 
MC 71420—F. Schwarz, Hillsdale, N. J., certificate or permit. 


November 21—Philadelphia, Pa.—Customs House—Examiner Driscoll: 
MC 43709, Subs. 1 and 2—W. Hunter Atkinson, Inc., Philadelphia, 
permit to extend operations. 


November 21—Sioux City, la.—Warrior Hotel—Jt. Bd. 138: 
MC 89282—W. N. Primmer, Winnebago, Neb. 
MC 91735—H. Marquedston, Sioux City. 


November 21—Sioux Falls, S. D.—U. S. Court—Jt. Bds. 26 and 143 
MC 72095, Sub. 1—Madsen & Emmert, Watertown, S. D., certificate 
to extend operations. 


MC 100238—H. Sanden, Rosholt, S. D., certificate. 
November 21—Washington, D. C.—Argument: 
28220—Virginia Lumber Co. vs. Ocean Steamship Co. of Savannah 
et al. 
November 21—Washington, D. C.—Examiners Way and Job: 
Fourth section applications 15342, 16223, 16250, 16684, 16689, 17986, 
17987 and 17988—Rags and paper to Lockport and North Tonawanda, 
N. Y.—Rags and paper to Buffalo, N. Y. 
November 21—Wheeling, W. Va.—New Federal Bldg.—Examiner Garo- 
falo: 


MC 47858—Evans Transfer and Delivery, Clarksburg, W. Va., cél- 
tificate. 
November 22—Boston, Mass.—Hotel Manger—Examiner Flood: 
MC 18587—National Movers of Boston, Inc., Boston, license. 
MC 48651—Federal Motor Transportation Co., New Bedford, Mass., 
certificate or permit. 
November 22—Brooklyn, N. Y.—Hotel St. George—Examiner Messer: 
MC 44470—Westfield Baggage Transfer, Westfield, N. J., certificate or 
permit. 
MC 37669—Erie Basin Transfer, Inc., New York, certificate or permit. 
November 22—Brooklyn, N. Y.—Hotel St. George—Jt. Bd. 305 and Ex 
aminer Burns: 
MC 28103—C. Valente Trucking Co., Bayonne, N. J., permit. 
MC 3484 and MC 40087—C. & C. Trucking Co., Inc., North Tarrytow?, 
N. Y., certificate or permit. 
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HIS picture of the 1%-ton Model D-30 

doesn’t half do justice to the truck. It gives 
you a good idea of the modern streamlined 
beauty of International Trucks, but it doesn’t 
tell you a thing about the amazing economy 
of the trucks on your job. Drivers and owners 
can tell you about that. 

It takes more than just style to deliver In- 
ternational performance. A newline is not just 
a matter of the calendar with International 
Harvester. Constant improvements in engi- 
neering and construction makeand keep Inter- 
national Trucks the standard for the industry. 

The constant aim of this company is to 
give you hauling value — to make economical 
performance your lasting source of satisfaction. 
HAULING VALUE-— plus distinctive beauty 
of design that is recognized and admired 
wherever loads are hauled. 
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In the popular Model D-30, as in every 
International Truck from the sturdy %-ton 
pick-ups to the powerful six- wheelers, you 
get International performance. And that’s 
the finest thing that can be said of anything 
on wheels. International Trucks are rugged, 
all-truck trucks, all the way through. 
They’re made for tough jobs and rough 
handling, and they’re built to take it. 

And throughout your years of Interna- 
tional ownership, the network of Harvester’s 
Company-owned truck-service organization 
is ready to service your truck at all times. 

Talk over your hauling problems with any 
International dealer or Company-owned 
branch. Arrange for a demonstration. 
INTERNATIONAL HARVESTER COMPANY 


(INCORPORATED ) 


180 N. Michigan Ave. Chicago, Illinois 
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INTERNATIONAL TRUCKS 
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Personal Notes 


S. R. Biering, chariman, freight claim division, Association 
of American Railroads, died November 11 at Galveston, Tex. 
He was assistant general claim agent for the Gulf, Colorado 
and Santa Fe, Galveston. Parks C. Archer, formerly first 
vice-chairman of the division, succeeds Mr. Biering. A. E. 
Pasman has succeeded to the office of first vice-chairman. 

H. C. Eargle has been appointed traffic manager of the 
transportation department, Springfield, Mo., Chamber of Com- 
merce. He was formerly traffic manager of the Beaumont, 
Tex., Chamber of Commerce. 

The Shinsinkers will hold a dinner-dance January 20, 1940, 
at the Hotel Astor, New York. 

Henry M. Gillick, 59, superintendent at Aberdeen, S. D., 
for the Chicago, Milwaukee, St. Paul and Pacific, died Novem- 
ber 12. He began service with the line in 1897. 

The following appointments have been announced by Inter- 
State System, motor freight haulers: Roger L. Haynes, district 
manager, and Malcolm H. Palmer, terminal manager, Dayton, 
O.; E. L. Dailey, commercial agent, Muncie, Ind. 

Frank A. Park has been appointed commercial agent for 
the National Carloading Corporation in the New York export 
department. He was formerly freight traffic manager, Colum- 
bia Steamship Line. 

Fred W. Nash, assistant freight traffic manager, Pennsyl- 
vania Railroad, Chicago, has been appointed to the advisory 
board of the Freight Traffic Institute, Chicago. 

W. Andrews has been appointed freight representative, 
Panama Pacific Line, with headquarters at Buffalo, N. Y. 

M. H. Jacobs, freight traffic manager, Western Maryland 
Railroad, died November 15 at the home, Baltimore, Md. He 
was 62 years old. He began railroading with the Western 
Maryland in 1893. 


The following appointments have been made in the IIli- 
nois state division of motor carriers, a branch of the depart- 
ment of public works and buildings: Superintendent, F. W. 
Lewis, Robinson: chief examiners of the bureau of certificates, 
J. L. McLaughlin, Sullivan; Lewis M. Long, Sandwich, and 
Chalmer Taylor, Bloomington; chief, bureau of safety, Louis 
Rechner, Springfield; officer manager, Chalon, Aiken, Akin. 


Friends and associates of Robert J. McBride, dean, Col- 
lege of Advanced Traffic, Chicago, who will assume his new 
duties as secretary-manager, common carrier division, Amer- 
ican Trucking Associations, Inc., in Washington, D. C., Decem- 
ber 1, tendered to him a complimentary luncheon at the Palmer 
House November 18. The guest of honor received the gift of 
a traveling bag. J. L. Tanis, assistant general traffic manager, 
Butler Brothers. a member of the college faculty, was toast- 
master. G. A. Rautenberg, founder of the college. came from 
Los Angeles to attend the luncheon. Mel Brockman, Plaza 
Express Company, originator of the traffic man’s slide rule and 
owner of the copyricht on it. has been engaged to demonstrate 
the slide rule to students and graduates of the college. 


November 22—Chicago, !II1.—Hotel Sherman—Examiner Garofalo: 
MC 21995—Safeway Truck Lines, Chicago, permit. 


November 22—Des Moines, !a.—Kirkwood Hotel—J. E. Davey: 
MC F-1035—Bos Truck Lines, Inc., purchase, Western Grocer Co. 
November 22—Newark, N. J.—U. S. Court—Examiner Proudley: 
MC 76384—C. Barbera, Jersey City, N. J., certificate or permit. 
November 22—Philadelphia, Pa.—Customs House—Examiner Driscoll: 
MC 66650—Serve U Motor Service, Philadelphia, certificate. 
MC 68807—Philadelphia Freight Forwarding Co., Philadelphia, permit. 
November 22—Phoenix, Ariz.—State Comm.—Jt. Bd. 47: 
MC 78786, Sub. 43—Pacific Motor Trucking Co., San Francisco, Calif., 
certificate to extend operations. 
MC 78786, Sub. 41—Pacific Motor Trucking Co., San Francisco, Calif., 
certificate or permit. 
November 22—Sioux Falls, S. D.—U. S. Court—Examiner Haley and 
Jt. Bd. 293: 
MC 95523—F. Lindeman, Parkston, S. D., certificate. 
MC 100243—Dakota Transport Service, Wagner, S. D., certificate. 
November 22—Syracuse, N. Y.—U. S. Court—Examiner Price: 
1. & S. M-847—Canned goods, Albion, N. Y., to Albany for beyond. 
!. & S. M-860—Gums and resins, Niagara Frontier points to New 
England. 
November 22—Washington, D. C.—Examiners Cheseldine and Job: 
Fourth section application 17845—Brick in southern territory. 
November 22—Washington, D. C.—Argument: 
Finance 12517—Application of Montana, Wyoming & Southern for au- 
thorization of a partial payment on account of principal and for the 
extension of time for the payment of balance of principal of and 
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modification of interest charges on its first mortgage gold bonds, 
under plan dated May 1, 1939. 


November 22—Wichita, Kan.—Broadview Hotel—Examiner Dawson: 
1. & S. M-836—Casein, crude, Perry, Okla., to Chicago, IIl. 


November 24—Boston, Mass.—Hotel Manger—Examiner Flood: 
MC 15585—Miller & Son, Boston, certificate or permit. 
MC 18588 and MC 78344—National Movers of Boston, Boston, certif- 
icate or permit. 


November 24—Chicago, IIl.—Hotel Sherman—Examiner Garofalo: 
MC 30837, Subs. 1 and 2—Kenosha Auto Transport Corp., Kenosha, 
Wis., certificate to extend operations. 


November 24—Denver, Colo.—Public Utilities—Examiner Corcoran: 
MC 9895, Sub. 7—R. B. Wilson, Denver, certificate to extend opera- 
tions. 
November 24—Des Moines, la.—Hotel Kirkwood—Examiner Hanback: 
MC 8965—Wise Transfer, Des Moines, certificate or permit. 
MC 48396—Gale’s Transfer and Storage Co., Des Moines, certificate 
or permit. 


November 24—Philadelphia, Pa.—Customs House—Examiner Driscoll: 
MC 69624—Raffo and Sons, Inc., Vineland, N. J., certificate or permit, 
November 24—Washington, D. C.—Examiner Carpenter: 
* Finance 12620—C. of N. J. protective committee application. 
November 25—Boston, Mass.—Hotel Manger—Jt. Bd. 231: 
MC 95912—A. Maiella, Somerville, Mass., permit. 
November 25—Brooklyn, N. Y.—Hotel St. George—Examiner Burns: 
MC 12194—Rogers Travel Bureau, New York, license. 
November 25—Chicago, II1.—Sherman Hotel—Examiner Garofalo: 
MC 93339—Jackson Storage and Van Co., Chicago. 


November 25—Des Moines, ta.—Hotel Kirkwood—Examiner Hanback: 
MC 91563—A. Long, New Sharon, Ia., certificate. 
1. & S. M-866—Dairy products, Iowa to Dubuque and East Dubuque. 
November 25—Madison, Wis.—Hotel Loraine—Examiner Konigsberg: 
28346—Celon Co. vs. Canadian Pacific et al. 


November 25—Philadeiphia, Pa.—Customs House—Examiner Driscoll: 
MC 35463—Whinney’s Express, Philadelphia, certificate or permit. 
November 25—Pierre, S. D.—State Comm.—Jt. Bd. 148: 
MC 89462—G. Van Wald, Chamberlain, S. D., certificate. 


November 25—Spokane, Wash.—Davenport Hotel—Jt. Bd. 169: 
* MC 100370—D. K. Breeden, Worley, Ida., certificate. 


November 25—St. Louis, Mo.—Coronado Hotel—J. E. Davey: 
* MC F-1049—Riss & Co., Inc., purchase, Illmo Trucking Service Co. 


November 25—St. Louis, Mo.—Coronado Hotel—J. E. Davey: 
* MC F-833—W. F. Carey et al., control, S. and C. Transport Co. 
November 25—Washington, D. C.—Argument: 

MC 4978—G. W. Anderson, common carrier application. 


November 27—Akron, O.—Portage Hotel—Examiner Werner: 
MC 20779—Dearman Transportation Co., Mansfield, O., certificate or 
permit. 
MC 64302, Sub. 1—Greenleaf Motor Express, Cuyahoga Falls, O., cer- 
tificate to extend operations. 


November 27—Boston, Mass.—Hotel Manger—Jt. Bd. 231: 
MC 75874, Sub. 8—Boston & Maine Transportation Co., Boston, cer- 
tificate to extend operations. 
MC 95911—Newton Motor Transportation Co., 
permit. 


November 27—Brooklyn, N. Y.—Hotel St. George—Examiner Burns: 
MC 21347—Norman’s Express, New York, certificate or permit. 
MC 22677—Rosner Service Co., Inc., New York, certificate or permit. 


MC 42260, Sub. 2—T. J. Laper, Rye, N. Y., certificate to extend opera- 
tions. 


November 27—Chicago, II!1.—Hotel Sherman—Examiner Garofalo: 
MC C-148—Interchangeable scrip books. 
1. & S. M-822—Scrip books, exchange of coupons. 


November 27—Chicago, II1.—Sherman Hotel—Jt. Bd. 149: 
MC 38561—Republic Warehouse Co., Chicago, license. 
MC 42238—Lifschultz Fast Freight, Chicago, license. 
MC 49133—R. L. Villeneuve, Chicago, license. 


November 27—Columbus, O.—State Comm.—Jt. Bd. 37: 

* MC 61004—South Shore Bus Co., Portsmouth, O., certificate. 

* MC 61004, Sub. 2—South Shore Bus Line Co., Portsmouth, O., cer- 
tificate to extend operations. 


November 27—Denver, Colo.—Public Utilities—Examiner Luce: 
MC 74596—A. C. Milburn, La Junta, Colo., certificate or permit. 
* MC 100995—A. C. Milburn, La Junta, Colo., certificate. 


November 27—Denver, Colo.—Public Utilities Comm.—Jt. Bd. 287: 
MC C-145—Mississippi Glass Co. vs. A. C. Milburn and J. Robinson. 


November 27—Des Moines, !a.—Hotel Kirkwood—Examiner Hanback: 
MC 20114 and MC 52553—Millard Transfer Co., Ottumwa, Ia. 


November 27—Kansas City, Mo.—Hotel President—Jt. Bd. 36: 


MC C-142—Mid-Western Freight Tariff Bureau, Inc., vs. Porter and 
Williams. 


November 27—Lansing, Mich.—State Bldg.—Jt. Bd. 23: 
MC 100670—H. Wagoner, North Muskegon, Mich., permit. 


November 27—Norfolk, Va.—Monticello Hotel—Examiner Denniston: 
MC 41952—Bennett Transportation Co., Norfolk, Va., certificate oF 
permit. 


November 27—Oshkosh, Wis.—Raulf Hotel—Examiner Konigsberg: 
28317—Wisconsin Retail Lumbermen’s Assn. et al. vs. Ann Arbor et al. 


November 27—Philadelphia, Pa.—Customs House—Examiner Driscoll: 
MC 75527 and MC 75528—Lahn Motor Transportation, Bridgeton, N 
J., certificate and permit. 


Newtonville, Mass., 





November 18, 1939 


certif. 


D: 
nosha, 


ran: 
opera- 


nback: 
tificate 


iscoll: 
ermit, 


Yb) yy y 
4) 
ee My) 



















































PAGE 1158 





November 27—Portland, Ore.—Multnomah Hotel—Jt. Bd. 172: 
MC 1592, Sub. 5—Pacific Truck Express, Portland. 


November 27—Rapid City, S. D.—Harney Hotel—Jt. Bds. 230 and 184: 
MC 29120, Sub. 3—Wilson Storage and Transfer Co., Sioux Falls, 
S. D., certificate to extend operations. 
MC 42614, Sub. 5—Trustee, C. & N. W. Ry. Co., Chicago, certificate 
to extend operations. 


November 27—Washington, D. C.—Argument: 

MC 28680—Jordan Bus Co., Hugo, Okla., extension, Frederick, Okla., 
Vernon, Tex. 

MC 88051, Sub. 1—McMakin Motor Coaches, Inc., Lubbock, Tex., ex- 
tension, Vernon, Tex., Lawton, Okla. 

Finance 12231—Application of trustees of C. R. I. & P. for permis- 
sion to abandon lines between Shaffton and Bennett, Ia., and be- 
tween Tipton and Elmira, Ia. 

Finance 12394—Application of C. D. & M. for permission to abandon 
its line between Davenport and Clinton, Ia., and to abandon opera- 
tion under trackage rights over street railway lines in those cities. 

Finance 12401—Application of trustees of C. R. I. & P. for authority 
to operate under trackage rights over lines of C. M. St. P. & P. 
in Davenport, and over lines of D. L. I. & N. W. in Davenport and 
between Davenport and Shaffton, Ia. 

Finance 12400—Application of D. R. I. & N. W. for authority to ac- 
quire line of C. D. & M. between Mound St., Davenport and Second 
St., Le Clare, Ia., and to operate two segments thereof. 

Finance 12351—Pennsylvania, Ohio & Detroit et al. proposed aban- 
donment. 


November 27—Washington, D. C.—Examiners Cheseldine and Valentine: 
Fourth section application 17781—Cotton piece goods to Bridgeport 
and New Haven, Conn. 
November 27—Washington, D. C.—Examiner Parker: 
Ex Parte MC 32—In the matter of adequacy of service of Montgomery 
Bus Line, Inc. 
1. & S. M-867—Montgomery Bus Lines, cancellation of fares. 
November 27—Winston-Salem, N. C.—Federal Bldg.—Jt. Bd. 103: 
MC 2545, Sub. 1—Lowther Trucking Co., Charlotte, N. C., certificate 
to extend operations. 
November 28—Akron, O.—Portage Hotel—Examiner Werner and Jt. Bd 
117: 
MC 43654, Sub. 1—Dixie Ohio Express Co., Akron, certificate to ex- 
tend operations. 
MC 75551, Sub. 1—Southern Express, Chicago, certificate to extend 
operations. 
November 28—Altoona, Pa.—U. S. Court—Commissioner Patterson: 
28000, Sub. 25—Application of P. R. R. for approval of proposed 
modification of systems or devices under paragraph (b) section 26 
of the interstate commerce act. 











ROUTE GALVESTON= 


For EFFICIENT, 
ECONOMICAL SERVICE 
and QUICK DISPATCH 


Galveston Wharf Company 


Est. 1854 
Geo. Sealy, Pres. F. W. Parker, V. P. & G. M. 





QUAKER LINE 
CALIFORNIA EASTERN LINE 


Coast to Coast Services 


Albany, New York, Philadelphia, Baltimore, Norfolk, 
Newport News, Savannah, Jacksonville, Cristobal 


end 


San Diego, Los Angeles, San Francisco, Osea, Stockton, Sacramento, 
Portland, Seattle and Te Seattle and Tacoma 


DAWNIC STEAMSHIP CORP. 


General Eastern Agents 
17 Battery Place, New York 





Albany—D & H ——"4 ae wal S. LaSalle St. 
Philedelphie—The Bo Pittsburgh—Gulf Bldg. 
Norfolk—111 E. Plume $ Street Detroit—General ve Bids. 
Baltimore—Keyser Buliding Savannah—Cotton omnes 5 Bidg. 
Boston—33 Broad Street Jacksonville—P. O. Box 1866 
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wee’ 28—Atlanta, Ga.—Henry Grady Hotel—Examiner Yardley: 
. & S. M-819—Clay, concrete and shale products in the south. 
Rint 28—Boston, Mass.—Hotel Manger—Jt. Bd. 231: 
MC 12184—Boston Express Exchange, Boston, license. 
MC 48083—H. P. Lambert Co., Boston, license. 
MC 75007—Colpitts Tourist Co., Inc., Boston, license. 


November 28—Brooklyn, N. Y.—St. George Hotel—Examiner Burns: 
MC 10574, Sub. 1—M. Postman, New York, common carrier applica. 


tion. 
MC 46879—Walter’s Limousine Stages, New York, certificate. 
November 28—Chicago, IIl.—Sherman Hotel—Jt. Bd. 149: 


MC 62867, Sub. 1—Easterday Motor Line, Metropolis, IIl., certificate 
to extend operations. 
MC 74424—Producers Warehouse Co., Chicago, license. 
MC 79659—George Elder Fireproof Storage Warehouse, Chicago, 
license. 
November 28—Denver, Colo.—State Comm.—Jt. Bd. 50: 
* MC 88413, Sub. 3—M. & M. Truck Co., Denver, certificate to exteng 
operations. 
November 28—Detroit, Mich.—Hotel Fort Shelby—Examiner Linn: 
MC 43038, Sub. 3—Commercial Carriers, Inc., Pontiac, Mich., cer. 
tificate to extend operations. 


DEATH ENDS PROCEEDING 


The Commission has abated and discontinued its proceed. 
ing against Edward F. Cody, a practitioner before it, on ac. 
count of the death of the respondent. The proceeding was 
— in July, 1937 (see Traffic World, July 17, 1937, p. 


N. & W. BETTER SERVICE CLUBS 


Twenty-one Better Service Clubs of the Norfolk and West- 
ern will hold a total of 239 local meetings in 1940, according 
to a schedule issued by the railroad. The club’s meet monthly, 
at points on the railroad, for the purpose of devising ways and 
means of improving Norfolk and Western service. Generally, 
he clubs meet monthly. Initial 1940 meetings as scheduled as 

ollows: 


Bluefield, January 18; Bristol, January 11; Cincinnati, January 3; 
Columbus, January 19; Crwe, January 4; Iaeger, January 19; Kenova, 
January 23; Keystone-Kimball, January 15; Lynchburg, January 3; 
Norfolk, January 2; Norton, January 16; Petersburg-Hopewell, Feb- 
ruary 5; Portsmouth, January 22; Pulaski, January 9; Radford, Janu 
ary 11; Roanoke, January 5; Shenandoah, January 18; Wilcoe, January 
17; Williamson, January 9; Winston-Salem, January 9. 


The date for the first 1940 meeting of the Franklin-Henry 
Club, which meets quarterly, has not as yet been set. 








WANTED TRAFFIC MANAGER—Must be experienced in han- 
dling all phases of traffic, including I. C. C. work. An executive and 
organizer required. Give complete information as to age, experience, 
references and salary expected. Address Box IIU-1, Traffic World, 
418 South Market Street, Chicago, Ill. 















Do you want rate changes early? 


You can have them for 45c a week. Major rate changes to every 
agency station and thousands of inland and prepaid towns for twenty- 
four years have been sent to National Freight Rate Service subscribers 
on or before _ PS sg date. 

for copy on approval—no obligation. 


NATIONAL FREIGHT RATE SERVICE MICHIGAN 


Publishing Rates Since 1914 


PORT OF TACOMA 


MUNICIPAL TERMINAL 


Where more vessels berth than 


at any other single Terminal in 
the Pacific Northwest. 


— INVESTIGATE — 
TACOMA, WASHINGTON 


P. O. Box 1612 Cable ‘“‘Portacoma” 
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SHALL WE SHIP BY BOAT? PLANE? TRAIN? WHAT ROUTE? 
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SHALL WE USE CARTONS? BOXES? CRATES? KNOCKDOWN? ASSEMBLED? ae 


WHAT DOES THE LAW SAY? 


SHALL WE ES 


WANTED @& 





Trained MEN to answer TRAFF IC Questions 


that offers more opportunities than 
your own field—traffic. 


Faced with using a national trans- 
portation system that deals with $3,000,- 
000,000 payments to 1,000 railroads a 
year—faced with 500,000 changing tariffs 
to 30,000 important shipping points— 
faced with almost daily new develop- 
ments in scheduling shipments by boat, 
truck, plane and train, in containers of 
wood, metal, paper and fiber-board— 
business is constantly calling for help— 
trained help. 


Already you yourself know something 
of these problems. But suppose that to- 
day, right in your own office, it suddenly 
became possible for you to take over the 


Trafic Manager’s desk. 


What a break! Instantly you think of 
the splendid opportunity ahead, the good 
salary the position pays, the power and 
authority and respect you command. 


But, even as such thoughts flash 
through your mind, there comes the 
thought of added responsibility. 


Will you be able to answer the hun- 
dreds of questions that will come up on 
classifications, rates, tariffs, laws, and 
regulations? 


Will you correctly answer such ques- 
tions, knowing all the time that a single 
wrong answer may cost your firm thou- 
sands of dollars? 


You Can Fit Yourself 
to Answer! 


"Tiseon there is no field of business 


On your present job you probably en- 
counter few such problems. How sure 
do you feel that given such a glorious 
opportunity you could make good? 

There’s not a man in a thousand in 
your position who wouldn’t pull some 
boners—yet, there’s probably not more 
than one man in a hundred who couldn’t 
train himself so as to come through such 
a test with flying colors. 

How? By training himself along those 
lines that so many present day traffic 
managers have followed—the LaSalle 
Problem Method of Traffic Management 
training. 

LaSalle traffic training has been formu- 
lated by experienced traffic men for men 
just like you. Many of today’s traffic 
managers have studied it, gained by it, 
in many cases attained their present envi- 


TABLISH WAREHOUSES? 


FACTORIES? BRANCHES? | 
JOBBERS? . 


{ee 


able positions because of it. Hundreds of 
additional men, now tops in their field, 
have contributed to its building and are 
advising so that it stays up-to-the-minute, 
practical, useful, profitable. 


What is the secret of this training 
which is so outstanding in its reputation 
and accomplishments? Why has it helped 
so many traffic executives to advance 
themselves? 


There is no secret. 


Although the method is original with 
LaSalle, it’s such a common-sense pro- 
cedure that you'll instantly see its ad- 
vantages. It consists of your solving prac- 
tical and actual trafic problems over and 
over again—starting with the easy ones 
and working up by degrees to the most 
complex and difficult ones. 


You Train Under Experts! 


All the time you work with a staff of 
practical trafic men—experts every one. 
Imagine what you could learn if your own 
company’s Traffic Manager had the time 
to coach you personally as many 
hours a week as you cared to have 
him. Imagine that in addition to 
your own Traffic Manager you 
could command the help of other 
expert trafic managers—ask 
them questions, enjoy their 
expert advice, suggestion, 
and assistance. How long 
would it be before you, too, 
had mastered the intrica- 
cies of executive traffic 
control? 


Such coaching, such ques- 

























The training is based on manuals, prob- 
lem sheets, and practise material which 
has been reviewed by 175 of the country’s 
leading traffic executives. Constantly it 
changes, constantly it is improved, con- 
stantly it incorporates the newest and 
best practice for choosing the latest and 
most profitable transport facilities. 

This country’s vast and complicated 
transportation system is today growing 
by the minute. New opportunities are 
presenting themselves week in and week 
out for the men who are trained to 
grasp them. 

Already you have a foothold in this 
great field of opportunity. Already other 
men just like you are preparing to scale 
the heights of opportunity with the aid 
of LaSalle’s sound training. Are you any 
less ambitious that these other fellows? 


Write For This Free Book! 


Don’t hesitate! At least investigate the 
very remarkable possibilities right in the 
field which you have already en- 
tered. Let us send you a copy 
of the fascinating book 
pictured here. In its 
48 interesting pages 
you'll find many facts 
about men who are 
benefiting by LaSalle 
traffic training. Only 
when you have read it can 
you understand what amaz- 
ingly desirable opportunities 
may lie ahead for you! 


. . There is no obligation 
tion-and-answer training, such Fa 
help with all the common (and P “<> whatsoever when —_ 
most of the uncommon) o FREE 8 send for this book. 
traffic problems, is what, PA Wa Fillin the coupon 
in essence, the LaSalle wf TRAFFIC % O and mail it to- 
traffic experts MANAGEMENT “2 day. 
offer you. BOOKLET So 

go? __ Please send me your free booklet about 0% 
og? Traffic Management and your Training. 82 
Sten i ha I a ge a td sw a 
. s 
sill” NUD iciiestiiimenicsenahahiiinaneeiciieipaaieapianaeai Ne) 
o See ae ee EE COE eT ee eee ene eee ‘SS 
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Guide to Motor Transport Lines 


(This Guide is published in the third issue of each calendar month) 


Purpose of Guide 


This Guide has been prepared to provide traffic managers 
with conveniently organized information about respon- 
sible motor transport lines. The dependability of each 
advertiser been investigated. Each has been highly 
recommended by well known shippers and has provided 
pra 3 oulienen as to financial responsibility. 


Although THE TRAFFIC WORLD has taken every 
reasonable precaution to restrict this Guide to respon- 
sible, dependable and capable motor transport operators, 
it conan Oe no 4 y= for dealings or service. /t 
requests, howeve a report any unsatis- 
factory ahetemne or ings, arise. The 
source of such reports will not By divulged even in cases 
that warrant the dropping of advertisers. 


Two Indexes Make Guide Easy to Use 


To simplify the finding of a service to fit any shipper's 
requirements, two indexes have been pre: ne 
Alphabetical Index: When a s ibe company is 
wanted, refer to the alphabetical idee. 

Index of ptoter Famguens, rt Lines by ——_ Distribution 
Areas: Th les the user to find the service or 
services ee ble ce any two points without resort 
to a complicated system of codes or cross references. 
Each motor transport line i & listed under all of the ke 
cities it serves. ‘ore each listing i isa symbol whi 
shows the direction of the company’s service into and 
out of the city. This system ~ pth te symbols 
is illustrated | by the vuine examples: 


© 
© 


This indicates a local cartage company serving 
Key City and Suburbs only. 


This indicates that the intercity service — 
i Se company is entirely within the Ke 

tribution Area served by te Key City—See 
“Key Distribution Area”’ wall map. 


e This indicates that four routes are operated to 
points beyond the Key Ci east, south, a 
west, and northwest. © BOLD FACE 
signifies that the operations over these routes are 
both interstate and intrastate in character. 


This indicates that three routes are operated to 
points beyond the Key City: south, west, and 
north. he LIGHT FACE indicates that 
operations over these routes are interstate in 
character. 


‘ 
eee 


Cases in which the services from a Key City are 
both Interstate and Intrastate the predominant 
character of these services determines whether light 
or bold face symbols are used. 


ae | originate, —_ few exceptions, from major 

ints. he use these cities makes 
mile > Fi ollowing a simple procedures for the 
selection of motor transport services: 


Routes from One Key City to Another: 


1. Look under both cities for the name or names of 
motor transpprt lines that serve both cities, then 
check maps in the advertisements of these com- 
panies for details of the character of service offered. 

2. If no company offers a through service, check maps of 
those Sole indicts —_ ee or sepa by_ directional 
sym in ting t they offer a service going in 
ibe dien tion wanted make the selection of the 
companies to used on the basis of the most 
efficient connections. 


Routes to or from Key Cities to Other Points: 


Check directional symbols under the Key City for com- 
panies operating services in the direction of the other 
point, then refer to individual maps. 


Routes Between Points Other than Key Cities: 


Refer to the motor transport lines listed under the Key 
Cities nearest the points to be served. The direc- 
tional symbols provide the means of determining 
which companies offer services in the directions 

wanted. The recording of major highway numbers 
makes possible the selection an assu service 
between any two points listed on a highway map 
even when those points are not shown on the 
advertiser's map. 


Arrangement = ono 


Data for companies se djacent or oustagping 
ions are grouped. It is ws pom le to plan a co- 
ordinated system of distribution tudying the avail- 
able services by regions. 
Data Regarding Advertisers: The facts listed for each 
motor line follows a uniform arrangement: 
General facts. 


2. Address, telephone and teletype numbers, and person 
with whom to communicate at general office, and, 
when space permits, this data is also shown for 
branch offices. 


3. Equipment—character, number of units, ownership. 


4. Insurance—types and amounts carried. W 
amount is io. it relates in all cases to unit cover. 
age per vehicle or whatever other standard unit is 
applicable. All insurance data is verified at 
qari insnaapind, Important—When a star (+) 

ignifies that E TRAFFIC WORLD 
ty ye 


ed an arrangement with the unde. 
writer or its ong by which it will be informed 9 
any lapse in ds. 


insurance or bon 
5. Schedules of operations—number of runs daily, 
whether day or night runs, and average time of run 
tween major terminals, etc.—are shown whe 
space permits. 


6. Special services and facilities—data regarding a. 
ceptance of shipments, special termin,| 
facilities, local services, etc. 


7. Association memberships are reported since som 
traffic managers use this as a measure of the standing 
of a company. 


Character of Highway Service Offered by Motor 
Transport Lines: The individual maps that accom. 
pany advertisements have been uniformly prepared, 
After once becoming familiar with the significance of the 
various types of route lines shown, one can tell ats 

glance the character of service offered via each route 
operated by each motor line. 


que Daily INTER- and INTRAstate service. 
se Daily INTERstate service (no INTRAstate). 
Daily coordinated rail-motor service. 








ems Service 2 or 3 times weekly. 
Irregular or special service routes 





=eeeneen: Connecting lines. 


eccecece Ferries. 


@ O Principal points served. j Terminal cities 


Unless otherwise noted on maps, motor lines offer- 
ing an intrastate service are also interstate 
operators when their routes extend into other states, 


LAPSE OF INSURANCE: The (*) appearing in in 
surance statements signifies that an arrangement has 

made whereby any lapse in insurance or bonds will be 
reported immediately to The TRAFFIC WORLD 


__. Alphabetical Index to Companies That Provide Outstanding Motor Transport Service — 


COMPANY Page COMPANY Page COMPANY Page COMPANY Page 
Barnwell Brothers, Inc........... 2 Gateway City Transfer Co...... 5 McNamara Motor Express, Inc.. 4 Shirks Motor Express Corp...... 3 
Clemans Truck Lines, Inc,....... 4 Inland Motor Freight .......... 5 The Norwalk Truck Line Co..... 4 Tidewater Express Lines, Inc.... 2 
Consolidated Freightways, Inc.. 5 Inter-State System............... 3 Novick Transfer Company..... 3 Wolverine Express, Inc.......... 4 





Index of Motor Transport Lines by Key Distribution Areas 








CALIFORNIA IDAHO SPRINGFIELD SOUTH BEND MARYLAND DETROIT MUSKEGON 
%q¢ Inter-State if 
SAN FRANCISCO BOISE ost Inter-State $e Clemans Truck pepy vane 33% System...... 3 ¢¢ ——- sane j 
.< Consolidated >, Consolidated Ess ors - ere ere? . Brothers. .... 2 *. Norwalk Toast '¢ Wolverine 
Frtways, lec,.$ ea Frtways, Inc. .5 ate Inter-State > ' » Inter-State ‘ aati SG occ een @:3 ’ Express, Inc.. 4 
7. ystem...... 3 ystem...... 
SACRAMENTO ILLINOIS , >!¢ Novick Transfer die ing Siete Sana 
2 et. INDIANA Norwalk Truck ” Company... .3 System...... 3 3, Inter-State 
TT -? emeeaD Oe i exinxess {4 Shirks Motor Ex, t Norwalk Truck >** System...... 
STOCKTON c c EVANSVILLE POSS. cc ccces ss BeResecanes a pe Truck 
“ st t it ry ' eS «—-_ Ledme.... coves 
“ 7 es ee aa aon TERRE HAUTE 3 ’ Tiwete Bap one RAPIDS 
aa o.% em $¢ Inter-State 
Inter-State System...... 3 _4_ Inter-State CUMBERLAND 33e "Syetem...... 3 MINNESOTA 
DELAWARE 3} t System...... 3 t yetem...... 3 of gn 2 « Clemans Truck 
WILMINGTON 14 McNamara Motor Ef > ag toe rer --* MINNEAPOLIS 
+ iene +  [Express,inc..4 FORT WAYNE IOWA +  Company....3 “a | ee ge | " Consolidated 
> e! oS rtways, Inc. 
> Brothers. .... 
oa a | + o Meee Trees oe Saandeee CEDAR RAPIDS 7 aaa TS JACKSON _ . Gateway City 
Company... .3 vos System...... 3 OS I N s 33 t Sager State P tS ~~ Transfer...) 
Wolverine nter-State eee 
te Shi : oe ' _ Inter-State =: Sy: State 
alia te, a Es press, Inc. .4 *.q Norwalk Took s System...... ees System...... 3 . Norwalk Voom: 2 — ae 5 
SD esccssae a SEND. 5055009 i ual: 
ee GARY-HAMMOND meenieaad = a nse Tru : (See Minneapolt! 
Ww Inter-State ~ - $. Clemans yea ruc 
oe ani og System...... 3 (See Chicago) Baten Bente os ane °° : or tenes WINONA 
ste Barnwe -Sta . 
ay Brothers. .... 2 ROCKFORD ‘ PP ose , 33 $ —— 3 33 ra System is Sires 3 3: Ogee 
ae Oe tit . ransfer...+: 
2° "Syetem.....3 & Gateway City INDIANAPOLIS McNamara Motor «+ MeNamara Motos 
ote Meick Tonsley “* ‘Toonster.....5 KENTUCKY press,Inc. .4 sini MISSOURI 
: Company... .3 > ¢ Inter-State ¢ Clemans Truck BAY CITY LANSING 
.¢ Shirks Motor Ex- <¢ ines......., 4 LOUISVILLE Inter-State Inter-State 
press Corp... .3 ccouasuenedan . Sge “Syetem...... 3 33% System. ..... g tau 


$e Tidewater Exp. 
Oe ee 2 


ROCK ISLAND 
¢ Davenport) 


>!¢ Inter-State 
7% 


System...... 3 


Norwalk Truck 
Line a 


4q Inter-State 
st System..+ 3 
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MONTANA NEW YORK NORTH DAKOTA TOLEDO HARRISBURG WILLIAMSPORT TACOMA 
B ell u ‘4 Barnwell ‘ Shirks Motor Ex- !. Consolidated 
Whey [EBILLINGS +* ~“Brothers,....2 BISMARCK Stz Inge State 5-5 Brothers.....2 > Sime MotorEs: = + “Freways, Inc..5 
cover - -+- lidated 
unit is , Consolidated ye P —— geen 3 : Inc..5 »s¢¢ Norwalk Truck , ag 0 wants WALLA WALLA 
it time ee =©F rrtways, Inc.. - s wre: Oe 4 eee VIRGINIA 33s aye Motor 
tar (8) es nae .'¢ Shirks Motor Ex- reight...... 
: mpany.... “< 
ORLD Be re ee YOUNGSTOWN 1S press Corp....3 | YNCHBURG WENATCHEE 
med of ROCHESTER > « Tidewater Exp, : 
tg Consolidated s Frtways,Inc..5 . 1, Inter-State : —_.... to Beall ..~ Consolidated 
+ daly oe =Frtways,Inc..5 see Engen Grate 3 71S System...... 3 ‘ “t Brothers..... 2 ©  Frtways, Inc..5 
' ystem...... i 
of GREAT FALLS Pe ig > OHIO Me Shirks Motor =. en ate ~— Fenaing YAKIMA 
a +; press Corp....3 AKRON eee Nae? Nei Toansles _— +. Consolidated 
. Consolidated ' mpany.... “iS Frtways, Inc..5 
ing w ISS“ Freways, Inc..5 >!¢ Inter-State OREGON NORFOLK 
erming sen es og PHILADELPHIA ee 
oe NEVADA bits oe 3 2. i ee 4 _ ; MATH F. _.¢ Barnwell Ps Brothers..... 2 WEST VIRGINIA 
ee ee ee |. een ? Brothers... ..2 
tanding § | Consolidated . wee WHEELING 
More WEN? NO. CAROLINA CINCINNATI Frtways,Inc..5 _ , ingen Sense . aeeeemaeteel ste epee , 
otor . R a ¢ —s- System...... — 7°"  System...... 
mak i _— oe a ASHEVILLE > " a my te: 3 PENDLETON _'¢ Novick Transfer 7” : Brothers..... 2 
e of the .¢ Barnwell 31, Consolidated =, ° Company... .3 WISCONSIN 
ell at s rothers..... s rtways, Inc.. Shirks Motor Ex- ROANOKE 
h row J} NEW JERSEY eaten 3° pees Conp....3 LA CROSSE 
CHARLOTTE >. Inter-State PORTLAND '¢ Barnwell s*.. CGatemen: Cle 
CAMDEN se eal 74S System...... a saeciitiia PITTSBURGH ‘© Brothers.....2 “'o  Tranefer.....5 
(See Philadelphia) -'; Brothers. .... Norwalk Truck +2 “70” ae >'¢ Inter-State « Nowick Transfer 
3° ' Frtways,Inc..5 3-2 iutein 3 ° Co 3 MADISON 
tate). MERSEY CITY- i “wR ERR eee eee eS System...... mpany.... 
NEWARK DURHAM Shirks Motor Ex- o biped ogee 5 emeeees Jee Copewer rome 
(See New York) >!¢ Barnwell < press Corp... .3 Freight...... ransfer..... 
WASHINGTON 
ra) Brothers..... _ Barnwell ® Inter-State 
NEW YORK COLUMBUS PENNSYLVANIA 7! Brothers.....2 SEATTLE “js System...... 3 
GREENSBORO ~*~ Novick Transfer 
LBANY 3. Sede ALLENTOWN- : “tae Consolidated MILWAUKEE 
Al _!¢ Barnwell ? oe eae 3 BETHLEHEM aes +< — Frtways, Inc..5 : 
= ays Brothers..... Shivke Motor Ex« >, Gateway City 
al cities, » Spe tnte : DAYTON _. . Barnwell 7°. press Corp....2 « Inland Motor ’ Transfer..... 
V"  Syotem..... RALEIGH +4" Brothers.....2 + F--F . ee 
_ . >!¢ Inter-State . SCRANTON- 33 Seaietnesss>- 3 
terstate [BUFFALO >!¢ Barnwe' ' System...... 3 3:> Novick Transfer WILKES-BARRE SPOKANE 
r states, 55 Brothers. .... Company... .3 ; . McNamara Motor 
a *** Inter-State Barnwell ~.. Consolidated ' Express,Inc. .4 
ng He Syotems..... 3 WINSTON-SALEM SPRINGFIELD ALTOONA a) rothers..... 2 7 8 ~~ Frtways, Inc..5 
s will be ¢ Shirks Motor Ex- _'+¢ Barnwell >!'¢ Inter-State .. Novick Transfer * Novick Transfer <$~ Inland Motor SUPERIOR 
WORLD ‘. press Corp....3 7:% Brothers..... ' ystem...... 3 ' Company... .3 mpany.... : Freight...... 5 (See Duluth) 
oe I 3 e 
= 
-«{| Barnwell Brothers, Inc. | | Tidewater Express Lines, Inc. 
nes... 2 el CC Certif. No. 14181 ican Teletype 184 INCORPORATED (MD.) Established 1933 BALTIMORE, MD. 
ickaie 4 B. L. Frazier P. L. Walker Telephone—SOuth 1551-2 
V.P.and T. M.—Rates BURLINGTON, N. C. V. P.—Solicitation. HARRISB URG sea J. T. Bennett 
ne ON ) ee hi 
Gal Md Aiante SMe" neistontee [samo — BRANCH OFFICES 
——— ++ Mid. antic States te rrier x uo 
nf, een FORTYFORT y >} yt Te ws es LANCASTER Aberdeen, Md., Bel Air Ave. 
IQUIPMENT: 86 tractors; 86 trailers. Trucks (Wee Boney — Walter . Wilson (Tel. 21W) 
—22 vans. All company owned. NK Kato Frederick, Md., 300 East St. 
ate. BB |connectine UNES: Inter- PENNSYLVANIA) Norman Murray (Tel. 557) 
m. nge at w York, _ Pa., Charles & Howard Sts. 
mete Scranton, Phila- H. Brown (Tel. 6122) 
as, Inc ia, th 
INS NCE. *Cargo $40, . Washington, D . C., 2613 E. St., 
: coreeetee Fire & (Tel. MET. 9345) 
arine 
~~“ ith. Liab.,$25/50,000; =f Lancer, Pa., 701 E. Ross St. 
Bhs cases j t Prop. on $5,000— REDERI are ries ; easter Transportation Co. (Tel. 
Ik Truck md Reciprocal Ex- D. O on ty, st = 2164) 
oe eae Jamascus Sune le); ae Pa., 1539 Walnut St. 
4 Work, Comp.—Aseo- am Hill Express (Tel. 3-6121) 
ciated Indemnity. Goithenburs QD) TARIFF AGENCIES 
A M 
bOmS eto a ¢ Individual: D. T. Waring, W. M. 
LIS All VIRGINIA * Through bills of Iediney snd 
dated , WASHINGTON) — ae ee 
j 0 { lines, serving Chesapeake Bay, S. 
ays, Ince, ae Bia Atlantie and Gulf ports. 
y City, egular 
sfer...+ Schedule EQUIPMENT LOCAL FACILITIES 
tate Service 2 tractors, 2 trailers. Trucks, 28 Terminals with rail sidings: 


vans (12 carry ice for refrigeration 
when needed); 2 open bodies. All 
company owned. 


INSURANCE 
*%Cargo, $5,000 plus $2,500 
(Northern Assur. Co. of London) 
. . . Public Liability, $10,000 & 
$50,000; Property Damage, 


Baltimore, Frederick. 
SCHEDULES 


Daily common carrier service to 
all points with irregular service on 
truck load lots. Operating over 
highways in Maryland (intra- 


BRANCH OFFICES 
NEW YORK—Barnwell Brothers 
490Greenwich St. Tel. Walker $- 4949 
PHILADELPH|A-—Barnwel Il Brothers 

E. Luray St. Tel. (Bell) DAV 4949 
BALTIMORE. Ati Coast Frt. Lines 
1240 Nanticoke St. Gilmer7740-1- 28 


\ ar Diente ne erg gy ue & Gray Trans. Co. $5,000-$50 deductible (Fidelity . ’ . 
o™ Metol CAROLINA 17h & it & Des k Sts. rome prt ss Casual ty Co. of N.Y.). Work- state and interstate); Pennsyl 


632 Dowd Road 


vania and District of Columbia 
SHELBY. {* C.)—Barnwell Brothers 


(interstate). 


ingmen’s Compensation (Lum- 
berman’s Mutual Casualty). 
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s 700 N. Cameron St. WINCHESTER. VA. 

t Novick Ye 2 heen 
ransfer Me es 

cian sti Poristyee| B. Belehie, Traf. Mgr 


EQUIPMENT: 26 
tractors, 26 trailers. 
Trucks, 14 vans. 


INSURANCE: 
Cargo, $25,000. 
Pub. Liab. $25/ 
50,000. Prop. 
Dam., $20,000. 

: Workmen’s Comp. 
CONNECTING LINES: New York City 
to New England & New York State 
points. Roanoke to Virginia, North 
Carolina, Tennessee & . Virginia 

ints. Winchester to Pittsburgh & 
ichmond. 
SERVICE: Daily schedules. 
POOL CAR DISTRIBUTION: Winchester. 
MEMBER: Va. Highway Users Assn.; 
Highway Transport. Assn., N.Y.;A.T.A. 










Est. 


ix7 Shirks Motor Express Corp. wij 
coulnen cla re eee MANHEIM PIKE 


ICC Docket No. 1658 Pus Sg 
tore, “12, trailers, LANCASTER, PA. 


tors, 12 trailers. 
Trucks, 12 van, |! 
open. All company 
owned. 


SERVICE FEATURES: 
Daily serv. all routes. 
Pick-up and delivery 
at all points. 
BRANCH OFFICES 
Baltimore—Ericsson Transfer Company. 
Buffalo—Chas. A. Kuhns. 
Cleveland—Shirks Motor Express. 
Philadelphia—Needham’s Express. 
Rochester—Keystone Carting Co. 
Wilmington—Wooleyhan Transport Co. 
INS.— *Cargo, $10,000-$20,000. * Pub. 
Liab.,$10,000-$20,000. %*Prop.Damage, 
$10,000-$20,000. +%Workmen’s Comp. 













































Guide to Motor Transport Lines 
ATLANTIC AND CENTRAL STATES 





INTER-STATE SYSTEM 


Established in 1924, a Michigan corporation. Central States Motor Freight Bureau 


Unexcelled Transportation over fast, direct, scheduled Total (owned and leased)—550 tractors, 445 on all shipments within a 360-mile radius of 


ilers; 75 trucks. Company owned—232 principal terminal points. 
routesthrough 19 industrial states. Terminals and  {recters, 230 tnilers: 36 sebnp ten - - 
; : . All eal All 
Warehouses in principal cities. Check these advantages: equipment modern and efficient. Sade oo 224 mph 


Re ne og apes to time Wire reports on trucks in transit. Insurance a rig oe blished sing 
: Pin i i ec 
F ow — C.O.D. deliveries accepted. All forms of insurance carried in companies —. ps Carn alg "than 7,600 Brey ‘ 
aoe aanesete Free delivery. Experienced personnel. a to do business in each state as United States. ‘ 
eletype service. Courteous operators. espe A iation Membershi 
Cargo: $10,000-$20,000; Public Liabilit ssociation Memberships 
Insurance inspectors at terminals. Fully insured cargoes. $25.000-$50,000; Property Damage, $5,000. A.T.A.; Mich. T.A.; Ohio T.A.; Chambers 
Highway Patrol System. Modern equipment. Workingmen’s Compensation. of Commerce in principal cities serv 


Shippers Use the Guide 
Because They Find It— 


Accurate— 


“Because of the continual changes in motor transportation, the 
up-to-the-minute information . . . in the Guide is often referred to,” 


(mail order company) 


Denver, Colorado 
Reliable— 


“Reliable information—such as you furnish, is badly needed in 
view of conditions that exist today. The main information should he 
as to reliability. Your Guide as to responsibility is a great help,” 





(building supply company) 
Davenport, lowa 


Time Saving— 


**The Guide saves us time in investigation of new contacts which 
are necessary in expanding business.” 


(pharmaceutical manufacturer) 
North Chicago, Illinois 


Economical— 


“Guide used because of the investigation made of advertisers. 
These are taken at face value, and thus eliminate much costly expens 


on our part.” 
(steel company) 
Chicago, Illinois 


CENTRAL MICHIGAN TRUCKING INC. 
EASTERN MICHIGAN FREIGHT LINES 
INTER-STATE MOTOR FREIGHT SYSTEM 


YUZZ Rochester 





; 
Central I 


Syracuse te 





NEW YORK 
115 Tra 
127 trai’ 
30 truck 


——- 


xCargo, 
Fire Ins. 
kPrope 
men’s Cy 
Insuranx 
Travele rs 


Wheeling 


\_-—-- 





w, VA, 











St. Aubin at Monroe St., Detroit, Mich. 


B. C. Sproul, General Traffic Manager 
Common Carrier Tariff Agency 


C. Docket No. 35628. 


~ Schedules and Extent of Service 
Equipment 


Following day deliveries are ordinarily made 


schedules operated daily. Pick-up and de 
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CENTRAL STATES 


Clemans Truck Lines, Inc. 
COMMON CARRIER, I. C. C. Certificate No. 2136 


INDIANA 








CONNECTIONS TO ALL POINTS 





Established 1929 Incorporated 1934 


815 Pennsylvania St., South Bend, Ind. 


A. C. Clemans, President Tel. 4-2116 

TARIFF AGENCY: Indiana Motor Rate & Tariff Bureau. 

BRANCH OFFICES: Battle Creek, 68 Pittee St. (Tel. 

To. | 6511); Elkhart, 1401 W. Beardsley Ave. (Tel. 339); Grand 
MICHIGAN g Rapids, 39 Front Ave.S. W. (Tel. 8-1148); Indianapolis, 
301 S. Alabama St. (Tel. Li. 4514); Kalamazoo, 439 Portage 

St. (Tel. 2-0158); Kokomo, 905 N. Union St. (Tel. 7381). 


EQUIPMENT: 12 Tractors; Trailers, | full, 11 semi (6 
Kokomo open, 5 closed). Trucks, | van, 10 open. All equipment 
company owned. 


INSURANCE: Car, 
*Public Liability, $10,000 & $50,000; * Property Dam- 


. . “| age, $5,000; % Workingmen’s Compensation. (Hartford 
EjIndianapolis | Accident & In Sealer “y pe io lartfo 


©, $10,000 (Hartford Fire Ins. Co.) 


SOUTHEAST, SOUTH, SOUTHWEST _| ASSOCIATIONS: A.T.A., Indiana Motor Truck Assn. 


Motor Line Indexes Make Selection 
of Services Easy 


To simplify the finding of a service to fit any shipper’s requirements, 


two indexes have been prepared: 


Alphabetical Index: When a specific company is wanted, refer to 


the alphabetical index. 


Index of Motor Transport Lines by Key Distribution Areas: 
This index enables the user to find the service or services available 
between any two points without resort to a complicated system of 
codes or cross references, Each motor transport line is listed under 
all of the key cities it serves. Before each listing is a symbol which 
shows the direction of the company’s service into and out of the city. 
The symbols, see first page of Motor Section, are simple and 


easy to use. 





* 
The Norwalk Truck Line Co. 
J.E.Ernsthausen COMMON CARRIER Established 1921 
President 1.C.C. Docket No. 71096 ‘Incorporated (Ohio) 


Vicevrecaent — NORWALK,OHIO 7,.oodayn Ave, 


TARIFF AGENCIES 
Central Motor Freight Assn., Inc. 
Ohio Motor Frt. Tariff Bureau. 


EQUIPMENT 
115 Tractors (75 company owned); 
127 trailers (125 company owned); 
30 truck bodies (all company owned). 

INSURANCE 
xCargo, $10/25,000 (The Connecticut 
Fire Ins. Co.). Public Liability, 
kProperty Damage, *Work- 
men’s Compensation, and Liability 
Insurance on All Terminals (The 
Travelers Insurance Co. & The Travelers 
Liability Co.). Blanket Employees 
Bond (Mass. Bondin Co.). Also 
bonded by new A. T. A. bond. Cargo 
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Telephone—71 or 244 


Policy includes all standard Cargo 
coverages and, in addition, Theft of an 
entire aisle package, Tornado, Riot, 
Strike, etc. 

Shippers are given complete insurance 
protection—all policies are with large, 
strong American stock companies. 


SERVICE & SCHEDULES — 


Daily service over all lines—over night 
delivery via our own lines. 


MEMBER 
Service Member, A.T.A.; Akron 
Motor Transportation; Chicago Assn. 
of Com.; and Chambers of m. in 
South Bend, Fort Wayne, Detroit, 
Toledo and Cleveland. 
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Inc. 1931 


Ew.is27 McNamara Motor Express, Inc. sce‘Doo. Ne. seose 


E. McNamara, Pres. KALAMAZOO, MICH. 436 W. Willard St. 
M.I.McNamara,7reas. INTERSTATE SERVICE Tel.-31371 
TARIFF AGENCY: Central 
States Motor Freight Bureau. 
BRANCH OFFI : Battle 
Creek, Tel. 22522; Chicago, 
Tel. Victory 7471; Grand 
Rapids, Tel. 9-8914; Mil- 
waukee, Tel. Mar. 4177. E KALAMAZOX 
EQUIPMENT: 21 tractors, 5 ih sTuacts 
trailers, 22 semi- (4 refr.); [Fj ! THREE RIVERS 
trucks, 9 van, 2 san ie 

pee tors 
$ ° Pp ire 
Marine); *Pub. Liab. $25,- 
$50,000;*% Prop.Dam. $5,000 
(Amer. Fidel, & Cas.); Work- 
ingmen’s Comp. 
SERVICE: Daily, overnight 
del. P. & D. at all points. 
MEMBER: A.T.A., C.M.F. 
A., Ch. of Com. Chicago, 
mazoo, Milwaukee. 





{MILWAUKEE 




























Wolverine Express, Inc. 


MON CARRIER—ICC Certificate No. 2998 
Established 1928 Incorporated (Mich.) 1930 
Telephone—22-681 : 
659 W. Western Ave., Rieeengem, ee , 
Pres. . M. Parlberg, V. Pres. 
B- F. Deyman, (cD. Elliott, Traffie Manager 
TARIFF AGENCY, Central Motor Freight Assn., Chicago. 
Tel.) Address BRANCH OFFICES (Tel.) Address 
Ph any pe ag AY et a erSaile. TRAVERSE CITY (36), 406 W. Front St. 
BENTON HARBOR (6417), 460 W. Main St. SF. tS eee Gath ate Premeat Ot, 
SOUTH HAVEN (400), 424 Quaker St. S. W. , “ 
HOLLAND (9001), 120 River Ave. LANSING (55841), 324 N. Lareh Ave. 
GRAND HAVEN (526), 7th & Madison Sts. sacKSON (4028), 334 Otsego Ave. 
MUSKEGON (22681), 659 W. Western Ave. BATTLE CREEK (21816), 36-38 N. Monroe 
WHITEHALL (108), 100 Hanson St. KALAMAZOO (28714), 436 W. Willard St. 
LUDINGTON (181), 711 S. James St. .TOLEDO (Adams 4610), 210 Sycamore St. 
MANISTEE (226), 472 River St. CLEVELAND (Main 3080), 2435 Orange Ave. 
URANCE—Cargo, $5/10,000. Public Liability $5/ 10,000. Property Dam- 
one $5 /10,000 with Shiitional $5/10,000. Workingmen’s Compensation. 
ASSOCIATIONS—AMichigan Trucking Assn.; American Trucking Assn.; Indiana 
Motor Freight Assn.; Chicago Assn. of Commerce. 
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“Satisfy your Customerswith OHIO TERMINALS 


Akron, 100 Miller St. (Franklin 5195) 


Norwalk Truck Line Service’’ Cleveland, 33rd & Hamilton (Prospect 5350) 


Elyria, 124 N. Maple St. (Phone 3484) 
Fremont, 211 E. State St. (MAin 2825) 
Lorain, 206 11th St. (Phone 4135) 
Mansfield, 198 N. Franklin St. (Canal 2160) 
Norwalk, 36 Woodlawn (Phone 244) 
Saginaw & Sandusky, 1000 Maple St. (Phone 1325) 
AN Toledo, 145 8. St. Clair St. (Adams 4291) 
MICHIGAN TERMINALS 
Bay City, Foot of 1st St. (Phone 2622-R) 
Detroit, 117 N. Junc. Ave. (VInewd 2-1435) 
Flint, 1220 Stever St. (Phone 3-5518) 
Jackson, 404 Water &t. (Phone 4028) 
Lansing, 925 8. Grand Ave. (Phone 5-3449) 
Monroe, 317 W. Front St. (Phone 1032-J 
Pontiac, 675 S. Saginaw St. (Phone 2-0115 
Saginaw, 303 W. Genessee Ave. (Phone 8131) 
INDIANA TERMINALS 
Auburn, 334 W. 9th St. (Phone 618-J) 
Elkhart, 1401 W. Beardsley Ave. (Phone 466) 
Fort Wayne, 805 High St. (ANthony 4363) 
Goshen, 9th & Nye St. (Phone 111) 
Hammond, 1055 Ind. Blvd. (WHiting 783) 
Kendallville, 1018 Garden St. (Phone 378-J) 
La Porte, 1208 First St. (Phone 2354) 
Michigan City, 2nd & Pine Sts. (Phone 821) 
ILLINOIS TERMINAL 
Chicago, 2440 W. Cermak Rd. (CANal 1320) 
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Guide to Motor Transport Lines 
CENTRAL AND PACIFIC STATES 










Incorporated (Wash 


Established 1918” Inland Motor Freight ICE Doc. Nor wa 


Cecil Gray SPOKANE, WASH. _ S. 110 Sheridan s, 
Rate Agent Teletype—94 Phone—Riverside 3194 


TARIFF AGENCY: Pacific Inland gy;—— 
Tariff Bureau, 214 Weatherly Build- Ps iy a eis” 
ing, Portland, Oregon. ¢ 

BRANCH OFFICES 
Portland—1001 S. E. Water Ave. 
Seattle—1565 Sixth Ave. S. 
Walla Walla—339 S. Second St. 
Lewiston—739 F St. 
CouleeCenter(CouleeDam, Wash.) 
Coeur d’Alene—214\Lake Side Ave. 
EQUIPMENT: 6 tractors, 36 trail- 


Gateway City Transfer Co. 
INCORPORATED (WIS.) COMMON CARRIER 
Established 1896 I. C. C. Docket—80430 
John F. McGrath LA CROSSE, WIS. 417-431 N. Third St. 
Vice-Pres. & Traf. Mgr. Teletype—28104 Telephone—179 & 199 
TARIFF AGENCIES: Northwest Tariff Bureau; Central States Bureau 


ere Gateway City Transfer Co., Inc. 
ee UZ Intrastate Operations 


6 Ruperior 





















To Grand Forks, Grafton, 
Ada and Crookston 





Between Milwaukee end 
Chippewe Falls, including 
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A Reliable Source — 


“With the great number of trucks operating at the 









BRANCH OFFICES: Chicago, 
2433-53 W. 18th St. (Haymarket 
4411); Milwaukee, 1208 South 
Second St. (Mitchell 4949); St. 
Paul, 366 Ferdinand Ave. (Nes- 
tor 2806); Eau Claire, 429 
Gibson St. (Tel.—9833); Chip- 
pewa Falls, 818 High St. (Tel.— 
161); Winona, 76-98 E. 2nd St. 
(Tel.—3665); La Crosse, 417-431 N. LOCAL SERVICES: La Crosse—Pool 
3rd (Tel. 179). car dist.; cartage; rail siding; affiliated 
EQUIPMENT: 29 tractors, 26 trailers, With Murphy Brothers Warehouses. 

32 straight trucks. Allcompany owned. Winona—Pool car dist.; cartage. 


INSURANCE: Cargo, $10,000-$25- SPECIAL SERVICES: C.O.D. collec- 

ye oe at No. a=) — Behera tions. P. & D. included in rates. 
jability, $25,000-$50, . %*%Property : . . 

~— e, $5,000 Sore Indemnity Co.) SWuutaierikaee Costeeding 


orkingmen’s Comp., complete i 
FEE ions (Employers Mutual of Wausau, MEMBERS: A.T.A.; Assn. of Com.— 


we). . %Fidelity Bonds (Am. Bonding Chicago, Milwaukee, St. Paul. 








IOWA 


‘TWE TRAFFIC WORLD —CHICAGO 


present time, information from a reliable source as to the 


responsibility of truck operators is of considerable value 


to shippers. Keep this up.” 


(Stove and Range Mfr.) 


St. Louis, Missouri 
REFERENCE: Dun & Bradstreet. 


CONS QOLIDATED SRLLCM TIO TRANSCONTINENTAL 
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INSURANCE: Cargo $75,000, limited to | limit $50,000. Consolidated Freightways, Inc., operates an 8,000 mile motor, freighs 

$20,000 any one piece of equipment; $20,000 | Protection for C.O.D. Shippers: Con- | system. Has its own terminals and own fleet 4 nearly 500 trucks, trai oot 

theft. Public Liability exceeding State and | solidated’s C.O.D. service protects shippers | tractors, including refrigerated and other special equipment. _1700 aa " 

Federal requirements. Property Damage, | with a $10,000 C.O.D. bo wend get overnight common carrier service. Great Lakes to Pacific Coas 
morning delivery of freight. 


CONSOLIDATED, snd Fah Md ~— INC. POOL CAR DISTRIBUTION: Cpeniee s deliver to points within me 
oumeny - dius. Warehouse and inter-city distribution. n bond” shipments dire 
FRED C. LEIBOLD Established 19 PORTLAND, OREGON | 7° kland. 
Pin charge of traffic , SOMMON Ay 2029 N. Ww. “Quimby St. from all Pacific Northwest ports; also from San Francisco and Oaklan 


C. Docket vom oo MEMBER: Pacific Inland Tariff Bureau; Inter-Mountain-Coast Moto! 
Chicago Branch Office: 2400 We. yi St., A. H. Richards, D. F. A., HAY. 1091 Freight Tariff Bureau; Northwest Tariff Bureau. 
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With our vast facilities, both space and 
equipment, shiploads of pig iron, ore, 
steel and other bulky freight are 
handled speedily and at a saving. 





N addition to large, modern piers, with more than 
1,000,000 square feet of covered storage space, this 
great terminal also provides vast open storage area 
sufficient to satisfy every requirement. 


In these immense yards, adjacent to piers, are accom- One of twenty-seven gangways 


available for lumber storage with 
direct rail connections all lines. 


——!§ modations for the handling of rough lumber and bulky 
——§ freight of many kinds; also more than 5,000,000 board 
AL feet of kiln-dried lumber can be stored in our specially 
constructed shed, the largest of its kind on the Atlantic 
Seaboard. 


Every modern lumber-handling equipment is provided. 





\ And our own railroad distribution yards, connecting with 


W) all trunk roads, enable us to route lumber to inland points 
l with a minimum of handling and the very lowest cost. 
A Whatever your storage and shipping requirements, 
Lf they can be efficiently and economically met here. Pro- 
A vision is made for bulk and packaged freight of every 


description. With railroad sidings on the piers, direct 





Largest covered shed in the East for 
the accommodation of kiln-dried lum- 
ber. It is 1000 feet long by 92 feet 
wide, with space for millions of board 
feet. Railroad sidings, running ful! 


. P , i length of pier, permit economical 
Detailed information and rates will be sent on request. enaben divedd to: end Sram shilpa, 


Address E. W. Stringfield, General Traffic Manager 


ship-to-rail transfer affords further economies. 
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oast— PHILADELPHIA PDIERS, INC. 
350, 330 Chestnut Street - Philadelphia 
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